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AYING that Hinde & Dauch is 
the world’s largest manufac- 
turer of corrugated fibre shipping 
boxes gives but a faint idea of the 


H&D Engineers could pack tremendous output of H & D prod- 


ucts. But when it is known that if 


WOOLWO RTH the total daily production of the 


BUILDINGSd. ‘| H &D plants could be made into 
single boxes each big enough to 

a Y contain the Woolworth Building, 
fourteen such boxes could be pro- 

duced each day, the immense volume 

of H & D products can be realized. 


Size is naturally the outgrowth 
of good service, first to a few cus- 
tomers, then to many and finally 
to thousands. 


Size is one of the reasons why, 
when you put your packaging prob- 
lems up to H &D Package Engi- 
neers, you will receive the most 
expert assistance that modern 
packing experience can provide. 


: THE HINDE & DAUCH PAPER CO. 
The 50 H& D Package Engineers have a $00 Desuies i. Sundudien, Gide 


combined experience of many centuries. The : . 
p f 7 . Canadian Address—King’s Street Subway and 
are ready to help you without obligation. Hanna Ave.. Toronto 

” 


HINDE A DAUCH 


corrugated fibre shipping boxes 


5/9 £ 
: |.$10 Per Year 25¢ Per Copy 
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Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 






From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 


total territory of the Republic. 


Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- For complete information, communicate with 
American Line.) 


F. P. De are, Gon. Agent G. B. nen, Gon, Soot 
p " e 1515 Penn Building —_ xc 
Through bills of lading issued by New York City t. Louis, Mo. 
steamship lines to all destinations —F.N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 


Rc , . Agt. 
e e ° Monadnock Bld i / ildi 
' on the National Railways of Mexico 441 Monadnoc g: 414 Whitney Bank Bidg. 301 Margueite Building 


San Francisco, Cali ew Orleans, La. 











Kansas City it’s 


“ADAM 


TRANSFER. and STORAGE Co. 





Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


“Surrounded by the Wholesale District” 


Merchandise Storage 
Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records 
and Reports 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Club o ae 


Kansas City Chamber of Commerce, United States 
hamber of Commerce. 


Write us for Information and Rates 


Published weekly by THe Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 4, 1913, at the postoffice at Chicago, IIl., under the Act of March 3, 1879. 
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“The Right Way to Ship’ 
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CUSTOMERS 
OLD AND NEW 


In transportation, as in every 
phase of industry, public confi- 
dence cannot be gained over night. 


It is the actual performance of a 
thoroughly dependable less than 
carload freight service year after 
year that creates and maintains 
the confidence of the shipping 
public. 


It is the consistency of Universal 
Trans-Continental Freight 
Service, together with the econ- 
omy derived from its reduced 
rates, that holds the faith of our 
customers and steadily increases 
their number. 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 

















“The Belt Railway Company of Chicago 
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r aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your 
disposal. 
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Six Reasons 


Arkansas Offers Unusual Oppor- 
tunities for Textile Industry 
Development 


Low Tax Rate 
Low local tax rate assured by spirit of com- 
munities to co-operate in industrial develop- 


ment. New textile plants state-exempted for 
seven years, 


Raw Material 
Abundant supply of cotton assured as Arkan- 
sas is the center of a territory that produces 67 
per cent of the nation’s cotton supply. 


Transportation 
Points covered in surveys are located on Mis- 
souri Pacific Lines, assuring dependable trans- 
portation to all parts of the country. 


Labor Supply 
An abundant supply of native white labor, 
naturally intelligent, easily taught and with 
no disturbing influences. 


Cheap Power 
Nearness of communities to cheap electric 


power, coal fields and supplies of natural gas and 
huge oil fields. 


Ideal Climate 


Long summers and short, open winters are the 
chief characteristics of Arkansas climate—an 
ideal combination for industrial development. 


“A Service Institution” 


= is enjoying the most remarkable industrial growth 
in her history. Her vast natural resources are being developed 
at a rapid rate. New capital is being poured daily into industrial 
undertakings of all kinds. Her population is growing by leaps and 
bounds. The fame of her manufactured products is spreading. 
There is a new state-wide spirit of optimism, a new appreciation of 
her future. The cause of all this can be explained in one word—facts. 


When the leaders of Arkansas decided that if the state was to 
continue to grow they must attract new industries, they resolved to 
go after facts before going after factories. They knew capital does 
not heed the slip-shod invitation of glittering generalities, but lends 
an attentive ear to detail. 


Even the most enthusiastic believers in Arkansas as a great 
textile manufacturing state were amazed at its numerous advantages 
as revealed in a series of surveys made by Robert and Company. 
These surveys show that Arkansas, in the center of a vast producing 
area, offers splendid markets, cheap, efficient labor, low-priced fuel, 
ideal climate, adequate water supply and unsurpassed transportation 
facilities. 

The surveys have been printed in handy booklet form and are 
being distributed by the Missouri Pacific Lines as a portion of their 
share in the state’s development. They tell an interesting story of 
textile facts about Arkansas. They are well worth the study and 
attention of everyone interested directly or indirectly in the textile 
industry. 


Textile plant owners, managers and others are invited to write 
the Missouri Pacific Lines for any information or details that may 
be desired concerning industrial opportunities in Arkansas or the 
Southwest. An industrial development department with a large staff 
of experts is maintained to compile information. The result of their 
work is yours for the asking. 


J. G. CARLISLE, Director 
Industrial Development Department 
MISSOURI PACIFIC LINES 
St. Louis, Mo. 


COAYaCL 
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WHY PAY TRIBUTE TO HABIT ? 





Seattle 





Just as many men continue to shy at Friday-the-thirteenth, 
because it is “supposed” to be an unlucky day, so do many 
shippers continue to route their Oriental cargoes via South 
Pacific ports because they are “supposed” to be the nearest 
or natural gateways to the Orient. Habit, largely, yet many 
persist in doing it! 


As a matter of fact—Seattle is the nearest and consequently 
the natural and logical gateway to the Orient. 


Take Yokohama, for instance: Seattle is over 500 miles 
NEARER to Yokohama than are South Pacific ports. By 
the “established trade route” via the Hawaiian Islands, Seattle 
is nearly 1,500 miles nearer. The difference in time is propor- 
tionate—running from a day to a week, depending upon the 
speed of the vessel. The same is relatively true of Kobe, 
Shanghai, Hongkong and Manila—in fact, the entire Asiatic 
Archipelago. 


Savings of from a 
day to a week in 
“in transit” time 


PUBLIC Eee: 


ance and _ interest 


TERMINALS Bie 
THE PORT OF SEATTLE 


Up-to-the-minute equipment of the Port of Seattle insures greatest 
- atch in transfer of cargo from car to ship. Anything from 

undred ton locomotive to a bale of matting can be handled 
with equal facility and dispatch. 


Bell St. Terminal - - - Seattle, Washington 


Not only does this route Vv | H p VY | A 
make possible quicker 

and more propitious de- 
liveries, but there is 


a proportionate saving 
in shipping expense. 












J seattle to Yokohama 


Hawai? 


port to the Orient 


Four trans-continental 
rail lines and innu- 
merable trans- Pacific 
steamship lines afford 
most frequent service 
VIA SEATTLE! The 
Seattle Public Termi- 
nals provide every fa- 
cility for the expedi- 


. tious, economical and 


efficient transfer from 
ear to ship. 
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TRANSPORTATION IN THE NORTHWEST 


(683) 


"| CALIFORNIA 


‘ via the Clean, Cinderless, Scenic 
. Great Northern Route 






Ee The It is easy to understand the popularity of these 
: NEW EMPIRE companion trains. Smooth, comfortable and lux- 
; urious travel...1200 clean, cinderless miles behind 
BUILDER super-power oil-burning and electric locomotives 
Radio£quipped & ..a daylight trip of 60 miles along Glacier Na- 

The LUXURIOUS tional Park...service that is unexcelled...equip- 


ORIENTAL ment that is ultrr-modern. 
LIMITED. GREAT NORTHERN 
FREIGHT SERVICE 


Fast, convenient and dependable—between St. 
Paul, Minneapolis, Duluth, Superior, Sioux City, 






ental 
innu- Winnipeg, Billings, Butte, Spokane, Portland, 
fford Klamath Falls, Ore., Seattle, Tacoma and inter- 
rvice mediate points. 

The 
ormi- “ . - 
y fa- Through Daily Merchandise Cars to Pacific 
— Northwest and Intermediate Points. 

from 





A. J. Dickinson M. J. Costello H. H. Brown 
Passenger Traffic Mgr. Western Traffic Mgr. General Traffic Mgr. 
St. Paul, Minn. Seattle, Wash. St. Paul, Minn. 


T. J. Shea H. G. Dow 
Asst. Gen. Freight Agt. Eastern Traffic Mgr. 
105 W. Adams St. 233 Broadway 
Room 620, Chicago, IIL. New York City 
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PEORIA—THE KEY FOR FAST 
FREIGHT SHIPMENTS 
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Combine Both Expedited Trunk Line Service and Fast 
Terminal Service for Expedited Thru Service by 
Routing Your Traffic Via Peoria Gateway 





Peoria and Pekin Union Railway Company 
Atchison, Topeka & Santa Fe Railway Company A 
Chicago & Alton Railroad Company we 
Chicage & North Western Railway Company ve 
Chicago, Burlington & Quincy Railroad Company 

Chicago and Illinois Midland Railway 
Chicago, Rock Island & Pacific Railway Company Ea. 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company Re 





Minneapolis & St. Louis Railroad Com = 
New York, Chicago & St. L. R. R. Co. “<L. E. & W. Dist.) ae 
Pennsylvania yp wal i 
Peoria Terminal Com Be 
Toledo, Peoria & Western Railroad 


Route Bill of Lading Via 


(P. & P. U. Ry.) and Peoria, Ill. 


Postal Card Passing Reports Cheerfully 
Furnished on All Carloads. 





PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Illinois 
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Bigger 


Train 


than runs 


Over Rails 


The Waterway is 
the Cheaper Way 


W. M. HOUGH, Traffic Manager, 
320 Magazine "St. °9 
New —. c 


BIRMINGHAM, ALA., 
_ Brown Marx Bldg., 
. W. Guice, Gen. Agt. 
CHICAGO, ILL.., 
521 Austin Bldg., 
W. F. Johnson, Gen. Agt. 
CINCINNATI, OHIO 
‘gl Union Cen. Life Bldg., 
L. Thompson, Com. Agt. 
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600 Carloads of Freight in One 
Federal Barge Line Tow.... 


ON a single trip, in one tow, the 
Federal Barge Line—Missis- 
sippi-Warrior Service—transports 
15,000 to 18,000 tons of freight— 
all kinds of bulk products, raw 
materials, manufactured goods, and 


merchandise. This tonnage is equiv- 
alent to 500 or 600 standard sized 
freight cars that run over rails, 


loaded to full capacity. A single 
barge line tow hauls as much as 
six separate freight trains of maxi- 
mum length. 


The Federal Barge Line operates on 
the public’s navigable waterways, and 
the ease of water traffic, the compara- 
tively small motive power required to 
move great loads afloat, permit the 
carrying of these immense cargoes of 
freight, and give shippers the benefit of 
low-cost transportation. 


The barges sail steadily and smoothly, 
with no jolting or bumping, or shifting 
of freight. Goods are carefully handled 
and stowed on the barges in clean, heavy 
paper-lined compartments, and equal 
care is given at terminals and transfer 
points to avoid damage to goods. The 
Federal Barge Line’s bill of lading af- 
fords greater protection against damage 
and loss than is provided by any other 
carrier in the world. Prompt service 
is assured on regular schedules. 


Barge line rates between river ports are 
20 per cent lower than all-rail charges, 
and corresponding savings in cents per 
hundred pounds are made by inland 
shippers at points to which joint barge- 
and-rail rates apply. All these advan- 
tages and savings are available to 
shippers in the vast Mississippi Valley. 
Address our nearest representative for 
full information. 


INLAND WATERWAYS CORPORATION 
Maj. Gen. T. Q. Ashburn, 
Chairman of the Board, Executive 


J. P. HIGGINS, T. M. Cc. 


E. BECKER, Asst. to T. M. 


H. E. RUDDIMAN, Asst. T. M. 


(Solicitation), (Solicitation), (Solicitation), 

1204 Fed. Com. Trust Bldg., 320 Magazine St., 521 Austin Bldg., 

St. Louis, Mo. New Orleans, La. Chicago, Ill. 
DALLAS, TEXAS, MEMPHIS, TENN., ST. LOUIS, 


2610 S. Ewing St., 
L. W. Carson, Trav. Frt. Agt 


HOUSTON, TEXAS, 


1201 Cotton Exch. ’Bldg., 
H. T. Anderson, Gen. Agt. 


MINNEAPOLIS, MINN., 


MO., 
1207 Fed. Com. ‘Trust Bldg., 
J. F. Ward, Gen. Agt. 


ST. PAUL, MINN, 


2905 Cleburne St., 523 Marquette Ave eg 1417 Pioneer Bldg., 

J. H. Golden, Com. Agt. G. E. Helwig, A = Elmer Cordes, Gen. Agt. 
LOS ANGELES, CAL., MOBILE, ALA., SAN FRANCISCO, CAL., 

807 Pacific Elec. Bldg., 7 van A ma Bldg., 415 Customhouse, 

C. G. Krueger, Com. Agt. . Wilson, Com. Agt. T. B. Esty, Pac. Coast Rep. 
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SHIP BY BARGE! 


LAKE 
PORTS 
TO 
THE 
SEA 


WITHOUT TRANS-SHIPMENT 








ECONOMY 





SAFETY 









500 per cent increase in volume of traffic in 
seven years of operation is evidence of the 
value with which shippers regard our service. 






May we help you with your 
traffic problems ? 






For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, tne. 


—  ~ — 25 Broadway, New York City, N. Y. ifn tg oy 
N. Y. Maritime Exchange BUFFALO OFFICE: Chamber of Commerce Building BONDED CARRIER 
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Helping Business 


“Live and let live” is a well-re- 
garded maxim of business life. Let 
us see how it relates to the railroads. 


The railroads are not content that 
other lines of business shall merely 
live. They want business to be 
prosperous, and through their serv- 
ice they help others to prosper. 


The present trend of the nation’s 
business is an illustration. Few lines 
of business lack a measure of pros- 
perity; most of them are doing 
better than ever before; the average 
is highly satisfactory. It is generally 
recognized that the progress of the 
railroads has contributed greatly to 
this favorable situation. There have 
been plenty of cars and locomotives 
and other facilities. The time of 
freight in transit has been reduced 








from weeks to days and from days 
to hours. Passenger trains have been 
speeded up. Schedules of all kinds 
are maintained with remarkable 
exactness. The improved speed and 
dependability of railway service 
have reduced inventories, stabilized 
prices and promoted regularity of 
supply and demand. 


The rule necessarily works both 
ways. The railroads must prosper 
in order to help other lines of busi- 
ness to prosper. 


Constructive criticism and sug- 
gestions are invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, October 1, 1929. 
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Pioneer rails 
pierce a new frontier 


Linking of Shasta and Overland Routes opens new way to the Pacific Northwest 


Following the route of the Overland scout 
and the covered wagon a new pioneer pushed 
its way into the West in 1869 and the Pony 
Express passed into legend. 


The driving of a golden spike sounded 
along steel rails and the first transcontinental 
railroad was completed . . . Southern Pacific’s 
OverRLAND Route of today. 


The “last spike” they called it then. But 
the last spike will never be driven. Southern 
Pacific is still building with the West. 


From Fernley, Nevada, to Klamath Falls, 
Oregon, new steel shines in the Western sun. 
Southern Pacific has linked its SHasta and 
OverLAND Routes; another frontier is 


crossed and there is a new route, the “Modoc 
Line,” between the Northwest and the East. 

The completion of the Modoc Line is only 
one item in Southern Pacific’s unparalleled 
program of new construction during the last 
fifteen years. 

Other recent important projects include 
completion of the new Cascade line of the 
Suasta Route, an alternate line east of the 
Cascade Mountains through Klamath Falls, 
Oregon; double-tracking of the OveRLAND 
Route across California’s high Sierra; build- 
ing of a new main line through Phoenix and 
the Salt River Valley in Southern Arizona; 
completion of the gap between Tepic and 
Guadalajara, Mexico, effecting a new through 


route down the West Coast to Mexico City 
and the interior; the building of a new line 
into the Magic Valley of the Lower Rio 
Grande, in Southern Texas; and the begin- 
ning of a great bridge across Suisun Bay, 
near San Francisco, to replace train ferries 
and shorten time on the OverRLAND RouTE 
to San Francisco. 


From less than 700 miles of line in 1869 to 
more than 20,000 miles today—that is South- 
ern Pacific’s 60-year record. 


Much of Southern Pacific’s achievement is 
history, a part of the epic of the West. But 
the epic is not finished . . . and Southern 
Pacific builds on. 


Southern Pacific 


Offices in all principal cities. 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





MORE MONEY FOR COMMISSION 


RESIDENT HOOVER is to be congratulated for 

approving an increased estimate of the Bureau of the 
Budget for the Interstate Commerce Commission for the 
fiscal year ending June 30, 1931. The bureau has recom- 
mended a total of $9,329,963—well over a million dollars 
more than the amount available for the current fiscal year. 

There is much talk about regulation of transportation 
agencies by the Commission breaking down and of the 
necessity for reorganization of the Commission. If sufficient 
money, wisely and effectively expended, is made available 
for the Commission to do properly the work assigned to it, 
regulation, at least, should not break down. It may be 
that some reorganization of the Commission is desirable, 
but the most important thing, we think, is that the Com- 
mission have enough money to do its work. 

The estimate of the Bureau of the Budget for the 
Commission for the fiscal year 1931 is a significant develop- 
ment. It is no secret that, in years gone by, the bureau 
has made deep slashes in the Commission’s own estimates 
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as to its needs. It finally became necessary for shippers 
to appeal to the congressional appropriation committees to 
provide more money than the bureau had recommended, 
and Congress several times increased the amounts. At one 
time, Walter H. Newton, now secretary to the President, 
then member of Congress from Minnesota, led the fight for 
an increased appropriation for the Commission. It may be 
that Mr. Newton’s presence in the White House offices is © 
related to the estimate of the Bureau of the Budget and 
the President’s approval thereof. 


GOVERNMENT OWNERSHIP 


HE justification put forth for waterway developments, 

such as the proposed St. Lawrence Seaway and the 
Mississippi Barge Line, is, in the main, the benefit resulting 
from lower freight rates on certain commodities or in cer- 
tain localities. If that be admitted as a good reason for the 
developments, then why would not the same logic convince 
those who are affected by it that the government, instead 
of developing waterways—or, in addition to its waterway 
development policy—ought to take over the railroads and 
operate them at lower freight rates for the benefit of the 
industries and localities supposed to be in need of relief? 
Is there any difference whatever in the principle involved ? 
Indeed, the policy of taking over and operating all the rail- 
roads would be sounder and fairer than the one of de- 
veloping waterways here and there, because, under such a 
policy, all shippers and communities could get the benefit 
of reduced rates, paid for by the taxpayers at large, whereas, 
waterway development helps only a comparative few—and 
their benefit is paid for, not only by the taxpayers at large 
but by their competitors, prevented by geographical condi- 
tions from reaping equal benefit. 

Of course, the explanation of this illogical procedure 
is that few stop to consider that the benefits of lower water 
rates for those who can take advantage of them are paid 
for by the public, in great measure. They are possible 
because the government develops and maintains the water- 
ways, charges operators nothing for the privilege of using 
them, and, when it conducts the transportation operations 
itself, charges itself nothing for overhead expense—which 
is paid by the taxpayers. Anyone who, after thoroughly 
analyzing and understanding the proposition, still believes 
that the present policy with respect to waterways ought to 
be continued, must, if he is consistent and logical, also 
believe in government ownership and operation of the rail- 
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Illinois Terminal Company 
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St. Louis Electric Terminal Railway Co. 






St. Louis, Troy and Eastern Railroad 
St. Louis & Illinois Belt Railway 


A Steam-Electric Railroad of 550 Miles 


Serving the heart of the Nation—a region of greatest traffic 
density— 












Circling with an outer belt the vast expanse of East St. Louis, 
Granite City, Madison, Venice, Alton, Wood River, Roxana and 
the Industrial area east of the Mississippi river— 







Entering St. Louis over elevated structure and an independent 
rail bridge— 






Reaching out from St. Louis by main line steam and electrified 
rails to the important railroad centers of Alton, Wood River, 
Roxana, Peoria, Bloomington, Decatur, Danville, Springfield— 






Serving exclusively more than 200 industries and reaching 3500 
others through reciprocal switching arrangements. 





Having access to a score of coal mines in three Illinois districts, — 
Belleville, Central Illinois, Danville,—with an annual produc- 
tion of 5,000,000 tons. 






Having interchange with all railways. 







Traffic Department—1221 Locust St., St. Louis, Mo. 
H. G. Powell, General Traffic Manager; H. A. Tuohy, Freight Traffic Manager; W. H. Blair, General Freight Agent; 
J. A. Jefferis, General Freight Agent (Solicitation) 


ILLINOIS 
SYSTEM 












Octo 
—— 


road 
not? 
of is 
is ne 


T 
I. 
railr 
tatio 
agit 
othe 
in n 
and 
acad 
is to 
Cor 


part 
alm¢ 
to n 
the 

the 

if tl 
miss 
in O 
vehi 
Dep 
busi 
tion 
exte 
avia 
of t 


proj 
ano: 
thei 
port 
tran 
—tl 
acti 
airp 
thor 


troy 
shor 
far 
veh 
reg 
Or 1 
of t 
tion 
wot 
it j 
it f 
app 
jus’ 


hov 

















October 5, 1929 


roads and all other agencies of transportation. If not, why 
not? The only reason to the contrary that we can think 
of is the terrific expense of buying the railroads. But that 
is not an objection in principle. 
AVIATION REGULATION 

T was inevitable, with the growth of commercial aviation, 
| and especially with the increased participation by the 
railroads in enterprises furnishing this means of transpor- 
tation in connection with the rails, that there should be 
agitation looking toward regulation—federal regulation in 
other respects than that of safety. This agitation appears 
in measures introduced in Congress, the debates thereon, 
and the writings and speeches of men whose interest, 
academic or otherwise, is in transportation. And, if there 
is to be regulation, should it be by the Interstate Commerce 
Commission or by some other agency? 

Up to this time such regulation has been, for the most 
part, promotive rather than restrictive, and has been confined 
almost entirely to the safety phase. Now it is proposed 
to make the air transportation companies subject to some of 
the same sort of restriction and regulation that applies to 
the rail transportation companies. It seems obvious that, 
if there is to be such regulation, it should be by the Com- 
mission, which regulates the railroads and which should, 
in our opinion, have charge of the regulation of the motor 
vehicles and all other common carriers. The function of the 
Department of Commerce is to promote and encourage 
business and it very properly has been exercising that func- 
tion with respect to aviation. But its function should not be 
extended, as some would have it, to include regulation of 
aviation any more than it should be to include regulation 
of the railroads. 

As to just what regulation there should be—that is a 
proper subject for discussion. It seems, however, rather 
anomalous that railroad companies should be regulated as to 
their rail transportation, but, when a part of a certain trans- 
portation performance is by airplane—with the airplane 
transportation company owned or controlled by the railroad 
—they should not be regulated as to that part of the trans- 
action. It would also seem inconsistent that, in so far as 
airplanes compete with trains, they should not be regulated, 
though the trains are regulated. 

We hear a good deal in these early stages of the con- 
troversy to the effect that aviation is new and the business 
should not be stifled by regulation. That is an old and 
familiar cry, having been used much with respect to motor 
vehicles. But the motor bus operators themselves now favor 
regulation, state and interstate, and, whether they favor it 
or not, there is no good reason for making fish of one form 
of transportation and flesh of another. So we believe avia- 
tion must and should accept the situation. However, there 
would seem to be no occasion to get greatly excited over 
it just now. Aviation is making rapid strides but, perhaps, 
it has not yet reached the point where regulation must be 
«pplied for its own sake, for the sake of the public, or in 
justice to its competitors. 

There is one argument being used against regulation, 
however, that we would suggest would better be left unused 
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—speaking from the point of view of the aviation com- 
panies. That is that, if air transport companies are to be 
held subject to the same liability that applies to other com- 
mon carriers, the business will be retarded, due to the 
financial burden it would have to carry. This argument is 
a denial that flying is safe—as safe as any other means of 
locomotion, when confined to “straight” flying, which means 
when “stunts” are not engaged in. Air transport men— 
though, of course, handicapped, because of the youth of the 
business, in the ability to procure adequate actuarial figures 
—insist that flying is as safe as riding in a train, or a steam- 
ship, or an automobile. It may or may not be. But 
objection to the liability required of other common carriers 
is not a very good way to convince the public of that safety. 





HOCH-SMITH RESOLUTION 

|. ppm could better illustrate the folly of Congress 
4N attempting to participate in the making of freight rates 
than the present situation with respect to live stock rates. 
The Hoch-Smith resolution, adopted several years ago by 
Congress, declared an agricultural depression and that rates 
on agricultural commodities must be made as low as legally 
possible. Now the agricultural depression has passed— 
especially with reference to live stock—and the carriers are 
asking what they believe to be a proper adjustment of rates. 
3ut those who would keep rates low insist that Congress 
has spoken and the Commission has no authority to override 
the wishes of that body. Their position, of course, is 
technical, but there is a certain logic in it, no matter what 
injustices follow as a result. The answer, of course, is 
that the Hoch-Smith resolution should be repealed. It 
never should have been adopted but, even if there was 
reason for it at the time, it is now an anachronism. 








ESTIMATES FOR COMMISSIONS 


An increase of more than $1,100,000 for the Commission for 
the fiscal year ending June 30, 1931, over the total available 
for that body for the current fiscal year is recommended by the 
Bureau of the Budget, according to a comparative statement of 
appropriations for 1930 and estimates for 1931 for the executive 
office and independent establishment made public by President 
Hoover. 

The 1931 appropriation recommended for. the Commission 
by the Budget is $9,329,963, as compared with $8,213,825 avail- 
able for the current fiscal year. 

If Congress approves the Budget estimate for the Commis- 
sion, it will have appropriated the largest amount for the work 
of the Commission in the history of the regulating agency. The 
details as to the estimate will become available when the 
President transmits to Congress the Budget message at the be- 
ginning of the regular session in December. 

For the Shipping Board and the Merchant Fleet Corporation 
the 1931 Budget estimate is $6,396,000, as compared with $11,- 
494,000 available for the current fiscal year. This drastic reduc- 
tion is made possible largely by substantial curtailment of the 
government’s activities as a ship owner as the result of sales 
of lines and also by economies effected by the board. 

For the United States Board of Mediation, the one perma- 
nent federal board under the railway labor act, $328,380 is 
recommended as against $348,270 for the current fiscal year. 


BRIBES FOR CAR SERVICE 


Punishment of persons who bribe railroad employes and of 
such employes who accept bribes for car service is provided in 
a bill (H. R. 4287) introduced in the House by Representative 
Denison, of Illinois. 

The Commission has repeatedly recommended in its annual 
reports to Congress that section 1 of the interstate commerce 
act be amended to provide for the punishment of any person 
offering or giving to an employe of a carrier subject to the 
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act any money or thing of value with intent to influence his 
action or decision with respect to car service, and to provide 
also for the punishment of the guilty employe. 

The Denison bill would amend section 1 of the act by in- 
serting a new paragraph at the end of paragraph 17 thereof, as 
follows: 


(17a). It shall be unlawful for any person, natural or artificial, 
to offer or give, or cause to be offered or given, directly or indirectly, 
any money, property, thing of value, or bribe in any other form 
whatsoever, to any person acting for or employed by any carrier 
subject to this act, with intent to influence his decision or action, 
or because of his decision or action, with respect to the supply, dis- 
tribution, or movement of cars or other vehicles, or vessels, used 
for the transportation of property. It shall be unlawful for any 
person acting for or employed by any carrier subject to this act, 
to in any manner solicit, accept, or receive, directly or indirectly, any 
money, property, thing of value, or bribe in any other form what- 
soever, with intent to be influenced thereby in his decision or action, 
or because of his decision or action, with respect to the supply, dis- 
tribution, or movement of cars or other vehicles, or vessels, used 
for the transportation of property. Any person, natural or artificial, 
violating any provision of this paragraph shall be guilty of a mis- 
demeanor and be subject for each offense to a fine of not more than 
$5,000, or (in the case of a natural person) imprisonment for not 
more than two years, or (in the case of a natural person) by both 
such fine and imprisonment in the discretion of the court. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 14 
totaled 1,153,062 cars, according to the car service division of 
the American Railway Association. This was an increase of 
15,002 cars over the same week last year and an increase of 
25,419 cars over the same week two years ago. It also was an 
increase of 135,990 cars over the preceding week this year, when 
loadings were reduced somewhat due to the observance of 
Labor Day. 

Revenue freight loading the week ended September 14 and 
for the corresponding period of 1928, by districts, was reported 
as follows: 





Eastern district: Grain and grain products, 7,595 and 6,538; live 
stock, 2,624 and 2,791; coal, 44,952 and 40,166; coke, 2,723 and 2,035; 
forest products, 4,380 and 4,651; ore, 5,453 and 4,468; merchandise, 
L. C. L., 74,133 and 73,065; miscellaneous, 118,071 and 121,025; total, 
1929, 259,931; 1928, 254,739; 1927, 247,191. 

Allegheny district: Grain and grain products, 3,391 and 3,137: 
live stock, 2,301 and 2,514; coal, 45,518 and 44,793; coke, 5,393 and 
4,935; forest products, 3,375 and 3,296; ore, 13,140 and 12,886; mer- 
chandise, L. C. L., 56,934 and 55,668; miscellaneous, 104,651 and 103,- 
997; total, 1929, 234,703; 1928, 231,226; 1927, 224,912. 

Pocahontas district: Grain and grain products, 289 and . 227; 
live stock, 330 and 307; coal, 48,185 and 44,019; coke, 417 and 373; 
forest products, 1,648 and 1,549; ore, 81 and 121; merchandise, L. 
Cc. L., 7,274 and 8,240; miscellaneous, 7,741 and 6,874; total, 1929, 
65,965; 1928, 61,710; 1927, 64,663. 

Southern district: Grain and grain products, 4,142 and 3,708; live 
stock, 1,547 and 2,178: coal, 24,663 and 25,468: coke, 558 and 512; forest 
products, 20,534 and 19,797; ore, 836 and 1,101; merchandise, L. C. L., 
42,481 and 41,887; miscellaneous, 59,497 and 56,489; total, 1929, 154,258; 
1928, 151,140; 1927, 165,909. 

Northwestern district: Grain and grain products, 17,895 and 
21,872; live stock, 7,325 and 8,547; coal. 7,058 and 6,445; coke, 1,665 
and 1,314; forest products, 15,319 and 15,193; ore, 45,648 and 41,275: 
merchandise, L. C. ., 34,585 and 34,884; miscellaneous, 49,111 and 
47,417; total, 1929, 178,606; 1928, 176,947; 1927, 175,733. 

Central Western district: Grain and grain products, 13,694 and 
15,179; live stock, 11,985 and 14,129; coal, 15,290 and 14,176: coke, 
298 and 326; forest products, 11,142 and 11,739; ore, 3,984 and 3,610: 
merchandise, L. C. L., 36,730 and 36,048; miscellaneous, 74,862 and 
75,664; total, 1929, 167,985; 1928, 170,871; 1927, 161,926. 

Southwestern district: Grain and grain products, 5,861 and 6,348; 
livestock, 3,151 and 3,896: coal, 6,087 and 5,605; coke, 187 and 237; 
forest products, 8,400 and 8,967; ore, 458 and 471; merchandise, L. 
Cc. L., 17,105 and 17,029: miscellaneous, 50,365 and 48,874; total, 1929, 
91,614; 1928, 91,427; 1927, 87,309. 

Total, all roads: Grain and grain products, 52,867 and 57,009: 
live stock, 29,263 and 34,362; coal, 191,753 and 180,672; coke, 11,241 
and 9,732; forest products, 64,798 and 65,192; ore, 69,600 and 63,932: 
merchandise, L. C. L., 269,242 and 266,821; miscellaneous, 464,298 and 
460,340; total, 1929, 1,153,062; 1928, 1,138,060; 1927, 1,127,643. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 





1929 1928 1927 

Four weeks in January............ 3,570,978 3,448,895 3,756,660 
Four weeks in February.......... 3,767,758 3,590,742 3,801,918 
Five weeks in March..... - 4,807,944 4,752,559 4,982,547 
Four weeks in April..... .- 3,983,978 3,740,307 3,875,589 
Four weeks in May....... -» 4,205,709 4,005,155 4,108,472 
Five weeks in June....... . 5,260,571 4,924,115 4,995,854 
Four weeks in July...... cove S258,000 3,944,041 3,913,761 
Five weeks in August...........- 5,590,853 5,348,407 5,367,206 
Week of September 7............. 1,017,072 991,385 989,799 
Week of September 14............ 1,153,062 1,138,060 1,127,643 

Rn ie ee mE re 37,511,145 35,883,666 36,919,749 


Loading of revenue freight the week ended September 21 
totaled 1,166,330 cars, according to the car service division of 
the American Railway Association. 

This was an increase of 22,199 cars over the same week last 
year and an increase of 39,928 cars over the same week two 
years ago. It also was an increase of 13,268 cars over the pre- 
ceding week this year, increases being reported in the loading 
of all commodities except grain and grain products, forest prod- 
ucts and ore. 
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Revenue freight loading by districts the week ended Sep- 
tember 21 and for the corresponding period of 1928 was reported 
as follows: 


Eastern district: Grain and grain products, 6,761 and 6,369; live 
stock, 2,567 and 2,777; coal, 46,903 and 41,602; coke, 2,923 and 2,199; 
forest products, 4,389 and 4,470; ore, 6,064 and 5,503; merchandise, 
L. C. L., 75,232 and 73,711; miscellaneous, 116,999 and 118,344; total, 
1929, 621,838; 1928, 254,975; 1927, 242,664. 

Allegheny district: Grain and grain products, 3,675 and 3,154; live 
stock, 2,310 and 2,392; coal, 45,486 and 44,808; coke, 5,624 and 5,321; 
forest products, 14,712 and 15,693; ore,, 43,566 and 42,146; merchandise, 
L. C. L., 57,998 and 56,180; miscellaneous, 103,319 and 99,178; total, 
1929, 235,900; 1928, 225,688; 1927, 220,809. 

Pocahontas district: Grain and grain products, 248 and 183; live 
stock, 289 and 284; coal, 44,880 and 40,823; coke, 501 and 346; forest 
products, 1,538 and 1,497; ore, 169 and 122; merchandise, L. C. L., 7,241 
and 7,848; miscellaneous, 8,183 and 7,212; total, 1929, 63,049; 1928, 
58,315; 1927, 64,732. 

Southern district: Grain and grain products, 3,990 and 3,903; live 
stock, 1,700 and 2,147; coal, 26,116 and 25,451; coke, 654 and 511; forest 
products, 19,681 and 18,746; ore, 852 and 1,049; merchandise, L. C. L., 
42,743 and 40,514; miscellaneous, 61,207 and 57,250; total, 1929, 156,943; 
1928, 149,571; 1927, 167,561. 

Northwestern district: Grain and grain products, 17,461 and 24,765; 
live stock, 9,016 and 9,411; coal, 8,932 and 7,463; coke, 1,527 and 1,276; 
forest products, 14,712 and 15, 693; ore, 43,566 and 42,146; merchandise, 
L. C. L., 34,149 and 34,653; miscellaneous, 51,249 and 48,791; total, 1929, 
180,612; 1928, 184,198; 1927, 177,384. 

Central Western district: Grain and grain products, 14,042 and 
15,450; live stock, 12,605 and 15,546; coal, 16,519 and 15,108; coke, 338 
and 372; forest products, 9,985 and 12,212; ore, 3,848 and 3,396; mer- 
chandise, L. C. L., 36,791 and 36,610; miscellaneous, 77,671 and 76,889; 
total, 1929, 171,799; 1928, 175,583; 1927, 165,706. 

Southwestern district: Grain and grain products, 5,573 and 6,439: 
live stock, 3,638 and 4,288; coal, 6,943 and 5,790; coke, 280 and 157; 
forest products, 8,675 and 8,907; ore, 534 and 439; merchandise, L. C. L., 
17,190 and 17,142; miscellaneous, 53,356 and 52,639; total, 1929, 96,189; 
1928, 95,801; 1927, 87,546. 

Total, all roads: Grain and grain products, 51,750 and 60,263; live 
stock, 32,125 and 36,845; coal, 195,779 and 181,045; coke, 11,847 and 
10,182; forest products, 62,545 and 64,477; ore, 68,956 and 64,477; mer- 
chandise, L. C. L., 271,344 and 266,658; miscellaneous, 471,984 and 
460,303; total, 1929, 1,166,330; 1928, 1,144,131; 1927, 1,126,402. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


1929 1928 1927 

Four weeks in January............ 3,570,978 3,448,895 3,756,660 
Four weeks in February.......... 3,767,758 3,590,742 3,801,918 
Five weeks in March...........+6. 4,807,944 4,752,559 4,982,547 
Four weeks in April... ..ccccccce 3,983,978 3,740,307 3,875,589 
POUP WOGMS 1) MAAS 6 6cicccccccecsace 4,205,709 4,005,155 4,108,472 
PIVG WOO Uh TUME. 0 6 o6cccsccaccas 5,260,571 4,924,115 4,995,854 
POUL WOGKE 171 JULY. ..0.20s00s008e 4,153,220 3,944,041 3,913,761 
Five weeks in August............ 5,590,853 5,348,407 5,367,206 
Week of September 7............. 1,017,072 991,385 989,799 
Week of September 14............ 1,153,062 1,138,060 1,127,643 
Week of September 21............ 1,166,330 1,144,131 1,126,402 

WERE Sv nlec vacaeusnsenadeeckuen 38,677,475 37,027,797 38,045,851 





NEW RAILROAD PROPOSED 


The Trafic World Washington Bureau 


The Wyoming-Montana Railroad Company, a new company, 
has sumbitted to the Commission an application for authority 
to construct 561 miles of railroad from Miles City, Mont., to 
Craig, Colo., and to acquire 41 miles of line already constructed 
between Midwest and Illco, Wyo. The company asks authority 
also to acquire joint trackage rights over the Denver & Salt 
Lake and the Chicago & Northwestern, and to acquire the 
North & South Railway Company, the Wyoming North & South 
Railroad Company, and the Montana Railway Company. Au- 
thority is also asked to issue $18,000,000 of capital stock and 
$15,000,000 of bonds. It is estimated that the cost of the new 
road, of acquisition of existing lines, and equipment will be 
approximately $30,000,000. 

Hugh Lee Kirby, of Cherryvale, Va., is president of the 
company; John H. Sears, of New York, is general counsel, and 
Charles E. Winter, of Casper, Wyo., is general solicitor. 


c. S. S. & S. B. CONSTRUCTION 


Work is nearing completion on two of three improvement 
projects of the South Shore Line necessitated by the railroad’s 
growing freight business, Charles H. Jones, general manager, 
says. Olive freight siding, four miles east of New Carlisle, is 
being extended 2,346 feet. Grading, track laying and signal 
work have been completed, ballasting is being done and work 
on the catenary overhead structure is expected to be finished 
so that the extension will be ready for service by the end of the 
first week in October. 

The new 3,200-foot freight siding at Andry, eight miles east 
of Michigan City, is expected to be completed and ready for 
service about the middle of October. Grading has been com- 
pleted, special work has been installed and track laying is 40 
per cent done. 

New Carlisle freight siding is being extended 1,500 feet east. 
Grading on this project has been completed, special work in- 
stalled and 80 per cent of track laid. Before track laying can 
be continued, it is necessary to construct a bridge over the 
Lincoln highway. Work on this was started September 26 and 
will require three weeks for completion. 
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October 5, 1929 





Current Topics in 
Washington 





Much more than the usual quantity of 
speculation as to what the Commission will 
do has been indulged in among those taking 
an intimate view of work of the Commis- 
sion concerning the grain and grain prod- 
ucts fireworks in and around Kansas City. 
On one thing there has been general agreement. That is that 
the final disposition of the issue will be made as part of the 
Hoch-Smith grain decision. That agreement, however, does not 
tell one whether the tariffs, dated to become effective October 
10, will or will not be suspended. 

Suspension would be indicated to those who think of that 
act as equal to issuance of a temporary injunction or restraining 
order by a court. But, if the southern Kansas millers accurately 
set forth the facts. suspension would not accomplish what a 
court usually desires to achieve when it issues a restraining 
order. That purpose is to hold things static pending the dis- 
position of the matter on its merits. The southern Kansas 
millers asked for the suspension of the expiration date of the 
emergency tariffs because, they said, they feared the Commission 
would suspend the reductions proposed by the carriers from 
southern Kansas points. They asserted that, even if the Com- 
mission suspended the rates effective October 10 and later, their 
plight would be worse, by reason of the restoration of the pre- 
emergency rates because of the change in rates that were made 
by the railroads from Kansas City on September 10. In sub- 
stance, they asked that, if the expiration date part of the 
emergency rates was not suspended, then the October tariffs be 
allowed to become effective. (See Traffic World, Sept. 28, p. 
742.) 

Suspension of the expiration date having been refused has 
caused some to come to the conclusion that a like refusal will 
be made as to the October tariffs. But, if there is no suspen- 
sion, great changes will take place in the grain and products 
adjustment in the affected territory, which is the very center 
of the competitive forces drawing grain to eastern and Canadian 
ports and to the Texas and Louisiana ports. 

Inasmuch as the Commission has announced (a most un- 
usual procedure) that it will not issue any order making new 
rates on grain and grain products until the present crop move- 
ment is at its probable lowest point (some.time after the begin- 
ning of 1930), failure to postpone the October tariffs will mean 
a continuance of the greatly changed structure for at least three 
months, and probably longer. That is the ground for some of 
those who have been doing the aforementioned speculating to 
assert a conviction that the October tariffs will be suspended 
regardless of the evil effects asserted by the southern Kansas 
millers. 


Another thought urged in support of speculation that the 
October tariffs will be suspended is that, if the Commission 
allows the Kansas City lines to toss the existing adjustment 
up into the air, then, by the same sign, it will be morally bound 
to declare an open season for any adjustments any lines may 
deem to be forced by the changes sought to be made by the 
Kansas City lines. There has been no open season in grain 
rates for a long time. The Commission put snuffers on the con- 
flagration threatened in regard to salt and sugar rates. It did 
its best to stop trouble in the lake cargo coal rate situation 
until the courts stopped it. Then the railroads stepped in and 
made a compromise which is still in effect. It also stopped 
the Kansas City lines, in September, by denying sixth section 
permission to make reductions not directly in what it thought 
was the line laid down by the Kansas City Southern, without 
prejudice, however, to the filing of tariffs going farther, on 
statutory notice. The October tariffs constitute the answer of 
the railroads to that check. 


To Suspend or 
Not to Suspend 
Grain Rates 





With all the enthusiasm that might 
be expected from one who had never had 
his fingers burned, the government, through 
the Department of the Interior, has an- 
nounced the receipt of applications for 
; power to be produced by the Boulder Dam 
project great enough to assure a revenue adequate to support 
the expenditure. A shorter way to say that would be that the 
probable revenue will be large enough to warrant the dam as 
a plain matter of business. 


Boulder Dam 
Promises Fine 
Financial Results 
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Power will be bought from the government project when 
the price is low enough to make it attractive in competition 


with power derived from coal, oil, or other fuel. Usually, when 
the government competes with private enterprise, the person 
desiring to know the facts must remember that government 
bookkeeping is not always of the same sorf that the government 
requires of banks and other private enterprises. 

The buoyancy in respect of the financial prospects of the 
project remind those more than thirty years old of the vivacity 
with which the same department went into the Alaska railroad 
project, the reclamation of arid and semi-arid lands, and the 
discovery of a petroleum cracking process that was going to 
provide gasoline at such a low price that at all times it would 
be cheaper to use an automobile than to walk. The government 
has gone into many things that could be fished out of the dust 
bins that turned out both financially and technically far below 
expectations. 

There is need for the Boulder dam for other than power 
purposes, so that, probably, the financial phase thereof is of 
minor importance. But, just now, by reason of the applications 
for power to be developed thereby the financial aspect is being 
given an emphasis experience may show to have been the prod- 
uct of a Colonel Mulberry Sellers type of mind. Believers in 
the assertion that government can do business in a business- 
like way, it is suggested, should pray that not so much em- 
phasis be placed on the financial face of the matter, lest the 
government come another cropper and not find that it has em- 
barked on a thing as successful as the Panama Canal. 





“If a man bites a dog, that is news,” is 
a declaration attributed to the late Charles 
A. Dana, one of the greatest editors the 
English-speaking peoples have ever pro- 
duced. It may become necessary soon to 
apply that rule to accidents in which rail- 
roads and automobile trucks are in collision, revised to read 
“when a railroad trains causes an accident to a truck that is 
news.” 

On one day this week, the Commission issued two accident 
reports made to it by W. P. Borland, the director of its bureau 
of safety, in which the automobile trucks caused the wrecking 
of passenger trains at grade crossings notwithstanding the fact 
that, according to the Commission’s investigators, the safety 
appliances at the crossings were in working order and were 
worked. 

The first collision was at Spaulding, Okla. The driver did 
not stop for the cross-bar sign and the state highway stop 
sign. The collision caused the death of the truck driver and 
the injury of six, none of whom, however, was a passenger. 

The second accident occurred at Dowagiac, Mich., the truck 
causing the derailment of the Michigan Central passenger train, 
resulting in the death of the truck driver, the injury of four 
railroad employes and one man riding the truck. The truck 
stopped on account of the warning given by the protection ap- 
pliances, but started forward without waiting to see whether 
they really were heralding the approach of a train. In that 
respect he was like some other automobile drivers when they 
come to stop signs for arterial highways. 


Motor Trucks 
Wrecking 
Railroad Trains 





: P If the man who buys coal pro- 
High Cost of Hauling and ceeds on the theory that coal is 
| coal regardless of everything else, 
Renan: Ae te Con a recent bulletin of the Bureau 
of Mines will be of little or no interest to him. The bureau 
says that “one per cent of excess ash in a 50-ton car of coal 
amounts to 1,000 pounds of useless material a car and entails 
a loss in transportation costs of $1 per car where the freight 
is $2 a ton. If an average freight rate of $2.40 a ton on the 
coal production of 1927 is assumed, transportation wasted 
amounts to $12,426,000 for each one per cent of unnecessary ash. 
Consideration of this one item alone shows the economic im- 
portance of dirt in coal.” 

In the war period some users of coal thought some mine 
operators and sellers of coal sometimes gloated over their ability 
to unload dirt on the consumer. In Washington the writer 
knows there is still such resentment against some coal‘dealers 
on that account that men who have put in oil-burning plants 
will not buy oil from coal dealers from whom they had to take 
coal the buyers thought was unnecessarily dirty. Of the sig- 
nificance of dirt in coal under such conditions the bulletin 
makes no mention. 

Big and well managed corporations think of an offended 
customer as one of their most gerious losses. One big corpora- 
tion persistently refused, in the war period, to charge its cus- 
tomers the top of the market prices made by some of its com- 
petitors. It would not take on new customers to the number 
it could have acquired lest its regular customers be deprived 
of materials they needed. Such new customers as it did take 
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on got the same prices as the older ones. According to reports 
of conditions since the end of war period, that corporation’s 
policy has paid it enormous dividends and customers have not 
fretted even if it has not followed every price cut its competi- 
tors have made. ; 





John T. Marchand, one of the veteran 
members of the Commission’s staff, appears 
as an author of Commission reminiscences in 
a special edition of The In-Com-Co, the pub- 
lication of a club composed of officers and 
employes of the Commission. The _ reminis- 
cences were taken from articles published by him in regular 
numbers of the magazine. 

Just how long Marchand has been a member of the staff 
is not set forth in the writings, but, inasmuch as he had the 
honor of being ‘Daddy’ Cooley’s clerk, while the author of 
standard works on the Constitution of the United States was 
a member, his service goes back a long way. Cooley was one 
of the original appointees in 1887. ‘“Daddy” was not the great 
jurist’s name among the employes. Commissioner “Horizontal 
Bill” Morrison, a man just about as old as Judge Cooley, alone 
called him so intimately, according to Marchand’s recollection. 
The reminiscences are of the two mentioned, Martin R. Knapp, 
the man who served for years as chairman before the annual 
rotation rule was adopted. Aldice F. Waker, Wheelock G. 
Veazy, Charles A. Prouty, William J. Calhoun, Joseph W. Fifer, 
still living at Bloomington, Ill., Walter L. Bragg, Augustus 
Schoonmaker and Judson C. Clements, whose term of service 
tops that of every other man who has ever been a commissioner. 

Marchand says there is an amiable tradition that few in the 
government service resign, but that the fact about commission- 
ers belie the tradition. Of the thirty-seven men who have been 
commissioners he says 14 have resigned, among them Cooley 
and Walker, two of the original appointees. Perhaps, in the 
back of their heads, they thought as little of the office as did 
the first senators of the United States and justices of the 
Supreme Court thereof. They resigned to take state offices of 
what is now considered no dignity at all in comparison with 
the United States offices they quit. 


One story Marchand tells is probably new to most readers. 
It has to do with how the Commission chose its first secretary, 
Edward A. Moseley, of Newburyport, Mass., former sailor before 
the mast, something of a prize fighter and a many faceted char- 
acter. Just before the Commission organized came a note from 
Daniel Lamont, secretary to President Cleveland, saying: 

“The President directs me to request the Interstate Com- 
merce Commission to consider the name of Edward A. Moseley 
in its selection of a secretary.”—A. E. H. 


Marchand 
Takes His 
Pen in Hand 





GRAIN CUTS PROTESTED 


The Trafic World Washington Bureau 


A grain and grain products export rate situation, almost as 
complicated but much more frictional than the one that resulted 
from the determination of the railroads to make the so-called 
Hoover administration reductions on wheat and wheat flour, 
was brought to the attention of the Commission on September 
30, the expiration date of the emergency Hoover rates. The 
latter expired on September 30. Millers in southern Kansas 
tried to have some of the emergency rates held in effect by 
orders suspending the expiration date of the emergency tariffs. 
The Commission, however, refused to suspend. 


All the rates in effect at the time the emergency rates 
became operative were restored to life on October 1, except 
some from Kansas City, due to the Kansas City Southern’s reduc- 
tion, and other lines meeting that reduction. Im connection with 
the situation revolving around the Kansas City Southern’s re- 
duction of export rates on September 10, the southern Kansas 
millers asked for the suspension of the expiration date. (See 
Traffic World, September 28, p. 742.) 


This new and puzzling situation has been created by the 
tariffs of other railroads undertaking, as they claim, to meet 
the change in the adjustment caused by the change made in 
the rates by the Kansas City Southern, which consisted of a 
7-cent reduction in the proportional rate from Kansas City to 
the Louisiana and Texas ports. 

When the Commission refused to suspend the Kansas City 
Southern reduction that went into effect on September 10 other 
railroads asked for but were denied sixth section permission 
to make counter reductions effective on less than statutory 
notice, except from Kansas City. The refusal was without 
prejudice to their filing of reductions on statutory notice. They 
did that, the tariffs making such cuts being dated to become 
operative on various dates, October 10 and later. 

The tariffs filed by them have called forth requests for their 
suspension and protests against suspension by mills, grain or- 
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ganizations, civic and traffic bodies and the Kansas City South. 
ern and the Texarkana & Fort Smith railroads. 

The two railroads asked for the suspension of the tariffs 
reducing proportional rates from St. Louis, Cairo, Memphis and 
from points in Kansas, Nebraska and Missouri to the Gulf ports 
for export of the Santa Fe, Rock Island, Illinois Central, Orient, 
Katy, Missouri Pacific, Frisco, Union Pacific and supplement 
No. 36 to Speiden’s I. C. C. 1147. 

The Kansas City Southern alleged, in its request for sus. 
pension, that it made its reduction from Kansas City to the 
ports on grain from Kansas and Nebraska to establish a proper 
equalization and that reductions proposed by its neighbors from 
other points, particularly in Kansas, Nebraska and Colorado, 
were uncalled for. It asserted that the proposed rates would 
do no good now in view of conditions at the ports. 

Requests for suspension were made, among others, by the 
New Orleans Joint Traffic Bureau, New Orleans Board of Trade, 
New Orleans Association of Commerce and New Orleans port 
commissioners, Fort Worth Grain and Cotton Exchange, Texas 
Industrial Traffic League and the Kansas City Board of Trade. 
Protests against suspension were made by the Wichita Board 
of Trade, Wichita Chamber of Commerce, Salina Board of Trade 
and individual mills in southern Kansas. Representative James 
M. Strong, from his home at Blue Island, Kan., asked the Com- 
mission to give shippers in Kansas, particularly mentioning 
Hutchinson and Salina, Kan., the same consideration it gave 
to shippers at Kansas City. 

Eastern railroads entered the fight about rates on grain and 
grain products resulting from reductions made from Kansas 
City to the Louisiana and Texas ports on the side of those ask- 
ing for suspension of the rates. Eugene Morris, Harry Wilson 
and Frank Van Ummersen, on behalf of the Central Freight 
Association, except the Illinois Central, trunk line and New 
England carriers, respectively, asked for the suspension of pro- 
posed reduced rates from stations in Illinois, Kentucky and 


Tennessee to the Guif ports carried in supplement No. 4 to | 
Illinois Central I. C. C. No. A-10347 and supplement No. 36 © 
to Speiden’s I. C. C. No. 1147, effective October 15, making re © 


ductions ranging from 2.5 cents at Memphis to 7 cents at St. 


Louis-East St. Louis and Bloomington, Ill, on export grain and x 
products and 4 cents on local grain from Bloomington to New 


Orleans. 
They declared that the proposed rates “undoubtedly will 


result in the disruption of the grain rate structure throughout | 
the major portion of the United States. The full effect of the 


reductions cannot be foreseen.” 
“If the reductions go in,” added the three publishing agents, 


“the difference, East St. Louis-St. Louis to Baltimore, will be © 
increased from 7 to 14 cents in comparison with the rate to 7 


New Orleans and to New York from 8.5 to 15.5 cents. The 


differences in rail rates to the ports are greater than the dif- 7 
ferences in ocean rates, and the proposed rates will destroy ef 


all existing relationships.” 


The Chicago Board of Trade, also asking for the suspension | 


of the tariffs, said that it had long contended that the differences 
in rates against the Atlantic ports were too great. It said that 


it had been informed that the eastern roads considered the | 


proposed rates too low for them to meet and that they would 
depend upon the Commission to determine and prescribe the 


relative bases of rates which should obtain, in accordance with } 
the purpose of the proceedings in No. 17000, part 7, Hoch-Smith 


grain. (See page 856 for Commission action.) 


W. T. L. CLASS RATES 


Western trunk line carriers in exceptions to the proposed 3 


report of Examiners Koebel and Paulson, in No. 17000, part 2, 


western trunk line class rates, and proceedings grouped there- | 


with, assert that while the report in positive terms acknowl- 


edges the western trunk line carriers’ need of increased rev- © 


enue, the examiners have failed to make recommendations con- 
sistent with their own findings of revenue needs. 

Counsel for the railroads point out that the report admits 
that the carriers suffered a deficiency of at least $60,000,000 
below a fair return in 1927. It is asserted that the proposals 
will mean advances in the eastern part of western trunk line 
territory, accompanied by sweeping reductions between the 
eastern and western portions and a system of through rates 
between official and southern territories and western trunk line 
territories of such severity as to be destructive of revenues and 
so revolutionary as to threaten the commercial life of the mid- 
dle west. 

“If the reductions proposed between the eastern and west- 
ern portions of western trunk line territory itself are inconsist- 
ent with the finding as to needed revenue, the reductions rec- 
ommended between official territory and western trunk line 
destinations, are wholly irreconcilable with any program de- 
signed to improve the financial status of carriers whose title to 
substantially greater earnings has been established and recog- 
nized,” say counsel. 
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Decisions of Interstate Commerce Commission 





COMMISSION-MADE SALT CAKE RATE 


With Commissioner Woodlock dissenting, the Commission, by 
division 5,in No. 20107, Advance Bag & Paper Co., Inc., vs. Central 
of New Jersey et al., has condemned as unreasonable a sixth 
class rate of 26 cents on salt. cake, carloads, from Everett and 
South Wilmington, Mass., to Howland, Me., to the extent it 
exceeded, exceeds or may exceed 22.5 cents. The Commission 
said the evidence was insufficient to support a finding that the 
complainant paid and bore the freight charges. Therefore, no 
award of reparation was made. However, the Commission said 
the complainant might submit Rule V statements and that if 
the carriers objected to that form of proof further hearing would 
be held. The rate on the same commodity from Jersey City, 
N. J., to Howland was found not unreasonable or otherwise 
unlawful. 

The assailed rates, as changed by the general advances 
and reduction, the Commission said, were prescribed in Pro- 
posed Increases in New England, 49 I. C. C. 421. It said that 
the Boston & Maine maintained rates local to its line in accord- 
ance with a standard fixed by the New Hampshire commission, 
which would give a rate of 22.5 cents for distances ranging from 
240 to 360 miles. 

The new rate, with a minimum of 60,000 pounds, is to be 
put into effect not later than December 5. 

Commissioner Woodlock based his dissent on the fact that 
the rates condemned, 26 cents in each instance, were the sixth 
class rates prescribed in the New England case mentioned, 
changed by the general advances and reduction since then. In 
part, he said: 


The rate comparisons stressed by complainant are made by the 
use of rates applying in lower-rated territories than that here con- 
sidered. In my opinion this record does not afford an adequate basis 
for the finding that the rates assailed were unreasonable nor that 
the carriers should be mulcted in damages for charging rates pre- 
viously prescribed by this Commission. Morrell & Co. et al. vs. N. 
Y. C. R. R. Co. et al. 120 I. C. C. 537 (544). 





LUMBER STEAMER OPERATION 


Authority to continue lumber steamer operations notwith- 
standing competition between the steamers and a railroad, both 
being owned by the same interest, has been granted by the 
Commission, by division 3, in No. 21923, application of Union 
Lumber Co., National Steamship Co. and California Western 
Railroad & Navigation Co., under section 5 of the interstate 
commerce act, as amended by section 11 of the Panama Canal 
act, for authority to continue operation of lumber steamers by 
National Steamship Co., between Fort Bragg, Calif., and Pacific 
coast ports, San Francisco and south thereof. The authorization 
requires the steamship company to post its rates, fares regula- 
tions and charges and file them with the Commission effective 
on or before December 2. 

The lumber company is the parent of the steamship and 
railroad companies. It owns all but director qualifying shaers of 
the stock of both companies. The three companies filed applica- 
tion for authority to continue present arrangements because of 
the possibility of the railroad and steamship company being in 
competition contrary to the provisions of the interstate com- 
merce act. The railroad is about 40 miles long and connects 
with the Northwestern Pacific. Thereby it carries freight and 
passengers to the points around San Francisco served by the 
two steamers of the steamship company. The lumber company 
ships lumber via both rail and water, the necessities of the 
traffic requiring it, usually, to ship finished lumber by rail rather 
than by water on account of finished lumber’s susceptibility to 
damage in the handling required when shipped by steamer. 

In disposing of the case, created by the application for a 
certificate, the Commission said that with respect to traffic 
subject to the interstate commerce act, the railroad company 
and the steamship company did and might compete with each 
other; that the service of the steamship company between Fort 
Bragg and other California ports was in the interest of the pub- 
lic and was of advantage to the convenience and commerce of 
the people, and that authority to continue such service would 
7 exclude, prevent or reduce competition on the route by 
water. 

Both railroad and stemship line, the Commission said, 
were originally mere plant facilities of the lumber company 
brought into being in order to give the lumber company an even 
footing with its competitors in common markets, the large lum- 


ber mills in that competition being also the owners of steamers. 
If the lumber company were compelled to abandon either, the 
report said, the lumber company would hold fast to the water 
carrier. The report said that to deny use of the boats would 
make it impossible for the lumber company to compete at 
Pacific coast ports with other companies owning boats; and to 
deny it equal rates by rail would shut it out from competing 
for business in other markets. 


LUMBER REVISION STANDS 


In a detailed, almost minute, report, written by Commis- 
sioner Porter, the Commission, by division 3, in No. 16383, 
Adams-Bank Lumber Co. et al. vs. Aberdeen & Rockfish et al., 
and cases joined with it, adhers to the position it took in North 
Carolina Pine Association vs. A. C. L., 85 I. C. C. 270, referred 
to as the North Carolina case, in respect of rates on lumber 
and forest products from points in northwestern Florida, west- 
ern Alabama and in Mississippi to destinations in Maryland, 
Delaware, New Jersey, Pennsylvania, the Virginias, New York 
and the District of Columbia. In the title case the rates therein 
assailed were found not unreasonable and the complaint was 
dismissed. 

This proceeding also embraces two sub-numbers under the 
title complaint, Same vs. Same, and Same vs. Same; No. 18230, 
Muscle Shoals Traffic Bureau et al. vs. A. C. & Y. et al., I. and 
S. No. 2639, lumber from southeastern territory to northern 
and western points, and I. and S. No. 2479, lumber and forest 
products between southern points and destinations in Virginia. 

All the formal complaints were dismissed and the schedules 
in the suspension proceedings were found justified and the 
orders of suspension were vacated. In Sub. No. 1, the Commis- 
sion found not unreasonable the rates on lumber and forest 
products from the Mississippi Valley and southeastern terri- 
tories to destinations in the so-called mid-eastern mining district 
of Tennessee, the Virginias and Kentucky. In the second sub- 
number it made a like finding in respect of like rates from the 
same origin territory to destinations in the eastern part of 
central territory intermediate to eastern destinations via Ohio 
River gateway routes. 

The effect of the finding of justification in I. and S. No. 
2639 is to allow to become effective rates on lumber and forest 
products from eastern and western Alabama to some of the 
destinations embraced in the orignal title complaint. The result 
of the finding of justification in the other suspension case will 
be to allow revisions of rates from Tennessee, Mississippi, 
Alabama, Georgia and Florida to South Carolina, North Carolina 
and the Virginia Cities intermediate thereto; and between points 
in the Carolinas and points in Virginia, intermediate to the 
Virginia Cities, to become operative. 


These cases were heard and argued before the federal Com- 
mission and a committee of representatives of the North Car- 
olina, Georgia and Alabama commissions. Commissioner Porter 
said that that committee was not in full accord with all the 
findings. 

In substance the rates covered by the suspension proceed- 
ings were those figured out by the railroads as having been 
approved, in principle, by the Commission in its decision in the 
North Carolina case. In the. original complaint in No. 16383, 
the complainants attacked the rates from northwestern Florida, 
western Alabama and Mississippi to destinations in Maryland, 
Delaware, New Jersey, Pennsylvania, the Virginias, New York 
and the District of Columbia, as unreasonable. A reasonable 
adjustment and reparation on a basis of 4 cents less than the 
existing basis were sought. The rates in issue became effective 
July 30, 1924, as a result of the Commission’s decision in the 
North Carolina case, supra, which grew out of the refusal of 
the Commission to suspend the rates by the carriers. 

In disposing of that case the Commission went beyond the 
bounds of the complaint and indicated how rates from parts of 
western Alabama and from Mississippi, not covered by the 
North Carolina complaint, should be made. Commissioner Por- 
ter said, however, that those rates were covered by fourth sec- 
tion applications set for hearing in connection with the North 
Carolina case. Generally speaking, the rates not covered by 
the complaint but by the fourth section applications were from 
the Mississippi valley territory and from that part of western 
Alabama on and west of the lines of the L. & N. in Alabama, 
to eastern destinations. Therefore, in disposing of the case the 
Commission, in addition to disposing of the issues presented 
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by the formal complaint set forth how rates should be made 
to representative points from Vicksburg, Miss., to destinations 
in trunk line territory. 

The rates under attack, the report said, were those made 
in accordance with the North Carolina report, including those 
from territory not embraced in the North Carolina complaint. 

Complainants contended, so Commissioner Porter said, that 
the rates from western Alabama and Mississippi were too high in 
comparison with rates from eastern Alabama and Georgia. They 
asserted that the Commission, in its decision in the North 
Carolina case, created an irreconcilable conflict between the 
rates. Rates from Albany, Ga., and Vicksburg, :Miss., to northern 
and eastern destinations were used for illustration. 

“We reiterate,” said the Commission in disposing of the 
case as summed up in that issue, “that in the North Carolina 
case we prescribed rates from both Albany and from Vicksburg 
as reasonable maximum rates, and we find that the rates from 
Vicksburg can not be viewed as unreasonable by comparison 
with rates from Albany, or upon the general facts of this record.” 

That reiteration had the effect of finding the rates carried 
in the suspended schedules justified as to amount. There was 
also a question of gradation but the Commission found nothing 
wrong with the grading of the rates. 


COMMISSION REPORTS 


Furniture 


No. 21416, Amber Furniture Co. et al. vs. Big Four et al. 
By division 5. Rates on furniture, points in Indiana, Kentucky 
and Tennessee to Chicago, IIl., inapplicable to the extent they 
exceeded 35 cents and a minimum of 20,000 pounds, which rate 
and minumum were applicable under an intermediate rule. 
Reparation awarded. Commissioner Farrell, dissenting, dis- 
agreed, saying the tariff interpratation made in the report was 
unreasonable in fact and erroneous as a matter of law. 


Lettuce 


No. 21837, F. Strauss & Son, Inc., vs. Denver & Salt Lake 
et al. By division 5. Rate on two carloads of lettuce, Granby 
and Yampa, Colo., to Monroe, La., unreasonable to the extent it 
exceeded $1.04. Present rate not unreasonable. Reparation of 
$141.98 awarded. 

Lumber 


No. 21407, New River Lumber Co. vs. C. & O. et al. By 
division 3. Complaint dismissed, rates on lumber, Long Bottom, 
W. Va., to interstate destinations in central territory, states 
adjacent thereto, and Canada, not unreasonable. 


Iron and Steel 


No. 21387, Senaca Wire & Manufacturing Co. vs. Nickel Plate 
et al. By division 3. Complaint dismissed because lawful rates 
on iron and steel articles, between all points in official classi- 
fication territory were prescribed in Iron and Steel Articles, 
155 I. C. C. 517, rates in accordance with which will become 
effective December 20. The complaint sought non-prejudicial 
rates from Fostoria, O., to destinations in New York, Penn- 
sylvania and West Virginia, on iron and steel articles, including 


wire. : 
Salt Reparation 


No. 21260, F. M. Hawley et al. vs. Santa Fe et al. By 
division 3. Complaint dismissed, damage not having proved 
in a case seeking reparation because of alleged unreasonable 
charges on common salt, Hutchinson, Lyons, Emporia and 
Kanopolis, Kans., to destinations in Oklahoma. 


Sulphite Wood Pulp 


No. 21146, Watab Paper Co. vs. C. & N. W. By division 3. 
Complaint dismissed, rates on sulphite wood pulp, Anacortes, 
Wash., to Sartell, Minn., not unreasonable or otherwise unlawful. 


Wooden Wall Cases 


No. 21129, Jackson (Miss.) Traffic Bureau for Jitney Jungle 
Co. vs. A. G. S. et al. By division 3. Complaint dismissed, 
rate on wooden wall cases, or shelving, shipped loose in a 
mixed carload of store fixtures, Jackson, Miss., to Alexander 
City, Ala., not unreasonable. 

Cotton Piece Goods 

No. 21488, Sub. No. 1, Elin & Golub vs. B. & O. et al. By 
division 5. Complaint dismissed on finding not unreasonable 
or unjustly discriminatory rates on cotton piece goods, any 
quantity, points in North Carolina, South Carolina, Georgia, 
Alabama, Mississippi and Tennessee to Albion, Ind. 


Second-Hand Burlap Bags 


No. 21275, Western Burlap Bag Co. vs. N. Y. C. By division 
5. Complainant entitled to reparation on finding unreasonable 
rate on second-hand burlap bags, Toledo, East Toledo and 
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Wagon Works, O., to Chicago, Ill., to extent it exceeded 26.5 
cents. Present rate of 26.5 cents not unreasonable. 


Pecans 


No. 21212, D. Calamari Co. vs. Mo. Pac. et al. By division 
5. Complaint dismissed on finding eight carloads pecans in 
shell, New Roads and Glynn, La., to Chicago, Ill., not mis- 
routed; rates charged on these shipments as well as an addi- 
tional carload from New Roads to Chicago, inapplicable, un- 
dercharges resulting; applicable rate, $1.37, not unreasonable. 


Burlap Bags 


No. 21708, Fulton Bag & Cotton Mills vs. Mississippi War- 
rior Service et al. By division 5. Complaint dismissed on find- 
ing not unreasonable or otherwise unlawful rate on five car- 
loads burlap bags, Toledo, O., to New Orleans, La. 


Combination on Granite, Etc. 


I. and S. No. 3305, combination rule on granite, marble, or 
stone from Seaboard Air Line stations to intermediate points. 
By division 8. Finds not justified proposed restriction of appli- 
cation of the combination rule in constructing combination rates 
on granite, marble or stone from points in Georgia, the Carolinas 
and Virginia to various interstate destinations. Suspended 
schedules ordered canceled and proceeding discontinued. Com- 
mission followed sand and gravel from southern points, 136 
I. C. C. 214; combination rule on lumber, 129 I. C. C. 564, and 
combination rule on brick, 140 I. C. C. 601. 


Wire Nails, Etc. 


No. 20612, Kokomo Steel & Wire Co. vs. Michigan Central 
et al. By division 5. Reparation of $428.95, with interest, 
awarded on finding rate on carload shipments wire nails, fenc- 
ing, steel fence posts and fasteners, Kokomo, Ind., to Chiacgo, 
Ill., and from Chicago Heights, IIl., to Kokomo, Ind., inapplicable 
and that applicable rate was 13 cents. 


Bituminous Coal 


No. 21856, Platt & Brahm Coal Co. vs. C. & N. W. et al. 
By division 2. With respect to carload of bituminous coal, 
Carbon, W. Va., to Sutherland, Ia., rate and reconsignment 
charge inapplicable; applicable rate, $6.74; applicable reconsign- 
ing charge, $6.30 per car; charges under the rate plus the recon- 
signing charge found applicable were unreasonable to extent 
they exceeded those that would have accrued at a rate of $5.80, 
plus a charge of $2.70 for diversion at Clinton, Ia. Defendants 
authorized to waive collection of outstanding undercharges. 
Complaint dismissed. 


Fullers Earth 


No. 20133, Transcontinental Oil Co. vs. Atlanta & St. An- 
drews Bay et al., embracing also two sub numbers, Pure Oil 
Co. vs. C. R. I. & P. et al., and National Refining Co. vs. Santa 
Fe et al., and No. 21810, Empire Refineries, Inc., vs. Santa Fe 
et al. By division 2. Rates on fullers earth from Quincy, 
Midway and Jamieson, Fla., were, are and for the future will 
be unreasonable to extent they exceed or may exceed $8 per net 
ton to Fort Worth, Tex., $8.40 to Muskogee, Boynton and Ok- 
mulgee, Okla., and $8.60 to Coffeyville, Kan., and Ponca City, 
Okla., subject in each instance to a minimum of 60,000 pounds, 
except that when cars are loaded to full visible capacity actual 
weights shall govern. Reparation awarded. Order for future 
effective on or before December 6. 


Interchange at Faulkton, S. D. 


No. 20386, Commercial Club of Faulkton, S. D., vs. C. M. 
St. P. & P. et al. By division 6. Public convenience and neces- 
sity found to require construction and operation of suitable 
track for the interchange of freight traffic at Faulkton, S. D., 
between intersecting lines of the Chicago, Milwaukee, St. Paul 
& Pacific and the Chicago & North Western. Order for future 
effective on or before December 1. 


Beverage Outfits 


No. 20552, Southern Traffic & Audit Association vs. M.-K- 
T. et al. By division 3. Complaint dismissed. Less-than-car- 
load rate on beverage cooling and dispensing outfits, Galveston, 
Tex., to St. Louis, Mo., applicable and not unreasonable. 


Wood Pulp 


No. 21006, Ajax Paper Mills, Inc., et al. vs. Pennsylvania 
et al. By division 3. Rate on imported wood pulp, Baltimore, 
Md., to Buck Run, Pa., unreasonable to extent it exceeded 17 
cents. Complainant entitled to reparation. Shipments of wood 
pulp from Philadelphia, Pa., to Buck Run not shown to have 
moved interstate. 

Brick 


No. 21861, Biulders’ Association of Kansas City, Mo., Inc., 
vs. C. B. & Q. et al. By division 5. Complaint dismissed, 
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Rate on brick, Chanute, Kan., to Parkville, Mo., not unrea- 
sonable. 
Creosote Oil 

No. 21415, W. P. Brown & Sons Lumber Co., Inc., vs. Penn- 
sylvania et al. By division 5. Rate on creosote oil, tank-car 
loads, Follansbee, W. Va., to Chattanooga, Tenn., was, is and 
for future will be unreasonable to extent it exceeded, exceeds 
or may exceed 35 cents, and to Brownville, Ala., was, is and 
for future will be unreasonable to extent it exceeded, exceeds 
or may exceed 45 cents. Reparation awarded. Order for fu- 
ture effective on or before December 6. 

Empty Soda Bottles 

No. 18494, Shreveport Chamber of Commerce vs. C. R. I. 
& P. et al., embracing also a sub-number, Same vs. K. C. S. 
et al. By division 5. Complaint dismissed. Rate on empty 
soda-water bottles, carloads, Shreveport (Cedar Grove), La., to 
Memphis, Tenn., not unreasonable or unduly prejudicial. 


Petroleum Products 


No. 20914, Illinois Oil Co. vs. Santa Fe et al. By division 3. 
Complainant entitled to reparation on finding rates on gasoline 
and other refined petroleum products, origins in Group 3, Okla- 
homa, to Paducah, Ky., in effect over all routes herein con- 
sidered unreasonable to extent they exceeded 41.5 cents. Rates 
assailed now in effect not unreasonable. No finding for future 
warranted because rates and commodities involved are under 
consideration in No. 17000, part 4, petroleum and petroleum 
products, and No. 18458, general petroleum investigation. 


Grass Seed 


No. 21295, Northern Field Seed Co. vs. Great Northern. By 
division 5. Complaint dismissed. Shipments of grass seed from 
Roseau, Minn., to Winona, Minn., over an interstate route, not 
misrouted. Charges collected applicable and not unreasonable. 
Commissioner Brainerd said he concurred in the conclusion of 
the majority that the evidence did not substantiate the allega- 
tions of the complaint. 


Window Glass 


No. 21615, Frank T. Budge Co. vs. B. & O. et al. By divi- 
sion 2. Complaint dismissed. Rail-and-water rate on window 
glass, Clarksburg, W. Va., to Miami, Fla., not unreasonable. 


Molding Sand 


No. 21711, Dixie Foundry Co. vs. Evansville & Ohio Valley 
et al. By division 2. Rates on molding sand, Sandale, Ind., to 
Cleveland, Tenn., over 490-mile route via E. & O. V. and South- 
ern were, are and for the future will be unreasonable to extent 
they exceeded, exceed or may exceed $2.68 per ton of 2,000 
pounds. Applicable rate over 455-mile route via Rockport, Ind., 
since September 27, 1927, was and is $2.68 and that rate was 
not and is not unreasonable. Some shipments misrouted. Rep- 
aration awarded. Order for future effective on or before De- 
cember 9. Commissioner Brainerd, concurring in part, said he 
did not agree with the finding in regard to the rate applicable 
over the shorter of the two routes involved. 


COMMISSION ORDERS 


Finance No. 7690, application of Duluth, Missabe & North- 
ern for authority to acquire control of Duluth & Iron Range by 
lease. George H. Lommen permitted to intervene. 

Finance No. 7685, application of Wabash for authority to 
acquire control of certain carriers. Toledo, Peoria & Western 
and Business Protective Association permitted to intervene. 

No. 22587, Armour & Co. et al. vs. Aberdeen & Rockfish 
et al. Home Packing & Ice Co. permitted to intervene. 

No. 22577, Dewey Portland Cement Co. et al. vs. Arkansas 
& Louisiana Missouri et al. Consolidated Cement Corporation 
permitted to intervene. 

No. 16250, Indiana State Chamber of Commerce vs. Balti- 
more & Ohio et al. Proceeding reopened for reargument of the 
question of reparation as to shipments to all destinations con- 
cerned therein. 

Finance No. 7781, joint application of Great Northern and 
Western Pacific for a certificate to construct a line of railroad 
between Lookout and Hambone, Cal. Good Railway Service 
Association and Southern Pacific Co. permitted to intervene. 

No. 20528, Southern Builders’ Material Co. vs. Alabama 
Great Southern et al. The order entered herein on August 6, 
1929, has been vacated and set aside until further order of the 
Commission. 

Finance No. 7450, application of Baltimore & Ohio Railroad 
for authority to acquire control of certain carriers in eastern 
territory. The New Jersey Industrial Traffic League and the 
Chesapeake Beach Railway Co. authorized to intervene. 

Finance No. 7460, application of Chesapeake & Ohio Rail- 
way for authority to acquire control of certain carriers. The 
Prattsburgh Railway Corporation permitted to intervene. 

I. & S. 3248, coal from mines in Alabama, Georgia, Ken- 
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tucky, Tennessee and Virginia to destinations in Southeastern 


and Carolina territories. Chattanooga Manufacturers’ Associ- 
ation permitted to intervene. 

I. & S. 3337, sugar and class rates between points in the 
South via barge and rail routes. Petition in behalf of Inland 
Waterways Corporation, operating Mississippi-Warrior Service, 
respondent, for partial vacation of suspension order, denied. 

No. 22540, Midwest Coal Traffic Bureau vs. Arkansas West- 
ern et al. Illinois Coal Traffic Bureau permitted to intervene. 

No. 22523, Sub. 3, Red Fox Petroleum Co. vs. Alton & 
Southern et al., and No. 22523, Sub. 4, Independent Tank Line, 
Inc., vs. Santa Fe et al. Shell Petroleum Corporation permit- 
ted to intervene. 

Finance No. 7440, application of Western Pacific for cer- 
tificate to construct a line of railroad in Plumas, Lassen and 
Modoc counties, California. Public Service Commission of Ore- 
gon and Denver & Rio Grande Western permitted to intervene. 

Finance No. 7539, application of Northern Pacific and Ore- 
gon-Washington Railroad & Navigation Company for a certificate 
to construct a line of railroad from Aloha, in Grays Harbor 
county, to a point on the south bank of the Hoh River, in 
Jefferson county, Washington, etc. Port Angeles Western per- 
mitted to intervene. 

No. 22598, Interstate Amiesite Co. vs. Akron, Canton & 
Youngstown et al. Standard Slag Company permitted to inter- 
vene. 

No. 22508, Arkansas General Construction Co. et al. vs. 
Ashley, Drew & Northern et al. Iola Cement Mills Traffic Asso- 
ciation permitted to intervene. 

Finance No. 7610, application of Port Angeles Western for 
certificate to construct a line of railroad between Forks and 
Spruce, Wash. Port of Port Angeles permitted to intervene. 

No. 21917, accounting for rebuilding cars by Chesapeake & 
Ohio. Petition of Chesapeake & Ohio for reopening and re- 
consideration denied. 

No. 22511, Keystone Slag Co. vs. Boston & Albany et al. 
Pennsylvania Railroad permitted to intervene. 

No. 20097, Big Lakes Box Co. et al. vs. Southern Pacific 
et al. Complainant, California Pine Box Distributors, for re- 
consideration and modification of findings in report of May 7, 
1929, herein, 155 I. C. C. 240, denied. 

No. 18729, Domestic Milling Co. et al. vs. Chicago & Alton. 
Complainants’ petition for reopening and reconsideration denied. 

Finance No. 7018, stock of Long Island. The order entered 
herein on August 2, 1928, authorizing the Long Island to issue 
not exceeding $5,889,750 of capital stock, consisting of 117,795 
shares of the par value of $50 per share, has been modified so as 
to limit the amount of capital stock that may be issued there- 
under to $5,883,750. 


PETITIONS FOR REHEARING, ETC. 


No. 17000, part 2, rate structure investigation, western 
trunk line class rates. North Carolina Corporation Commission 
asks leave to intervene for purpose of excepting to proposed 
report of examiners and for oral argument in support thereof. 

No. 17000, part 2, western trunk line class rates. Southern 
Traffic League asks for leave to intervene for purposes of sub- 
mitting exceptions to proposed report and oral argument. 

No. 16796, McClintock Trunkey Co. vs. McCormick Steam- 
ship Co., and No. 17562, Board of Railroad Commissioners of 
State of Montana vs. Bay Transport Co. Spokane, Portland & 
Seattle asks for modification of order. 

No. 19890, U. S. Phosphoric Products Corp. vs. Butte, Ana- 
conda & Pacific et al., and cases grouped therewith. Defend- 
ants ask for rehearing and postponement of effective date of 
order requiring reductions in rates on acid phosphate from 
southern points to central territory. 

No. 17000, part 2, rate structure investigation, western 
trunk line class rates. Alabama Public Service Commission, 
Georgia Public Service Commission and Mississippi Railroad 
Commission ask for permission to intervene. 

No. 17000, part 11, sand, gravel, crushed stone and shells 
within southwest. Texas & New Orleans, defendant and re- 
spondent in these proceedings, asks for modification of report 
and orders. 

No. 19396, Louisiana Farm Bureau Federation, Inc., et al. 
vs. Louisiana Railway & Navigation Co. Complainant asks for 
reopening, reconsideration and modification of decision dated 
October 9, 1928. 

No. 20746, A. Johnston, Grand Chief Engineers of Brother- 
hood of Locomotive Engineers, and D. B. Robertson, president 
of Brotherhood of Locomotive Firemen and Enginemen, vs. 
Aberdeen & Rockfish et al. Colorado & Southern, one of de- 
fendants herein, asks for rehearing and/or modification of orders 
entered herein so far as same affect or apply to its narrow-gauge 
locomotives. 

No. 14312, Dawson Produce Co. et al. vs. Alabama & Vicks- 
burg et al., No. 14436, Harkrider-Keith-Cook Co. et al. vs. Abi- 
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lene & Southern et al., and No. 15338, Guggenheim-Goldsmith 
Co. et al. vs. Galveston, Harrisburg & San Antonio et al. West- 
side carriers defendants, in these proceedings, ask the Com- 
mission to delete, expunge and/or disregard certain portions 
of “reply of complainants to petition of west-side carriers for 
oral argument, or for supplemental written argument,” dated 
Fort Worth, Tex., August 17, 1929. 

No. 20859, R. W. Walker Lumber Co. by Southern Traffic 
Service vs. Seaboard Air Line et al. Complainant asks for 
reargument therein. 

No. 19548, and Sub. 1, Kraft Cheese Co. et al. vs. Los 
Angeles & Salt Lake et al. Kraft Cheese Co. asks for rehear- 
ing therein. 

No. 17000, part 4-A, rates on refined petroleum products 
from, to and between points in the southwest. Skelly Oil Co. 
and White Eagle Oil & Refining Co. ask for further hearing for 
purpose of submitting additional evidence necessary and perti- 
nent to rate structure investigation, in so far as it relates to 
rates and charges within the state of Kansas. 

No. 20579, Perrine Armstrong Co. vs. Erie et al. Complain- 
ant asks for reopening of this case for further consideration on 
record as made. . 

No. 20098, Yates Grocery Co. vs. Seaboard Air Line et al. 
Complainant asks for reopening and/or reconsideration on record 
as made in order to comply with order of Commission in this 
case. 

I. and §S. 3130, Consolidated Southwestern Cases, F. A. 
Leland on behalf of Kansas lines in this proceeding has asked 
the Commission to vacate its suspension order in I. and S. 3130 
in so far as same applies to rates on broom corn, carloads, 
from points in Missouri and Kansas when for export to Canada. 

No. 20090, Globe Grain & Milling Co. vs. Southern Pacific 
Co. Complainant asks for reconsideration of Commission’s de- 
cision dated July 23, 1929, and for reopening this proceeding 
for further argument on additional briefs, or in the alternative 
reopen the case for further hearing at Los Angeles. 

No. 21765, Interstate Engineering & Construction Co. vs. 
Pennsylvania. Complainants ask for rehearing therein. 


SUSPENDED TARIFFS 


In I. and S. No. 3358, the Commission has suspended from 
October 1 until May 1 schedules in joint supplement No. 33 to 
Consolidated Freight Classification No. 5, Dulaney’s I. C. C. 
No. 23; Fyfe’s I. C. C. No. 18; and Lawrence’s I. C. C. O. C. 
No. 49. The suspended schedules propose new ratings on rough 
split leather for glove palm and finger reinforcements, resulting 
in increases in the Official Classification territory. 

In I. and S. No. 3360, the Commission has suspended from 
October 1 until May 1, schedules in joint supplement No. 33 to 
Consolidated Freight Classification No. 5, Dulaney’s I. C. C. 
No. 23; Fyfe’s I. C. C. No. 18, and Lawrence’s I. C. C.-O. C. No. 
49. The suspended schedules propose restrictions in Rules 24 
and 34 of the Consolidated Freight Classification governing 
excess freight that can not be loaded in one car, and when two 
small cars are furnished in lieu of a larger car ordered by the 
shipper, as follows: 


Rule 24, section 5—Carriers may handle the excess through freight 
stations, and may load other freight in or on car carrying the excess, 
but unless otherwise provided carriers’ employes must not accept 
orders from shipper or consignee to place a car for the loading or 
unloading of the excess elsewhere than on one and the same track 
with and contiguous to another car containing part of the shipment. 


The restriction is the portion of the above rule printed in 
bold type. 


Rule 34, note 3—When two cars are furnished in lieu of a longer 
car ordered, carriers’ employes must not accept orders from shipper 
or consignee to place such cars for loading or unloading otherwise 
than on one and the same track and contiguous to each other. 


Note 3 is an added restriction to Rule 34. 

In I. and S. No. 3361, the Commission has suspended from 
October 1 until May 1, schedules in joint supplements Nos. 33 
and 35 to Consolidated Freight Classification No. 5, Dulaney’s 
I. C. C. No. 23; Fyfe’s I. C. C. No. 18, and Lawrence’s I. C. C.- 
O. C. No. 49. The suspended schedules propose to increase the 
ratings on candy, confectionery, chocolate coating and peanut 
coating, in Southern Classification territory. The following 
classification ratings are illustrative on candy: 


Rating, carloads, present 5, proposed 4; less than carloads, pres- 
ent 3, proposed 2. 

In I. and S. No. 3362, the Commission has suspended from 
October 1 until May 1 schedules in the following tariffs: B. T. 
Jones, agent: Supplement No. 17 to I. C. C. No. 2062; supple- 
ments Nos. 28 and 29 to I. C. C. No. 2129; E. B. Boyd, agent: 
Supplements Nos. 43 and 45 to I. C. C. No. A-1788; Pennsyl- 
vania R. R. Co.: Supplement 60 to GO-I. C. C. 14478; New 
York Central R. R. Co.: Supplement No. 59 to I. C. C.-LS No. 
1348; and various other tariffs issued by agents and individual 
lines. 
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The suspended schedules propose to revise the rates on 
scrap iron and steel, carloads, from points in Central Freight 
Association territory, including [Illinois territory, when destined 
to Kokomo and other nearby points in Indiana, resulting in 
numerous increases as well as some reductions. 

The following is illustrative to Kokomo, Ind.: 


From Chicago, Ill., present 239, proposed 275; St. Louis, Mo., 
present 315, proposed 350. Rates in cents per ton of 2,240 pounds. 


In I. and S. No. 3359, the Commission has suspended from 
September 30 to April 30 schedules in supplement No. 78 to 
J. H. Glenn’s I. C. C. No. A-400. The suspended schedules pro- 
pose to increase rates on lumber and related articles, carloads, 
from Georgia and Alabama points to Ohio River crossings and 
points in Kentucky and Tennessee. The following rates are 
illustrative: 


To Cincinnati, O., from Atlanta and Lindale, Ga., present 27.5, 
proposed 28.5; to Louisville, Ky., from Atlanta and Lindale, Ga., 
present 24.5, proposed 27. 


FINANCE APPLICATIONS 


Finance No. 7841. Ettrick Railroad Co. asks authority to issue 
$20,000 of common stock for the purpose of acquiring, rehabilitating 
and reestablishing the properties and business of its predecessor, 
Ettrick & Northern Railroad Co., in Trempealeau county, Wis. 

Finance No. 7842. W. H. Bremner, receiver of Minneapolis & St. 
Louis Railroad Co., asks authority to issue $775,000 of receiver’s cer- 
tificates of indebtedness in renewal of an obligation for a like amount 
now outstanding. 

Finance No. 7843. Aroostook Valley Railroad Co. asks authority 
to issue and sell $1,000,000 of general first and refunding mortgage 51. 
per cent bonds to retire outstanding bonds and reimburse the com- 
pany’s treasury for capital expenditures and other purposes. 

Finance No. 7851. Federal Valley Railroad Co. asks authority to 
issue $32,561.41 of 6 per cent notes to retire an equal amount of notes. 

Finance No. 7846. Denver & Rio Grande Western Railroad Co. 
asks authority to abandon a line from Engleville Junction to Engle- 
ville in Las Animas county, Colo., about 6 miles. 

Finance No. 7849. Denver & Rio Grande Western Railroad Co. 
and Chicago, Rock Island & Pacific Railway Co. ask authority for 
operation by each applicant of terminal facilities of the other at 
Denver and/or Colorado Springs, Colo. 

Finance No. 7845. Bangor & Aroostook Railroad Co. asks au- 
thority to issue 35,232 shares of common capital stock, par value 
$50 a share, for the partial reimbursing of the treasury of the com- 
pany on account of money heretofore expended from income or from 
other monies in its treasury. It is proposed to issue the stock at $60 
a share, and to offer it first to stockholders of applicant. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7741, authorizing the Western 
Maryland Railway Co. to procure the authentication and delivery of 
not exceeding $3,365,000 of first and refunding =, 51% per cent 
gold bonds, series A, in reimbursement for capital expenditures, 
approved. 

Report and order in F. D. No. 7806, authorizing the acquisition 
by the Chicago, Burlington & Quincy Railroad Co. of control, by lease, 
of the lines of railroad and properties of the North Platte Valley 
Railway Co., approved. 

Report and certificate in F. D. 7771, authorizing the Western 
Pacific Railroad Co. to construct a branch line of railroad in San 
Joaquin county, Calif. (extending from a connection with its main 
line at a point approximately 6.6 miles north of Stockton, at or near 
the station of Harte, in a generally westerly direction to a point on 
Disappointment Slough, in section 1, township 2 north, range 5 east, 
M. D. B. & M., approximately 3.25 miles), approved. 

Second supplemental report and order in F. D. No. 7349, author- 
izing the Genesee & Wyoming Railroad Co. (1) to renew for six 
months a promissory note for $400,000 which will mature October 1. 
1929, and (2) to repledge as collateral security therefor $400,000 of 5 
per cent first-mortgage gold bonds, approved. 

Report and certificate in F. D. 7763, authorizing Santa Fe, San 
Juan & Northern Railroad to issue 13,844 shares of ccemmon capital 
stock without nominal or par value, said stock to be delivered to 
Abram I. Kaplan in payment for certain railroad property and a track- 
age right, and for cash advanced or to be advanced to the applicant 
for the construction of an extension, for working capital, and for 
other corporate purposes. Commissioner Eastman dissented. 











NICKEL PLATE AND WHEELING 

The New York, Chicago & St. Louis Railway Company, in 
Finance No. 7844, has asked the Commission for authority to 
issue $20,000,000 of 6 per cent 3-year promissory notes, the 
proceeds of which are to be used to purchase certificates of 
deposit for 198,662 shares of Wheeling & Lake Erie stock owned 
by the Alleghany Corporation and now held by trustees subject 
to the agreement made some time ago with the Commission. 
Under the agreement the stock is to be held subject to disposi- 
tion in accordance with orders of the Commission when made. 
The Nickel Plate has pending an application asking for authority 
to acquire control of the Wheeling & Lake Erie. 


CHANGE IN DOCKET 


Hearing in No. 22412, Stovall Sales Co. vs. S. A. L. Ry. et 
al., assigned for October 3, at Jacksonville, Fla., before Exam- 
iner Macomber, was canceled. 





FINAL VALUATIONS 


Valuation No. 394, Franklin & Abbeville, opinion No. B-741, 26 
Val. Rep. 187-216, final value for rate-making purposes of the property 
owned and used for common carrier purposes, found to be $318,450, 
and of property used but not owned, $133,679, as of June 30, 1919. 
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Proposed Reports in I. C. C. Cases 





OIL TO NEBRASKA 


A considerable revision of rates on petroleum and its prod- 
ucts from Missouri, Kansas, Oklahoma, Texas and Casper, Wyo., 
to destinations in Nebraska west of Lincoln has been recom- 
mended by Examiners P. F. Mackey and J. P. McGrath in No. 
14953, A. B. A., Independent Oil and Gasoline Co. et al. vs. Santa 
Fe et al, and the large number of cases joined with it. Reduc- 
tions ranging from one-half a cent to ten cents per 100 pounds 
have been recommended. Specific rates to about fifty points 
are set forth in an appendix not herewith reproduced. The 
findings and specific rates to points mentioned in the findings, 
it is believed, indicate the nature of the revision. 

Macey and McGrath’s report is based upon a further hear- 
ing in the title complaint and No. 17001, Manhattan Oil Co. vs. 
Santa Fe., reported in 140 I. C. C. 249. In that report division 2 
found the rates on gasoline, kerosene and distillate, from Kansas 
City, Mo.-Kans., and from points in Kansas and Oklahoma to 
destinations in Nebraska west of Lincoln, unreasonable and 
prescribed new ones. It further found that the rates, prior to 
July 1, 1923, to some of the destinations unreasonable under 
the adjustment which existed at destinations in Nebraska 
generally at that time and awarded reparation to the basis of 
rates on a somewhat higher level than those prescribed for the 
future. Upon petition of some of the parties the proceeding 
was reopened as to rates for the future and the hearing was on 
that phase of the case. 

Inasmuch as rejaration only was sought in No. 17001, the 
examiners said, no issue was presented for consideration in 
this case. 

Breadly stated the issue was as to whether the rates on 
the commodities carried in the list of petroleum and its products 
were reasonable in the light of differences in distance when 
compared with the adjustment made in Midcontinent Oil Rates, 
1925, 112 I. C. C. 421. In that case the Commission grouped the 
midcontinent refinery points and then related the refinery points 
in Texas, Arknasas and Louisiana to them, the midcontinent 
groups being numbered and the related groups designated by 
names, as the north Texas, south Texas, Ranger, Shreveport- 
Eldorado and Baton Rouge-New Orleans groups. The exam- 
iners said that the origin groups, except No. 1, which centers 
around Kansas City, were known as the midcontinent field. 
Many times, however, the numbered groups are called the mid- 
continent field. The destinations territory in Nebraska has also 
been grouped. 

In the second report in Midcontinent Oil Rates, 1925, 139 
I. C. C. 605, the Commission prescribed reasonable rates from 
the Kansas City and midcontinent groups to representative 
destinations in the Dakotas and northwestern Minnesota. It 
told the carriers to adjust rates to other destinations, including 
those in northern Nebraska, in proper relationstip to the rates 
it had prescribed, having due regard for differences in distance. 
The examiners said that the rates prescribed in the latter 
report became effective June 14, 1928, but that, so far as ap- 
peared, no change was made, as a result of that report, in the 
rates to northern Nebraska. 

The examiners treated the cases under topics as follows: 
Rates to Nebraska; rates to Minnesota; and gas oil from 
Wyoming to North Platte, Neb. They said the Commission 
should find: 


1. That the rates assailed _ to destinations, Auburn, Barneston, 
Beatrice, Burr, Cedar Bluffs, Clatonia, Crab Orchard, Dawson, De 
Witt, Du Bois, Firth, Hickman, Humboldt, Jansen, Johnson, Lewiston, 
Liberty, Odell, Otoe Panama, Pawnee, Smartville, Steele City, 
Steinauer, Sterling, Table Rock, Tecumseh, Thompson, Vesta, Vir- 
gin‘a and Wymore, to which the rates on gasoline from group 3 are 
33 cents, the rates assailed from group 1 to Grand Island, Central 
City, Loup City and Columbus, Neb., from groups 2 and 3 to Ericson, 
Sargent and Burwell, Neb., and from these and the other groups to 
destinations in Minnesota were and are not unreasonable; and that 
the present rates from groups 1 and 3 to Wakefield, Neb., are not 
unreasonable. 

2. That the rates assailed on gasoline and other petroleum prod- 
ucts taking the same rates from groups 1, 2 and 3 to destinations 
in Nebraska, with the exceptions noted in finding 1, for the future 
wil be unreasonatle to the extent that they may exceed the respec- 
tive rates set forth in Appendix B under the heading ‘Rate Pre- 
Seribed.”” (Not reproduced.) 

3. That the rates assailed on gasoline and other petroleum prod- 
ucts ta'ing the same rates to destinations in Nebreska, with the 
excepticns noted in finding 1, from the orig'n groups in Texas, as 
hereintefore defined, for the future will be unreasonable to the extent 
that the differences between the rates from points in such groups 
and the rates herein found reasonable from group 3 depart from the 
present differentials to these destinations. 

. That the rates assailed on fuel oil and other low grade 
petroleum products and on crude petroleum to destinations in 


Nebraska, with the exceptions noted in finding 1, for the future 
will be unreasonable to the extent that they may exceed 80 per cent 
of the rates herein found reasonable on gasoline. 

5. The rates and bases of rates found reasonable herein are to 
representative destinations. Defendants should adjust rates to other 
destinations in Nebraska named in the complaints in proper rela- 
tionship thereto. 

6. That the rates assailed to destinations in Nebraska were not 
unreasonable in the past, except that the rates charged from and 
to the points and during the periods named were unreasonable to the 
extent they exceeded the following rates: 

(a) On gasoline and other petroleum products taking the same 
rates from group 3, as hereinbefore defined, to Roscoe, Verdel and 
O’Neill, 52.5 cents; to Atkinson and Brule, 53.5 cents; to Oshkosh, 
54.5 cents; to Ainsworth, 56 cents, and to Haigler, 58 cents, 

(b) On crude petroleum products from group 3 as follows: 





Prior to On and after 
July 20, 1927. July 20, 1927. 
To— Cents Cents 
46.5 42 
46.5 42 
46.5 42 
47.5 43 
47.5 43 
48.5 43.5 
PO err errr te 50 45 
ED noo 5 OWS 2kd40000540 ee b¥neds 52 46.5 


(c) On gas oil from group 3 to North Platte prior to July 1, 1922 
47.5 cents; from July 1, 1922, to July 20, 1927, inclusive, 44 cents; and 
42 cents thereafter. 

7. That the rates assailed on gas oil from Casper to North Platte 
were, are, and for the future will be, unreasonable to the extent 
that they exceeded 46 cents prior to May 15, 1922; 40 cents from 
May 15, 1922, to July 1. 1922; 36 cents from July 1, 1922, to January 
10, 1923, and 30 cents on and after January 10, 1923, and for the future. 

8. That complainant, North Platte Light Power Company, 
made shipments of gas oil from points in Oklahoma and from Casper 
to North Platte prior to April 5, 1923, and paid and bore the charges 
thereon; that it was damaged in the amount of the difference between 
the charges collected and those which would have accrued at the 
rates herein found reasonable; and that it is entitled to reparation, 
with interest. Complainant should comply with Rule V of the Rules 
of Practice. If any shipments have moved from and to those points 
since April 15, 1923, that complainant should submit proof by affidavit 
of that fact, and of the further facts as to payment and bearing of 
freight charges. in connection with its Rule V statement. If other 
complainants and interveners made or received shipments of petro- 
leum and its products during the statutory periods under the rates 
found unreasonable in the past they should submit proof by affidavit 
of that fact and also of the facts as to payment and bearing of 
freight charges. If defendants object to proof of this character the 
cases should be set for further hearing. 


This report also embraces No. 17001, Manhattan Oil Co. vs. 
Santa Fe et al.; No. 20958, White Eagle Oil and Refining Co. vs. 
Santa Fe et al; No. 14750, North Platte Light and Power Co. 
vs. Santa Fe et al.; No. 20946, Brown County Oil Co. et al. vs. 
Abilene & Southern et al.; No. 21059, Erwin Ingram et al. vs. 
Santa Fe et al.; No. 21507, Bahm Oil Co. et al. vs. Santa Fe 
et al.; No. 21605, Ainsworth Filling Station et al. vs. Santa Fe 
et al; No. 21605 (Sub-No. 1), Best Oil Co. et al. vs. Santa Fe 
et al.; No. 21753, Bahde Oil Company et al. vs. Santa Fe et al.; 
No. 21850, August Sinner et al. vs. Santa Fe et al.; No. 21850 
(Sub-No. 1), Claude Hargan et al. vs. Santa Fe et al.; No. 21850 
(Sub-No. 2), Bartiey Co-Op. Oil Co. et al. vs. Santa Fe et al.; 
No. 21850 (Sub-No. 3), H. V. Grantham et al. vs. Santa Fe et al.; 
No. 21850 (Sub-No. 4), Rystrom Co. et al. vs. Santa Fe et al.; 
No. 21850 (Sub-No. 5), A. J. Howard et al. vs. Santa Fe et al.; 
No. 21941, Gregory Independent Oils et al. vs. Santa Fe et al.; 
and No. 22374, Continental Oil Co. vs. Abilene & Southern et al. 


SAND, ETC., TO ILLINOIS 


Settlement of the questions about rates on sand, gravel and 
crushed stone to southern Illinois from sources of supply in 
Illinois, Indiana and Missouri in accordance with the agreement 
between the interested parties or on the basis of an agreement 
proposed but not made at the conference between shippers, 
carriers and representatives of the regulating commissions in- 
volved, has been recommended in a printed report by Examiner 
Burton Fuller, in No. 21939, sand gravel and crushed stone from 
Indiana and [Illinois points to destinations in Illinois and the 
cases joined with it. The additional cases are I. and S. No. 3093, 
sand, gravel and crushed stone from Indiana points to des- 
tinations in Illinois; and No. 21372, Ohio & Indiana Stone Co. 
et al. vs. Big Four et al. 

The orders instituting the title case, the examiner said, 
brought into issue the lawfulness of the interstate rates on 
sand, gravel and crushed stone from points in Indiana, on 
crushed stone from Marquette and Cape Girardeau, Mo., and on 
chatt from points in Missouri on the Missouri-Illinois Railroad 
and Missouri Pacific to destinations in Illinois on and south of 
the Terre Haute-St. Louis line of the Pennsylvania, that area 
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being called southern Illinois, the lawfulness of the interstate 
rates on sand, gravel and crushed stone from points in Indiana 
on the Toledo, Peoria & Western, and the question of the lawful 
relationship or relationships between such interstate rates, on 
the one hand, and the intrastate rates on the like commodities 
from Illinois producing points to the same destinations, on the 
other. 

At the request of the parties concerned the proceedings in 
the additional cases were discontinued, the general investigation 
covering the issues raised by them. 

This case and three proceedings before the Illinois Com- 
merce Commission, Nos. 17841, 17863 and 18480, were handled 
by the federal and Illinois commissions under the cooperative 
plan. The work of proposing a -asis for adjusting the rates 
and working out the rates themselves between hundreds of 
points was placed in the hands of a committee of eleven, three 
from the carriers and eight from the Illinois and Indiana ship- 
pers. That committee met with representatives of the federal 
and Illinois commissions. 

The work of that committee, recommended by Examiner 
Fuller in this report for adoption by the Commission, was sub- 
mitted to a general conference of those concerned on May 16 
and 17. Fuller said that a few changes were made in the rates 
recommended. After that the parties stated their positions for 
purposes of the record. 

All the carriers, Fuller said, except the Chicago & Eastern 
Illinois and the Louisville & Nashville and all the shippers 
except those at Thornton and Chasco, Ill., and in the East St. 
Louis district, expressed a willingness to establish or to have 
established the proposed rates from Indiana and Illinois. No 
agreement, Fuller said, was reached as to rates from Missouri. 

Fuller said that the procedure under the conference plan 
had resulted in a record wh ch was complete, concise and to the 
point, in which many matters in dispute had been ironed out 
and the remaining maters clearly defined. He added that there 
was no substantial dispute as to the facts. The trouble was 
caused by the conflict of interest arising out of the extensive 
development of Illinois highways which had created a demand 
for the materials in question so great as to increase the com- 
petition between shippers and carriers that had not existed at 
the time there was a smaller demand. 

After reviewing the proposed adjustment Fuller reverted 
to the lack of agreement as to rates from Missouri. Manifestly, 
he said, shippers at the Missouri points of origin were entitled 
to the same consideration as producers in Illinois and Indiana. 
For example, he said, the joint rate from Bonne Terre to Marion, 
in connection with the Missouri Pacific, giving due consideration 
to the transportation conditions, might properly be the same as 
the single-line rate in connection with the Illinois Central and 
the Chicago & Eastern Illinois from Lehigh and Thornton, re- 
spectively. 

The findings recommended by Fuller condemn both inter- 
state and intrastate rates as unreasonable and unduly preju- 
dicial. In addition, they condemn the Illinois intrastate rates 
as unjustly discriminatory against interstate commerce and 
und'ly preferential of state commerce. The two sorts of rates 
are so condemned to the extent they exceed those carried in 
column B of many tatles constituting appendix C. The report 
is a printed document of 44 pages. The tables showing the rates 
in column B occupy a large part of the appendix, from page 
16 to page 43, both inclusive, and not herewith reproduced. 

Fuller said that sometimes it was necessary to load a car 
somewhat less than full capacity and that it appeared that the 
establishment of 90 per cent of the marked capacity of the car 
as a uniform minimum weight would have only a negligible 
effect on the average loading. As to what the Commission 
should do, Fuller said: 


An order should be entered effective January 1, 1930, or as soon 
thereafter as practicable, (1) requiring the establishment and mainte- 
nance of the rates prescribed herein (a) from the Missouri points, (b) 
from the Indiana points and Chasco and Thornton, IIl., in connection 
with the C, & E. I., (c) from Greencasile, Ind., in connection with the 
C., B. & Q., and (d) from producing points in the East St. Louis dis- 
trict to Bellevi'le and O’Falion, IIll., in connection with the L. & N., 
(2) requiring the cancellation of the schedules of the C. & E. I. under 
suspension in Investigations and Suspensions No. 3093, first supple- 
mental order, and (3) authorizing the establishment of the interstate 
rates herein prescribed or approved in connection with the Big Four 
in lieu of its schedules und°r suspension under the original order in 
Investigations and Suspensions No. 3093. It is understood that all 
the other rates prescribed or approved by the two commissions in 
these proceedings and not already in effect will likewise become effec- 
tive January 1, 1930, or as soon thereafter as practicable. 





. SOUTHERN SALT CASE 


A scheme for making rates on salt, carloads, to and between 
po‘nts in southern territory, based upon a finding of unreason- 
ableness for the future, has teen recommended by Examiner 
E. J. Hoy in No. 20877, rates on salt to and between points in 
southern territory, and the cases joined with it. 


The rates, 
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based on a distance scale, plus distance arbitraries, are to apply 
from grouped producing points in Louisiana, Ohio, Michigan, 
Kansas, West Virginia, New York and from Chicago, IIl., to 
destinations in southern classification territory, including east- 
bank Mississippi River crossings and excluding Ohio River 
crossings, and between points in that territory. 

The investigation was instituted at the request of carriers 
in southern territory. At the hearing examiner ruled that 
“southern territory,” as used in the order instituting the inves- 
tigation, meant southern classification territory, that is, the 
territory in which freight rates were governed by the southern 
classification; that, as the rates from Ohio, Michigan and New 
York to east-bank Mississippi River crossings were governed 
by that classification, the rates to such crossings from all 
producing points and from Chicago were in issue; and that, 
as the rates from none of the producing points or Chicago to 
the Ohio crossings were governed by that classification, the 
rates to the Ohio crossings were not in issue. 

An exception to that ruling was noted by the carriers serv- 
ing the Louisiana producing points in so far as it related to 
the river crossings, and by New York producers to that part of 
the ruling that failed to include the Ohio River crossings as 
destinations. The Louisiana producers and the carriers serving 
them, Hoy says, request a further hearing in the event that 
the Commission holds that the rates to the Ohio crossings are in 
issue. 

Adoption of the report, Hoy pointed out, would cause many 
increases and some reductions. He said the increases from 
Louisiana would be more numerous than from the other pro- 
ducing fields. After reviewing rates from all the producing 
fields to points in the south he said that distance considered 
the rates from Louisiana were lower than those from Ohio, 
New York and Michigan, although a considerable part of the 
hauls were in lower rated territory than any of the hauls from 
the Louisiana production points. 


Hoy said that all parties to the proceeding recognized that 
a readjustment of rates was necessary on account of the in- 
consistencies in the present rates, many of which, he said, were 
brought about by the decisions of the Commission in the Mis- 
sissippi case, 102 I. C. C. 540 and 120 I. C. C. 569; the Hudson 
& Thompson case, 136 I. C. C. 435, and the Jackson case, 136 
I. ©. ©. 288. 

Because of the keen competition the railroads proposed one 
scale to enable all producers to reach destinations on the same 
basis. New York, Ohio and eastern producers, Hoy said, in- 
sisted that differences in transportation conditions could not be 
ignored if undue prejudice was to be avoided; that they should 
not be deprived of the advantages of their location in lower 
rated territory than other producers; and that failure to recog- 
nize differences in transportation conditions was an attempt 
to regulate the flow of traffic through the medium of freight 
rates. 

In disposing of the case Hoy said that the Commission 
should find: 


(1) That the rates on salt, in carloads, from producing points 
in the states of Louisiana, Ohio, Michigan, Kansas, West Virginia 
and New York, and from Chicago, Ill., to points in southern classi- 
fication territory, inc:uding east-bank Mississippi River crossings 
and excluding Ohio River crossings, and between points in that ter- 
ritory, were not unreasonable, but are, and for the future will be, 
unreasonable, except to points on the Louisiana Southern Railway, 
to the extent that they exceed, or may exceed, rates made upon 
the distance scale set forth in appendix 5 hereto, plus the column 
1 distance arbitraries set forth in said appendix 5 for application 
to that part of the hauls which shall take place in southern classi- 
fication territory or in southern and western classification territories, 
and also plus the column 2 distance arbitraries set forth in said 
appendix 5 for application to that part of the hauls which shall take 
place in western classification territory, and also plus the column 
3 distance arbitraries set forth in said appendix 5 for application 
to that part of the hauls which shall take place in Florida south 
of the line of the Seaboard Air Line extending from Jacksonville 
to River Junction, and also plus the 11th class arbitraries of the short 
or weak lines designated in appendix 4, except the Louisiana South- 
ern Railway, for that part of the hauls which shall take place over 
such short or weak lines; 

(2) That the rates on salt, in carloads, from and to the points 
described in the next preceding paragraph are, and for the future 
will be, unduly prejudicial and preferential to the extent that the 
differences between the rates from the respective producing points 
exceed, or are less than, the differences that would result from apply- 
ing from the respective producing points the basis of rates herein 
prescribed as reasonable; 

(3) That in applying the rates, distances should be computed 
over the shortest routes over which carload traffic can be moved 
without transfer of lading; 

(4) That the producing points may be grouped as proposed by 
respondents, except that Bay City, Saginaw and Midland, Mich., 
should be made a separate group, and rates established from each 
producing point in each group based on the average of the distances 
from all producing points in that group: 

(5) That the rates need be established only over the shortest 
routes now participating in the traffic; 

(6) That the fourth section applications set for hearing be denied, 
but that upon appropriate application consideration will be given 
to the matter of fourth-section relief to enable circuitous lines to 
meet the rates prescribed over the direct lines and to maintain 
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higher rates at intermediate points, and to enable short or weak 
lines to charge or participate in lower ra:es to points served by 
other lines than to intermediate points local to their own lines; and 

(7) That damage as a result of any undue prejudice that may 
have existed has not been shown. 


The appendix and the arbitraries follow: 


APPENDIX 5 


Distance scale of reasonable maximum rates prescribed on salt, 
common (sodium chloride), in carloads, minimum 45,000 pounds. 


Cents Cents 
per 100 per 100 
pounds pounds 
60 miles and over 50...... 8 550 miles and over 525...... 23 
70 miles and over 60...... 8.5 575 miles and over 550...... 23.5 
80 miles and over 70...... 9 600 miles and over 575...... 24 
90 miles and over 80...... 9.5 625 miles and over 600...... 24.5 
100 miles and over 90...... 10 650 miles and over 625...... 25 
110 miles and over 100...... 10.5 675 miles and over 650...... 25.5 
120 miles and over 110...... 11 700 miles and over 675...... 26 
130 miles and over 120...... 11.5 725 miles and over 700...... 26.5 
140 miles and over 130...... 11.5 750 miles and over 725...... 27 
150 miles and over 140...... 12 775 miles and over 750...... 27.5 
160 miles and over 150...... 12.5 800 miles and over 1775...... 28 
170 miles and over 160...... 13 825 miles and over 800...... 28.5 
180 miles and over 170...... 13 850 miles and over 825......29 
190 miles rnd over 180...... 13.5 875 miies and over §80d0...... 29.5 
200 miles end over 190...... 13.5 900 miles and over 875......30 
210 miles and over 200...... 14 930 miles and over 900...... 30.5 
220 miles and over 210...... 14.5 960 miles and over 930...... 31 
230 miles and over 220...... 14.5 990 miles and over 960...... 31.5 
240 miles and over 230...... 15 10°0 miles and over 990...... 32 
250 miles and over 240...... 15.5 1050 miles and over 1020...... 32.5 
260 miles and over 250...... 15.5 1080 miles and over 1050...... 33 
270 miles and over 260...... 16 1110 miles and over 1080...... 33.5 
280 miles and over 270...... 16 1140 miles and over 1110...... 34 
290 miles and over 280...... 16.5 1170 miles and over 1140...... 34.5 
300 miles and over 290...... 17 1200 miles and over 1170...... 35 
320 miles and over 300...... 17.5 1230 miles and over 1200...... 35.5 
340 miles and over 320...... 18 12°0 miles and over 1230...... 36 
360 miles and over 340...... 18.5 1290 miles and over 1260...... 36.5 
380 miles and over 360...... 19 1320 miles and over 1290...... 37 
400 miles and over 380...... 19.5 1359 mi'tes and over 1320...... 37.5 
120 miles and over 400...... 20 1380 miles and over 1350...... 38 
140 miles and over 420...... 20.5 1419 mi'es and over 1380...... 38.5 
460 miles and over 440...... 21 14‘0 miles and over 1410...... 39 
480 miles and over 460...... 21.5 1470 miles and over 1440...... 39.5 
500 miles and over 480...... 22 1500 miles and over 1470...... 40 
525 miles and over 500...... 22.5 


Distance Arbitraries 


_ To the scale set forth above, there shall be added the appro- 
priate column 1 distance arbitrary for the aggregate distance with- 
in southern classification territory or within southern and western 
classification territories. 

To the scale set forth above plus the appropriate column 1 arbi- 
trary, there shall also be added the appropriate column 2 distance 
arbitrary for the distance within western classification territory, and 
there shall also be added the appropriate column 3 distance arbitrary 
for the distance within Florida south of the line of the Seaboard 
Air Line extending from Jacksonville, Fla., to River Junction, Fla. 


Arbitraries in 
Cents ” - pounds 
‘0 


Distances Col. 1 Ls Col. 3 
Me ee ea 1.5 1 1.5 
{0 miles and over Sr ere ee 2 1 2 
60 miles and over EARNS We Seon pnegeee 2.5 1 2 
80 miles and over DU cidénecuwsau aemewelee 3 1 2.5 
120 miles ANE GVEP SB ..0..0ci0scccccccesiecces 3.5 1.5 3 
Ce a > a eer ieee 4 1.5 3 
200 Mallee OG Over 160... ccccoscccecsecac 4.5 2 3.5 

SAO MANOR DENN OVOP B00. osc oes decsccccscees 5 2 4 
280 miles and over 240.......cccccccccccecs 5.5 2 4 
320 conic dl..... «a. ae 6 2.5 4.5 
SOO SMGR SMA COVED BIC. oc ci vicéeeescccces 6.5 2.5 5 
oe MCR OE ONCE BW scones cscesvessecesss 7 2.5 5.5 
500 miles and Over 440........cccccececeees 7.5 3 *6 
O18 MCS: QUE ONCE . G00. ...65.0 ese ccsercesscee 8 3 

660 miles and over 576......0.sccccccccesce 8.5 3.5 

{o> MNOS GNA OVEF - C00... occ cecciccccscsess 9 3.5 

8(0 miles and Over 725......:..cccscccccsecs 9.5 3.5 

875 SECS GO OVOE 2OOU. os:e:sic:cccicenencisaies 10 a 

960 a et ee ene 10.5 4 

1020 POON ND OUOP WN ec 5 6.6660:68 eases scat 11 4.5 

1110 miles and over 1020............esceceees 11.5 4.5 

1200 miles and over 1110..............seenees 12 4.5 

1290 MACS 200 OVEr 1900, ......sciccecscccccc eS 5 

1380 miles and over 1290..........--..eeecees 13 5 

1470 miles and over 1380...............00.-. 13.5 5 


*Over 500 miles 6 cents. 





This report also embraces No. 16133, Jackson Traffic Bureau 
et al. vs. A. & V. et al.; No. 17117, Hudson & Thompson et al. 
vs. N. I. & N. et al.; No. 17032, Florence Chamber of Commerce 
vs. A. & V. et al.; No. 20657, Jackson Traffic Bureau vs. Same; 
we. 20809, Birmingham Traffic Association vs. I. C. et al.; No. 
20829, Chattanooga Manufacturers’ Association et al. vs. S. P. 
et al.; No. 20844, Americus Grocery Co. et al. vs. A. G. S. et Gi. : 
No. 20844, Sub-No. 1, Kingman & Everett et al. vs. Same; No. 
20926, Cherokee Mills et al. vs. L. & N. et al.; No. 21189, Buckley- 
Young Co. vs. A. G. S. et al.; No. 21749, Ohio Salt Co. vs A. C. 
& Y. et al.; No. 22326, Southern Grocery Co. et al. vs. A. G. S. 
et al.; No. 22457, Knoxville Freight Bureau et al. vs. Southern 
et al; and the following fourth section applications or portions 
thereof: Nos. 542, 601, 1548, 1568, 1787, 2048, 2045, 2056, 2057, 
2060, 2138, and 3965. 
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LUMBER ROAD DIVISIONS 


Examiner Charles W. Berry, in No. 18866, Alcolu Railroad 
Co. vs. A. C. L., on further hearing, has recommended that the 
findings in the former report, 140 I. C. C. 466, fixing divisions 
to be accorded to the complainant ot of trunk-line ratcs on 
interstate traffic to and from Green Hill, S. C., be reversed and 
the complaint dismissed. He said that the evidence submitted 
should be found insufficient to enable the Commission to give 
consideration to the items definitely specified by section 15 (6). 
That part of the statute designates the items to be considered 
by the Commission in prescribing divisions. 

Out of a maze of.allegations and facts the examiner drew 
the conclusion that “as the matter now stands it appears that 
no party is before the Commission seeking relief!” The litiga- 
tion grew out of an effort of the Atlantic Coast Line, the only 
connection of the Alcolu, to adjust the divisions'on lumber, 
the chief traffic of the complaining short line, in accordance 
with expressions of opinion by the Commission in Cancellation 
of Joint Rates from and to Green Hill, 74 I. C. C. 571. 

When the Coast Line undertook to comply with the views 
of the Commission the short line sued out an injuncton. That 
litigation was compromised, as a result of which the short line 
filed a complaint with the Commission about the divisions. At 
the hearing, the examiner said the short line said it regarded 
the present divisions satisfactory. The Coast Line said that 
if the complaint were dismissed it would again try to bring 
down the divisions, which the Commission, in the case cited, 
said appeared to be excessive. He also said that the Alcolu, 
the stock of which is owned by persons interested in the D. W. 
Alderman Sons Co., a lumber manufacturer, admitted that the 
service performed by it did not justify the divisions it was 
receiving. 

Berry said that it was true that the suggestions made by 
division 3 in the case cited went beyond the issues, but he said 
they were directly responsive to contentions made and relied 
upon by the complainant. He said such suggestions were fre- 
quently made by the Commission with the full knowledge that 
they were not legally binding on the parties, but with a view 
to avoiding future litigation. 

Although he recommended no divisions, Berry said that the 
service of the short line was in the nature of a switch'ng serv- 
ice; also that an allowance therefor higher than was reasonably 
compensatory out of rates that were not in themselves unrea- 
sonably high for the service performed was closely analogous 
to, if it did not constitute, an unlawful rebate, and should be 
condemned. 


LOS ANGELES SWITCHING 


Examiner Leo J. Flynn, in No. 21244, Globe Grain and 
Milling Co. vs. Santa Fe et al. and the case joined with it, has 
recommended that the Commission find unjustly discriminatory 
and unduly prejudicial the practice of the trunk lines serving 
Los Angeles of absorbing the switching charge of $270 per 
car on non-competitive traffic originating at or destined to 
industries located on the Los Angeles Junction Railway within 
the Los Angeles, Calif., switching limits while contempora- 
neously failing to absorb a like amount on like shipments 
switched to or from competing industries on their lines in the 
Los Angeles switching limits. Flynn also said that the Com- 
mission should find that the defendants’ charges for transpor- 
tation to and from points in the Los Angeles switching limits 
not located on the junction railway to be in violation of the 
long-and-short haul part of the fourth section. Flynn said that 
in absence of proof of damage reparation should be denied. 
This report also embraces a sub-number, California Milling Cor- 
poration vs. Santa Fe et al. 

The junction railroad, according to the report, serves an 
industrial district known as Vernon, which is within the switch- 
ing limits. The complainants have mills on the rails of the 
trunk lines, but, on non-competitive traffic, the trunk lines 
charge switching of $2.70 per car. To and from mills on the 
junction railroad, which is employed by the trunk lines to per- 
form terminal services, no such charge is made, hence the 
complaint. 

Flynn held a joint hearing in these cases with the Cali- 
fornia commission, before which similar complaints had been 
brought on intrastate traffic. 


FRUITS AND VEGETABLES 


In No. 21829, Central Commercial Co. et al. vs. Santa Fe, 
Examiner Harold M. Brown recommends that Commission find 
rates assailed on less-than-carload shipments of fresh fruits and 
vegetables, in straight or mixed loadings, Los Angeles, Calif., 
to Kingman, Ariz., unreasonable to extent they exceeded $1.395 
prior to November 1, 1928, and effective this same date rates 
assessed on less-than-carload shipments of fresh fruits and veg- 
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etables described in an appendix from Los Angeles to Kingman, 
Chloride, Williams, Grand Canyon, Flagstaff and Winslow, Ariz., 
are and will be unreasonable to extent they exceeded, exceed or 
may exceed the present third class rates applicable to the 
group B commodities in the appendix, in straight or mixed load- 
ings, and $1,395 to Kingman, $1.435 to Chloride, $1.72 to Wi:liams, 
$1.88 to Grand Canyon, $1.755 to Flagstaff, $1.885 to Winslow 
applicable to group A commodities in the appendix. Recom- 
mends award of reparation. The appendix referred to follows: 


Group ‘“‘A:’’ Bananas, berries, currants, grapes, grape fruit, lemons, 
limes, melons, oranges, peaches, pears, pineapples, quinces, fresh 
fruit, N. O. I. B. N., beets with tops, carrots with tops, celery, celery 
roots, corn in the husk, cucumbers, dry garlic, onions with tops, 
parsnips with tops, rhubarb, summer squash, tomatoes, turnips with 
tops, fresh or green vegetables, N. O. I. B. N. Group “B:” Apples, 
cranberries, logan berries, artichoke tubers, beets without tops, cab- 
bage, carrots withou. tops, horseradish roots, onion sets, onions with- 
out tops, parsnips without tops, potatoes other than sweet, pumpkins, 
radishes without tops, sweet potatoes, turnips without tops, winter 
squash, yams. 


COAL TO S. E. MISSOURI 


Examiner E. L. Glenn in a proposed report in No. 21522, 
O. H. Fahrenkopf et al. vs. C. & E. I. et al., and the following 
sub-numbers: Edd Sifford et al. vs. C. & E. I. et al, Bernie 
Lumber Co. vs. C. & E. I. et al, Mississippi County Cotton and 
Grain Co. vs. I. C. et al. and L. A. Schott et al. vs. C. & E. I. 
et al., has recommended that rates on bituminous coal from 
mines in southern Iliinois and western Kentucky to Benton and 
other points in southeastern Missouri be found unreasonable 
and that reasonable rates be prescribed and reparation awarded. 
The mines in southern Illinois and western Kentucky were 
described in Scott County Milling Co. vs. B. C., 113 I. C. C. 675, 
and 146 I. C. C. 559. Apart from the reparation recommenda- 
tion, the examiner said, the Commiss:on should find: 


1. That the rates assailed from mines in the various Illinois 
groups described in the complaints were, are, and for the future will 
be tnreasonakle to the extent that they exceeded, exceed, or may 
exceed the following amounts per ton of 2,000 pounds to the destina- 
tions indicated below: 

Benton, Mo. $ 
Sikeston. Champion, Matthews, Charleston and Bertrand, Mo... 1.63 
DIOMEOT, WOrnse GME BIGOMNGIG, MGs oc cs cccsceciscccccccsccssovses 1 

Lilbourn, M6. 
ee I NN 5 hi6 10:6. 8:0:8 es rodaaviationeedueosaenes 1.99 

2. That the rates assailed from mines in western Kentucky de- 
scribed in the comoulaints to all of the aforementioned destinations, 
were, are, and for the future will be, unreasnoable to the extent that 
they exceeded, exceed, or may exceed the amounts indicated in the 
preceding paragraph, plus 25 cents per ton of 2,000 pounds. 


ROSIN TO CANADA 


Examiner Paul A. Colvin, in No. 15381, Vera Chemical Co. 
of Canada, Ltd., vs. Alabama Central et al., on further hearing, 
has proposed that the Commission shall find that the com- 
plainant paid and bore the freight charges on shipments of 
rosin received by it since January 12, 1924, at Burlington, Ont., 
Canada, from south Atlantic ports and points in Georgia, Ala- 
bama, Flo1ida and Mississippi taking the same rates and is 
entitled to reparation of $3,971.10. Prior reports in this case 
are in 104 I. C. C. 408 and 120 I. C. C. 484. 

In the first report division 3 found that the rates had been 
and would be unreasonable to the extent they exceeded or 
might exceed 51 cents and awarded renaration. In the second 
report the Commission affirmed the division report. 

Neitrer of the reports, the examiner said, contained orders 
for the future. He added that the carriers had not reduced 
the rates to the level recommended as lawful. The delivering 
Canadian lines certified to the payment of charges by the com- 
plainant in connection with Rule V statements. They included 
in the‘r certificate 90 carloads delivered after the first hearing 
in the case January 12, 1924. As to those shipments the ex- 
aminer said the United States lines which participated in the 
transportation objected to proof by affidavit that the complain- 
ant paid and bore the freight charges. Hearing was had on 
that point. The examiner said ihe facts brought out showed 
that the freight charges were paid by the complainant at desti- 
nation, hence h‘'s recommendation that reparation be ordered. 
The rates charged varied from 57.5 to 70 cents. 


PROPOSED REPORTS 


Corn 


No. 21966, Duck River Grain Co. vs. N. C. & St. L. et al. 
Examiner Paul G. Thompson. Carload rate on corn from Den- 
ver, Tenn., to Athens, Ga., is and for the future will be un- 
reasonable to extent it exceeds or may exceed 33 cents, and 
that the rate from Denver to Athens and the rates from the 
L. & N. stations, Henry, Routon, Big Sandy, Danville, McKinnon, 
Stewart, Tennessee Ridge, Erin, Cumberland City, Slayden, 
Van Leer, Cumberland Furnace, Sylvia and Pond, to Athens, 
in so far as the same defendant or defendants participate in 
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the transportation to Athens, from Denver on the one hand, 
and any of the L. & N. stations named on the other, are and for 
the future will be unduly prejudicial to Denver and complainants 
and unduly preferential of such L. & N. stations and of com- 
plainants’ competitors at such stations, to the extent the rates 
from such L. & N. stations to Athens are on a lower basis, 
distance considered, than the rate from Denver to Athens using 
the distance scale set forth in Appendix K-2, Southern Class 
Rate Investigation, as a basis for considering mileage differences, 


Ice Machinery 


No. 22183, Lynchburg Iron & Metal Co. vs. S. A. L. et al. 
Examiner Paul R. Naefe. Complaint dismissed on proposed find- 
ing of applicability as to rates on dismantled ice machinery, 
carloads, Clinton and Abbeville, S. C., to Lynchburg, Va. 


Traveling Crane 


No. 22139, J. B. McCrary Co. vs. A. C. L. Examiner William 
G. Butts. Recommends dismissal on finding applicable rate on 
carload shipment of one traveling crane, St. Petersburg, Fla., to 
Savannah, Ga. 

Wood Charcoal 

No. 22256, Retort Chemical Co. vs. L. & N. Examiner H. C. 
Lawton. Recommends reparation of $1,614.24, with interest, on 
finding rates on wood charcoal, carloads, Mossy Head, Fla., to 
New Orleans, La., unreasonable and unduly prejudicial to extent 
they exceeded 15 cents, minimum 24,000 pounds. 


Iron and Steel 


No. 21911, Southern Traffic & Audit Association vs. I.-G. N. 
et al. Examiner R. M. Brown. Recommends reparation of 
$167.71, with interest, on finding of inapplicability as to rate 
charged on mixed carload iron and steel articles, Buffalo, N. Y., 
to Texas City, Tex. 

Pulp Wood 


No. 21902, Iroquois Pulp & Paper Co. vs. Canadian National 
et al. Examiner C. J. Peterson. Recommends that rates on 
pulp wood from Canadian points named in Canadian National 
tariff I. C. C. No. E-241 and Quebec Central tariff I. C. C. No. 
353, and supplements thereto or reissues thereof to Thomson, 
N. Y., be found not unreasonable but that they subject com- 
plainant to undue prejudice and disadvantage and unduly prefer 
its competitors at Corinth, N. Y., and other points, and that 
for the future they will be unduly prejudicial and prefenential 
to the extent that the rates to Thomson exceed the contempor- 
aneous rates from the same points of origin to Corinth and 
Warrensburgh, N. Y., and also to the extent they exceed the 
contemporaneous rates from the same points of origin to Glens 


Falls, N. Y., by more than 1 cent per 100 pounds. 
Feeder Cattle 
No. 21285, Quinto Ranch Co. vs. Southern Pacific et al. 


Examiner T. Leo Haden. Rates on feeder cattle, Cutter and 
Radium, Ariz., to Kingdom, Calif., unreasonbale to the extent 
they exceeded or may exceed the rates for similar distances 
on the basis prescribed in American National Live Stock Asso- 
ciation vs. S. P., 26 I. C. C. 37, 32 I. C. C. 438, as modified in 
Arizona Cattle Growers’ Association vs. A. Ry. Co., 101 1. C. C. 
181. Reparation proposed. 


Cream 


No. 22018, Hoosier Condensed Milk Co. vs. Boston & Albany 
et al. Examiner Roy E. McKee. Rate on cream in 10-gallon 
cans, in passenger trains, Bluffton, Ind., to Boston, Mass., 
unreasonable for the future to the extent it may exceed $1.215 
per 10-gallon can, minimum 200 cans, refrigeration to be fur- 
nished by and at the expense of the shipper, the rate to include 
the return of the conta.ners to the points of origin. 


Apples 


No. 18876, Henry Snyder vs. Erie et al. Examiner S. V. 
Markley. Dismissal proposed. Finding in the original report, 
146 I. C. C. 619, that a carload of apples, Lake Ariel, Pa., to 
Jacksonville, Fla., had been misrouted by the Southern, on 
further hearing, reversed. 


Road Roller 


No. 22133, W. P. McDonald Contruction Co. vs. Seaboard 
Air Line et al. Examiner Kenneth J. McAuliffe. Rate charged 
on one road roller and parts thereof, Springfield, O., to Brooks- 
ville, Fla., inapplicable. Class N rate applicable beyond Jack- 
sonville, Fla. Reparation of $99.16 proposed. 


Folding Chairs, Etc. 


No. 22080, Louis Rastetter & Sons vs. Santa Fe et al. 
Examiner H. C. Lawton. D‘smissal proposed. Rates charged 


on wooden folding chairs, upholstered only as to seats, and 
wooden folding tables, folded flat, 
Fort Wayne, Ind., 


in bundles, mixed carloads, 


to Los Angeles and San Francisco, Calif., 
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not unreasonable and not in violation of the long-and-short-haul 
provision of section 4 of the interstate commerce act. 


Crushed Stone 
No. 22129, Boscobel Granite Quarries, Inc., vs. Chesapeake 
& Ohio et al. Examiner F. D. Binkley. Dismissal proposed. 
Rates on crushed stone, Boscobel, Va., to Moyock, N. C., not 
unreasonable. Present rate not unduly prejudicial and com- 
plainant not shown to have been damaged by reason of any 
undue prejudice that may have existed. 


Bananas 


No. 21642, John T. Wilkins, trading as Wilkins Wholesale 
Co. vs. Southern. Examiner C. A. Bernhard. Rates on bananas, 
Charleston, S. C., to Hendersonville, N. C., unreasonable to the 
extent they exceeded 59 cents. Reparation proposed. 


Agricultural Implements 


No. 18926, Advance-Rumeley Thresher Co., Inc., et al. vs. 
A. & V. et al. Examiner Harris Fleming. Dismissal proposed. 
Rates on agricultural implements, other than hand, and other 
analogous commodities, in straight or mixed carloads, points of 
origin in defined territories except New England, Kansas City 
and New Orleans territories, to destinations in Texas other 
than in the Jefferson, Marshall and Texarkana districts, not 
unreasonable. This report also embraces two sub-numbers of 
the title complaint, Morrison Supply Co. et al. vs. Santa Fe 
et al.; Axtell Co. vs. Same; No. 21547, Texas Hardware and 
Implement Association et al. vs. A. & V. et al., and a sub-num- 
ber, Same vs. Same. 


Cattle and Sheep 


No. 20867, San Antonio Meat Co. et al. vs. Denver & Rio 
Grande Western et al. Examiner W. A. Disque. Dismissal pro- 
posed. Rates on cattle and sheep, points in Utah on the Den- 
ver & Rio Grande Western to Los Angeles and Pomona, Calif., 
not unreasonable. 


Second Hand Steel Rails 


No. 22125, A. Guthrie & Co. vs. Duluth, South Shore & 
Atlantic et al. Examiner E. J. Murphy. Dismissal proposed. 
Rate on second hand steel rails, Bayard, O., to Negaunee, Mich., 
applicable and not unreasonable or otherwise unlawful. 


Dried Beans 


No. 20206, Arizona Grocery Co. vs. Santa Fe et al. Exam- 
iner C. K. Glover. Dismissal proposed. Rates on dried beans, 
in straight or mixed carloads, points in California to Phoenix, 
Ariz., and rate on beverages and tonics, in straight or mixed 
carloads, Los Angeles, Calif., to Phoenix not unreasonable. 
This report also embraces No. 20208, Same vs. Same. 


Oil Well Supplies and Pipe 


No. 22010, Pure Oil Co. vs. Santa Fe et al. Examiner T. 
Naftalin. Carload rates on oil well supplies and wrought iron 
pipe, Carlsbad, N. M., to Pyote, Tex., unreasonable, the oil well 
supplies rate to the extent its exceeded 54 cents and that on 
the pipe to the extent it exceeded 39 cents. Reparation pro- 
posed to the Pure Oil Co. of $4,049.60. 


B. & O. CONTROL OF B. R. & P. 


Acquisition of control of the Buffalo, Rochester & Pitts- 
burgh Railway Company by the Baltimore & Ohio Railroad Com- 
pany by purchase of capital stock will be in the public interest 
and the Commission should grant the application of the Balti- 
more & Ohio subject to specified conditions, according to the 
views of C. V. Burnside, assistant director of the bureau of 
finance of the Commission, expressed in a proposed report in 
Finance No. 7645. 

The conditions proposed by Mr. Burnside are that, until the 
further of the Commission, the stock of the B. R. & P. shall be 
held in such manner as will readily permit the control of the 
B. R. & P. to be transferred to some other carrier or carriers, if 
later determined by the Commission to be required by the pub- 
lic interest; that all routes and channels of trade via existing 
gateways now employed for the movement of traffic of the B. R. 
& P. shall be kept open and efficiently maintained, so far as 
within applicant’s power, unless otherwise authorized by the 
Commission; and that, until the further order of the Commis- 
sion the operation, accounts and statistics of the B. R. & P. 
shall be maintained in such manner as to preserve the con- 
tinuity of records for purposes of comparison. 

The Baltimore & Ohio by contract dated March 1, 1929, 
according to the report, agreed to purchase, subject to the Com- 
mission’s approval, from the Allengheny Corporation, $43,024 
Shares of the 6 per cent noncumulative preferred stock, and 
96,927 shares of the common stock of the B. R. & P., these 
amounts constituting 84.82 per cent of the outstanding stock of 
that company. The additional shares not covered by the agree- 
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ment amount to 16,967 shares of preferred and 8.073 shares of 
common stock. The purchase price of the contract shares is $14,- 
263,216.07, plus interest at 6 per cent from date of agreement to 
date of settlement, less dividends paid, with interest from date 
of payment. 

Mr. Burnside refers to denial by the Commission in Finance 
No. 5656, of the application of the Dslaware & Hudson for 
authority to lease the B. R. & P. decided December 13, 1927. 

The report says the B. & O. represents that it has enjoyed 
close relationship with the B. R. & P. for nearly thirty years 
under contracts giving the latter the right to use the B. & O. 
line between Butler and New Castle, where the B. R. & P. has 
constructed its own terminals, and between Ribold Junction 
(near Butler) and Pittsburgh, with joint use of the applicant’s 
stations and facilities in Pittsburgh. These contracts give the 
B. R. & P. the rights of an originating carrier in Pittsburgh and 
New Castle. They were renewed in 1918 for a preiod of twen- 
ty-five years. The B. & O. represents that the proposed control 
will afford opportunity for substantial economies through in- 
creased coordination of operation. 


Chicago-New York Short Line 


“Another important consideration urged by the applicant is 
that through acquisition of control of the B. R. & P. its plant for 
the establishment of a new short line between Chicago and New 
York will be promoted,’ says Mr. Burnside. “As stated in the 
report in No. 5656, this plan contemplates the inclusion in the 
new route of about 80 miles of the line of the B. R. & P. be- 
tween Butler and Dubois, Pa. The proposed route would consist 
of the present line of the applicant from Chicago through New 
Castle to Butler, thence over the B. R. & P. to Dubois, thence 
over other existing lines or by new construction, or a combina- 
tion of the two methods, to Williamsport, and thence by the 
Reading and the Central of New Jersey to New York. As the 
applicant has large financial interests in the two carriers last 
named, the entire route from Chicago to New York, except for 
the 120 miles from Dubois to Wil'iamsport, would be over appli- 
cant’s lines or over roads in which it is largely interested. This 
proposed route, it is pointed out, would pass north of Pittsbureh 
and would thus reduce the congestion in that area. It would be 
from 75 to 80 miles shorter than applicant’s present route, and 
would in fact be shorter than any other route between Chicago 
and New York, except that of the Pennsylvania, and would be 
only 4 miles longer than that. It would also have an advantage 
over the Pennsylvania route in that its maximum elevation 
would be 1,525 feet, as against a maximum of over 2,000 feet on 
the Pennsylvania. Applicant represents that establishment of 
this new route would avoid the necessity of an experd'ture on 
its lines just west of Pittsburgh of between $30,900,000 and 
$40,000,000. Should the applicant fail to secure trackage richts 
over the existing lines between Dubois and Williamsport, it 
would construct its own line to the extent necessary to bridge 
this gap.” 

‘. So far as competition for the haul of particular shipments 
is concerned, the relations of the applicant and the B. R. & P. 
are complementary rather than competitive, according to the 
report. 

Mr. Burnside reviews the contentions of the Delaware & 
Hudson, the Pennsylvania, the Wabash and the Pittsburgh & 
West Virginia in opposition to the application. 

“The contention of the interveners that permanent disposi- 
tion of the B. R. & P. is not justified by the present record is 
no doubt sound,” says he. “However, it does not follow that 
a decision upon this application should be controlled by the 
action taken upon the application of the Delaware & Hudson 
looking to a lease of the B. R. & P. The reasons for that action 
were stated in the report, 131 I. C. C. 750, but it may be men- 
tioned here that the properties of the Delaware & Hudson and 
the B. R. & P. had no direct connection and their traffic and 
geographic relationships were not so close as between the appli- 
cant and the B. R. & P. 

In appraising the merit of the B. & O. application its rela- 
tionship to the proposed new route between New York and 
Chicago, evidently deemed of much importance by the appli- 
cant, must be practically disregarded, says Mr. Burnside. 


General Unification Situation 


“The record,” continues he, “affords no basis for even a ten- 
tative conclusion as to the necessity of the particular route pro- 
posed, as a part of the general transportation system, notw’‘th- 
standing its very apparent value as a proposed part of the 
applicant’s system. Applications are now pending before the 
Commission, which brings into issue not only the disrosition of 
the B. R. & P., but also that of other and more important lines 
upon which the applicant depends for the consummation of its 
plan. These applications conflict in many other respects end 
their disposition will require a broad survey of the transporta- 
tion situation in the east. However, the advantages in economy 
and efficiency here indicated as possible through the greater 
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coordination of operations of joint facilities, if effected without 
serious impairment of service, should be realized, whatever the 
final disposition of the latter company. To secure this public 
benefit, and others which will be promoted by more complete 
identity of interest, the application should be granted, but with 
the condition, among others, that pending the further order of 
the Commission the stock of the B. R. & P. must be held in such 
manner as will readily permit the control of the B. R. & P. to 
be transferred elsewhere. 

“In reaching this conclusion but little weight can be given 
to the element of public interest involved in the proposed de- 
velopment of incréased traffic between Buffalo and Baltimore 
via the B. R. & P. It is borne in mind that the route has long 
been in existence, apparently without the development of much 
traffic. It passes through Pittsburgh and is some 200 miles 
longer than that of the Pennsylvania. The operating charac- 
teristics of the latter are not shown of record, but it appears 
that there are a considerable number of heavy grades on the 
B. R. & P., principally against southbound traffic. For a dis-- 
tance of about 40 miles southeast of Buffalo the ruling grade is 
89 teet per mile, equivalent to 1.69 per cent, and other grades 
are nearly as severe. The utility of the B. R. & P. as a route 
to points to the south and southwest, reached more directly by 
way of the apzlicant’s system, is more apparent.” 

With respect to the intervention of the Mt. Jewett, Kinzua 
& Riterville Railway Company for the purpose of obtaining 
inclusion of its line in the B. & O. system, Mr. Burnside says 
that in the present case the control authorized should be re- 
garded for the present as temporary in character, and the dis- 
position of the intervener’s line and of any other short lines in 
similar position should be deferred pending a more permanent 
allocation of all lines involved. Further proceedings would in 
any event be necessary, says, he, as the Commission can not 
upon the present ex parte showing determine whether or not 
the intervener’s line should be continued in operation. 


FOURTH SECTION IN THE SOUTH 


In a letter to members of the Southern Traffic League, 
M. M. Caskie, executive secretary of that organization, has 
raised the question whether the southern railroads, in fourth 
section application No. 13918, filed by Speiden, have departed 
from their announced determination, made about ten years ago, 
to forego asking for fourth section relief on account of water 
competition. In this application they ask for permission to 
make rates on commodities from the Ohio and Miss’‘ssippi River 
crossings and points in official classification territory to south 
Atlantic ports, Miami, West Palm Beach and Tampa, Fla., and 
adjacent points, “which will bear a just and reasonable relation- 
ship” to the rates contemporaneously applicable via rail-water 
and rail-water-rail routes through north Atlantic and Virgin’a ports 
and permit them to compete, via the all-rail routes, with the 
rail-water and rail-water-rail rates which were established pur- 
suant to the decision in the southern class rate case, 100 I. C. C. 
513, and later reports, w:thout reducing the rates at inter- 
mediate points. The rates at intermediate points, they point 
out, were also established as a result of the case mentioned. 

The southern lines assert that the tonnage for which they 
were formerly able to compete is fast disappearing. There- 
fore, they assert, they are compelled to “approach this hon- 
orable Commission for assistance and relief.” 

Speiden’s applicat‘on shows that the southern lines, by 
means of negotiations with their connections, have tried to come 
to an agreement upon a basis for making competitive rates, but 
have been unsuccessful. In a spirit of compromise, the petition 
says, a majority of the southern carriers suggested and still 
suggest “that the ra 1-water and rail-water-rail rates from points 
in official classification territory east of a line drawn from Chi- 
cago, lll., through Indianapolis, Ind., to Cincinnati, O., be made 
the following differences under the prescribed or approved all- 
rail rates: Classes, 1, 10; 2, 9; 3, 7; 4, 6: 5, 5; 6, 4; 7, 4; 8, 3; 
9, 3; 10, 2; and that rates via the rail-water and rail-water-rail 
routes from points on and west of the line described be made 
the same as the contemporaneous all-rail rates which were 
prescribed or approved in the Southern Class Rate Investigation.” 

This application has been set for hearing at Jacksonville, 
Fla., on November 5, before Examiner M. L. Boat. 

The Caskie letter recites the fact ahout the southern car- 
riers announcing a determination not to ask for fourth section 
relief on account of water competition as a background for his 
further declaration that southern shippers, since then, have 
spent about $250,000 attending hearings and conferences inci- 
dent to the placing of rates in the south on a “dry land basis,” 
while the Commission has spent other hundreds of thousands 
on that work. Continuing, the Caskie letter says: 


In view of the carriers’ petition shall we proceed as we have 


heretofore, under the assumption that the carriers will not ask for 
fourth section relief to meet water competition, or shall we return 
to the old order of things and make water competition a controling 
Undoubtedly the 


influence in the making of rates in the south? 
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carriers, under the law, have the right to ask for relief to meet 
actual, forceful, compelling water competition. The act does not 
grant shippers any right to petition for fourth section departures 
and the Commission would have no authority to entertain a pe- 
tition arising form the shipper. The relief is granted to the carriers 
and not the shipper. It was only because the carriers said they did 
not, in the future, desire fourth section relief to meet water com- 
petition that we organized our forces and incurred enormous ex- 
penses to meet their new rate proposals. 


FARM PRICE INDEX DECLINES 


The index of the general level of farm prices, at 141 per 
cent of the pre-war level on September 15, was 2 points lower 
than on August 15 and the same as a year ago, according to 
the Bureau of Agricultural Economics, U. S. Department of 
Agriculture. The decline from August 15 to September 15 is 
attributed to moderate declines in the prices of all meat ani- 
mals, except veal calves, and lower farm prices of apples, pota- 
toes, cottonseed, rye, barley, wool, and chickens. The farm 
price of flaxseed, however, advanced to the highest level on 
September 15 since August, 1920. Egg prices also showed a 
sharp seasonal advance. 

Changes in the indices of farm products from August 15 
to September 15, by groups, were as follows: Poultry products 
advanced 14 points, while dairy products and grain each ad- 
vanced 2 points. Meat animals declined 9 points, cotton and 
cottonseed, and fruits and vegetables showed no change. 

The farm price of hogs at $9.53 a hundredweight on Sep- 
tember 15, was approximately 14 per cent lower than a year 
ago. The farm price of beef cattle made an additional decline 
of approximately 4 per cent from August 15 to September 15, 
accompanied by a continued increase in receipts. The United 
States average farm price of wheat on September 15 was nearly 
19 per cent higher than a year ago. Forecasts and estimates 
of 1929 wheat production in 29 countries show an 8 per cent 
reduction in the size of the crop from that of last year. 


1928 BANNER LIVE STOCK YEAR 


“In general, the year 1928 may be characterized as one of 
the outstanding years in the history of the live stock industry,” 
declares the Bureau of Agricultural Economics, U. S. Depart- 
ment of Agriculture. “As measured by total income to pro- 
ducers, by apparent profits, and by the general level of prices 
of all meat animals, the year was more favorable than 1927; in 
fact, it was the most favorable year of the postwar period. 

“The situation in the sheep industry was somewhat better 
than in 1927 and was one of the most profitable years on record. 
The relatively unsatisfactory conditions in the hog industry 
were more than offset by the favorable conditions in the cattle 
industry. Conditions in the hog industry were slightly below 
average, whereas conditions in the sheep and cattle industries 
were considerably above average. 

“Although prices for commodities purchased by farmers 
were slightly higher in 1928 than in 1927, the higher general 
level of live stock prices offset this increase. The purchasing 
power of live stock was not only considerably higher than in 
1927, but was also the highest since war time. The situation of 
the live stock industry as a whole was more favorable than that 
of most other major agricultural enterprises.” 

The Live Stock Review for 1928 has been published by the 
Department of Agriculture as Miscellaneous Publication No. 54, 
copies of which may be obtained from the department at Wash- 
ington, D. C. 


HOCH-SMITH IRON AND STEEL 


Averring that the scales prescribed by the Commission in 
No. 17000, part 6, iron and steel articles, will reduce their annual 
aggregate revenues in official territory to the extent of at least 
$2,500,000, respondent carriers in Trunk Line, New England and 
Central Freight Association territories have petitioned the Com- 
mission for reargument, reconsideration and/or rehearing, in 
respect of the following matters: 

The level of the scales prescribed as maximum reasonable rates 
between all points in official classification territory. 

The port differentials. 

The failure to prescribe the classification basis as the maximum 
reasonable basis for rates between points within New England. 

The finding that an arbitrary of 2 cents per 100 pounds is the 
maximum which may be added for interchange service between trunk 
— New England territories on traffic moving via New York 

arbor. 

The insufficiency of the relief granted, and the relief necessary, 
under the fourth section of the interstate commerce act. 


The carriers assert that the fourth section order entered by 
the Commission “destroys and distorts the rate structure pre- 
scribed by the Commission.” 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


sta anand 


i aniak sae 


ila ome 


CRE LOU ea Cia 26>" 


v& 








Octo 
— 


ern | 
took 
redu 
requ 
ing | 
activ 
repo 
woul 
that 
prop 
of n 
The} 
incre 
thos: 
for — 


for t 
for 1 
com) 
disci 
The} 
Rais 
Dak« 
Jess! 
Caps 
west 


Cour 


and 

Bon! 
Heal 
Dake 


Oreg 
of V 


Asse 
ciati 
son, 


Mar! 
u. NV 
Loui 
Chal 
Db: € 


W. | 


Ken 
onw 
cien 
able 
load 
had 

carl 
rail 
rate 
1914 
whit 


obte 


und 
prie 
had 
now 
of t 
had 
of t 
of ¢ 
of i 
less 
SO @ 
low. 
stat 
obte 
indi 


low 
wou 
ciot 





, No, 14 
—_- 


to meet 
does not 
>partures 
n a pe- 
carriers 
they did 
ter com- 
10US ex- 


141 per 
s lower 
ding to 
nent of 
r 15 is 
pat ani- 
'S, pota- 
e farm 
evel on 
owed a 


gust 15 
roducts 
ach ad- 
on and 


yn Sep- 
a year 
decline 
ber 15, 
United 
nearly 
timates 
er cent 


one of 
lustry,” 
Depart- 
to pro- 
prices 
B27: in 
od. 

better 
record. 
idustry 
» cattle 
below 
ustries 


armers 
reneral 
-hasing 
han in 
tion of 
in that 


by the 
No. 54, 
Wash- 


sion in 
annual 
t least 
id and 
> Com- 
ng, in 


e rates 


ximum 
l 


‘is the 
2 trunk 
vy York 


essary, 


red by 
e pre- 


spen- 
AILY 
to be 





LEW deb rpee EN. tl 


: 
4 
= 
Z 
3 
5 
4 
3 
‘ 
ef 
& 
4 
% 
ze 


awe 


ae 


oa 








October 5, 1929 


HOCH-SMITH LIVE STOCK 
The Trafic World Washington Bureau 


Arguing in No. 17000, part 9, Hoch-Smith live stock, west- 
ern district rates, beginning on October 1, the western railroads 
took the position that the Hoch-Smith resolution, if it required 
reduction in rates on account of depression, by the same sign 
required increases when there was no depression; that the rais- 
ing of live stock was now the most prosperous of agricultural 
activities; and that the increases resulting from the proposed 
report of Examiners Parker and Stiles in this case, if any, 
would be negligible. They insisted that they were entitled, now 
that there was no depression, to a substantial increase, their 
proposal being, if no mileage scale was adopted for the making 
of new rates, an increase of 20 per cent on the present rafes. 
They declared that in the last fifteen years there had been no 
increase in live stock rates except the general increases and that 
those increases were based upon a low level of rates existing, 
for various reasons, before 1914. 

Five days were assigned to live stock, four being reserved 
for the western part of the Hoch-Smith proceeding and the fifth 
for the eastern part of the case. Ten representatives of state 
commissions sat with the federal body at the beginning of the 
discussion when the western railroads set forth their position. 
They were: Otto Bock, Colorado; Guy Corey, Oregon; J. W. 
Raish, South Dakota; F. P. Woodruff, lowa; Fay Harding, North 
Dakota; Amos A. Betts, Arizona; Hugh Williams, New Mexico; 
Jesse W. Greenleaf, Kansas; C. B. Terrell, Texas, and Frederick 
Capshaw, Oklahoma. Assignments of time for argument in the 
western part of the case were announced as follows: 

Carriers: K. F. Burgess, D. F. Smith, J. L. Lyons, M. L. 
Countryman, R. S. Outlaw, and C. M. Spence. 

For security holders: E. S. Ballard and G. Clark. 

States: J. E. Benton, National Association: U. G. Powell 
and H. La Master, Nebraska; J. H. Henderson, Iowa; J. T. 
Bonner, Minnesota; E. M. Hendricks, North Dakota; M. J. 
Healy, Kansas; V. E. Smart, Missouri; D. L. Kelley, South 
Dakota; P. A. Walker, Oklahoma; F. Chatterton, Wyoming; 
J. M. Lampert, Idaho; J. F. Shaughnessy, Nevada; W. P. Ellies, 
Oregon. 

Producers: A. M. Geary, northwestern producers and state 
of Washington; J. Curry, California Cattlemen’s Association; 
H. W. Prickett and F. R. Marshall, National Wool Growers’ 
Association; C. E. Blaine, American National Live Stock Asso- 
ciation; J. H. Mercer, Kansas Live Stock Exchange; F. S. Jack- 
son, Producers and Missouri River Markets. 

Markets: F. S. Jackson, Producers and Missouri River 
Markets; J. H. Tedrow, Kansas City; D. L. Kelley, Sioux Falls; 
L. M. Pexton, Denver; H. R. Park, Chicago; T. L. Phillips, St. 
Louis; H. D. Driscoll, S. W. Markets; A. M. Corp., Wichita 
Chamber of Commerce; C. H. Brooks, Wichita Stock Yards; 
D. C. Smith, Wichita Stock Yards. 


Packers: P. E. Blanchard, Armour; R. D. Rynder, Swift; 
\W. H. Wagner, Interior Iowa; G. P. Boyle, Cudahy. 

Although speaking specifically only for western trunk lines, 
Kenneth F. Burgess discussed the subject generally from 1914 
onward. Livestock, he said, had not contributed to the effi- 
ciencies and economies by means of which railroads had been 
able to keep themselves going, in the way of increased car- 
loading and heavier train tonnages. On the contrary, shippers 
had asked for lowered minima instead of helping in heavier 
carloading as they had done in respect of other freight. The 
railroads, he said, had tried several times, to obtain increases in 
rates to get away from the very low level that prevailed before 
1914 and after by reason of facts prior to that year, some of 
which he recited, but had been unsuccessful. 


“None of the reasons for denying our former efforts to 
obtain increases,” said Mr. Burgess, “exist in this case.” 

Reviewing the case made by the railroads he said that 
under the head of economic conditions and financial needs, 
prices and so forth, the depression years of 1820 and 1921 
had been succeeded by better years to such an extent that 
now the cattle industry was regarded as the most prosperous 
of the major agricultural activities. He said that if anything 
had come back livestock certainly had and that if the mandate 
of the Hoch-Smith resolution called for reductions in the years 
of depression, that mandate equally required taking cognizance 
of improvements to the normal. Cost studies, he said, regard- 
less of the makers, when made on a reasonable basis and made 
so as to include all items, showed that livestock rates were too 
low. Examining cost studies made by the shippers and by 
States, he pointed out the omissions that had been made to 
obtain the results set forth for which it was claimed that they 
indicated that the rates were not too low or were too high. 

The basis proposed by the examiners, he said, was too 
low and the theory that increases in the short haul rates 
would compensate for reductions in long haul rates was falla- 
cious. Their basis, if it yielded any increase in revenue, he 
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said, would produce only a negligible one. He particularly 
criticized the proposal of the examiners to provide a transit 
rule that would allow cattle to move out from markets “at the 
balance of the through rate” as certain to cause a big cut in 
carrier revenue. Their proposal to cut the minimum on stocker 
or feeder cattle from 22,000 to 20,000 pounds, he said, would 
not contribute to car efficiency. 

Rates proposed by the examiners were intrinsically too low - 
said C. B. Smith, presenting the views of the mountain-Pacific 
carriers. What had been proposed for short hauls, he said, 
would not in fact or in law correct the faults of the proposal 
for long hauls. He devoted himself particularly to the sheep 
rates which were converted from per car rates to rates per 100 
pounds by the use of a minimum of 23,000 pounds, which, he 
said, everybody knew was a minimum that could not be loaded 
but was used, on the instance of shippers, so as to keep down 
the rates per 100 pounds. Now, he said, the examiners, not- 
withstanding the undisputed fact, proposed to cut the minimum 
to 20,000 pounds. 

Mr. Smith laid down the proposition that the Hoch-Smith 
resolution required an increase. The rates proposed on cattle, 
he said, were about the same as those in effect in 1921, when 
a 20 per cent reduction was made on account of depression, and 
only about 18 per cent over 1916, although the unit cost of 
transportation, since 1916, he asserted, had increased about 48 
per cent. 

“If live stock is to have that much of a discrimination, what 
industry is going to bear it?’ asked Mr. Smith. “I don’t think 
you will find any volunteers.” 

Livestock rates, according to J. L. Lyons, speaking for the 
Southern Pacific, even without considering the reductions made 
in 1921, had for a long time been relatively too low. Every test 
that could be applied, in his view, indicated that they should be 
raised. 

The rates proposed by the examiners, said M. L. Country- 
man, presenting the view of the northern transcontinental lines, 
spelled disaster for those carriers. They would give car revenues 
lower, he said, than the rates on cement and coal, although a 
carload of livestock was worth $3,000, while a car of coal was 
worth about $340 and a carload of cement something more than 
$400. He reveiwed the proposals in detail, bringing them into 
comparison with rates as they were and as they are now. 

R. S. Outlaw, for the southwestern lines, said those carriers 
were seeking to have the rates put upon a compensatory basis 
and into proper relationship with other rates. He said they 
were asking for column 30 rates prescribed in the Consolidated 
Southwestern case with the addition of the differentials for hauls 
in differential territory, with treatment for inter-territorial rates 
on appropriate bases. The examiners, by proposing one scale 
for the whole territory, the speaker said, proposed to ignore 
the needs and rights of the southwestern lines. The proposal, 
he said, would go so far as to make serious reductions in the 
rates prescribed by the Commission in the National Live Stock 
Association case, in which the Commissicn, in purported com- 
pliance with the Hoch-Smith resolution, made reductions admit- 
tedly not required by the first section. C. M. Spence treated 
the differential phase of the southwestern part of the case. 


E. S. Ballard, for the committee of security holders working 
for a fair return for the carriers, said that that committee rep- 
resented the holders of $635,000,000 worth of bonds of western 
trunk line carriers. The committee, he said, was opposed to 
the report of the examiners because it proposed a reduction 
in the revenues of carriers not earning anywhere near the fair 
return contemplated by law and because their report was op- 
posed to the request of carriers for an increase of $5,000,000 on 
this traffic. 

Answering a question by Commissioner Taylor, Mr. Ballard 
said that the committee would be opposed to any report pro- 
posing anything less than the amount for which the carriers 
had asked. The examiners, he said, had proposed a reduction 
in the face of the fact that the western trunk lines were far from 
earning the fair return. The failure of those carriers to have 
the fair return, he said, was resulting in a retarding of devel- 
opment and a serious distortion of the financial structure of the 
carriers pointing to serious results. 

The security holders, as represented by Mr. Ballard, painted 
a gloomy condition in western trunk line territory. Commis- 
sioner Taylor wanted to know whether prices of the stock of 
railroads did not reflect their prosperity. Mr. Ballard assented 
to that, pointing out that twenty years ago the stock of the 
Chicago & North Western was selling at more than $25) a 
share while at present it was less than par. Their financial 
structure, he said, in answer to a question ty Chairman Lewis, 
was as bad as if not worse than that of the Milwaukee, to which 
the Commission called attention when the Milwaukee receiver- 
ship had to be considered by the Commission. Under the new 
law of New York defining what were proper securities for sav- 
ings banks to buy, he said, more of the bonds of the western 
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trunk line roads were put into the prohibited list than under the 
old law. The railroads, he asserted, on account of their inability 
to obtain rates giving them anywhere near a fair return were 
unable to obtain capital on fair terms to make necessary im- 
provements. 

G. Ciark, also for the security owners, likened the report 
of the examiners to the summing up of the facts and the law 
by the judge in the Loeb and Leopold case. 

“He made an accurate summary of the facts and the law,” 
said Mr. Clark. ‘Then in a three-line paragraph he said the 
law should not take its course.” 

here was no dispute, he declared, as to the facts. The 
report of the examiners, he said, set forth all the facts needed 
by the Commiss.on to know that the mandate of the law was 
being ignored in the recommendations of the examiners that 
rates be made that would yield just a little more than cost in 
the face of the fact that the roads, for a long time, had not 
had proper rates. One fact he brought out to illustrate his 
point was that in the peviod, 1916-26, the Chicago & North 
Western invested $142,000,000 of new capital only to find itself 
with $8,000,000 less return than before it made the expendi- 
tures. He asked the commiss.oners if they, were they sitting 
as a board of directors of that corporation, could approve rec- 
ommendations of the road’s chief engineer to undertake the 
expenditure of $20,000 000 more in an effort to bring the road 
into the cond.tion of railroads in all parts of the country around 
western trunk line territory. 

“The situation is unlawful,” said Mr. Clark. “The rates 
proposed are intrinsically too low. The law makes it obliga- 
tory on you to initiate rates to give a fair return. We say re- 
ject this report and give the railroads the 20 per cent increase 
for which they ask.” 

Maintaining an adequate system of transportation, the man- 
date of the law, he said, did not mean maintain in the present 
condition as if this were a static age. This, he said, was a 
dynam’c age and to maintain in such an age, he asserted, 
meant to have the railroads keep pace with the country in all 
aspects. 

Commissioner Farrell suggested the possibility of rates 
higher than the traffic could stand. Commissioner Woodlock 
wanted to know whether that quest’on was raised in the progress 
of the case. Mr. Clark said it had not been, but that it was 
obvious that if rates were made higher than the traffic could 
bear, the result would be a reduct’on in revenue. The Com- 
miss‘on, he said, could meet the situation by approving the 
proposed report in the grain case and rejecting the reports in 
the livestcck and class rate cases. The three, he declared, 
were parts of one case. 


Benton Insists on Letter of the Law 


John E. Benton, general solicitor for the National Associa- 
tion of Railroad and Utilities Commissioners, in behalf of the 
states involved in the case, declared that the live stock and the 
grain rate cases presented the issue whether the railroads were 
more powerful than the government. The Hoch-Smith resolu- 
tion, he dec'ared, directed the establishment for the products 
of agriculture of the lowest possible lawful rates “with the 
utmost possible expedition” and was adopted five years ago. 
Instead of reducing rates, Mr. Benton said, the railroads of 
the western district had attempted to raise rates, including those 
on farm products. Nothwithstanding denials of their attempts 
to raise rates, he declared they were still refusing reductions 
and demanding increases in the grain and live stock Cases. 
He protested against the acceptance of the report of the exam- 
iners in the l've stock case on account of the increases recom- 
mended. He sa‘d the Commission should order reductions. 

The Hoch-Smith resolution, Mr. Benton said, called for 
a reduction of agricultural rates to the lowest constitutional 
minimum. He said that the Commission in several minor cases 
hed already determined that the purpose of the resolution was 
to put products of agricullure in the category of most favored 
commodities in rate making. Now the carriers were demanding, 
he said, that the Commission change the construction it had put 
upon the resolution and establish maximum instead of minimum 
rates. 

In closing, Mr. Benton said the Commission had no respon- 
sibility for the rate-making policy directed by Congress in the 
Hoch Smith resolution, but that it did have responsibility for 
executing the will of Congress by carrying the policy into effect 
so far as it could. If it should fail now, he said, to make orders 
in accordance with its prior construction. which would carry 
out the evident will of the Congress, the blame for the failure 
of the relief to agriculture which Congress sought by the resolu- 
tion to give would rest on the Commission. 

After Mr. Benton had finished his fairly long general state- 
ment in behalf of the states, short periods of time were given 
to the representatives of particular states to express their ob- 
jections to the proposed report. No one approved the proposed 
report of the examiners as a whole. The greatest volume of 


objection was to the proposal of the examiners for relatively 
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high rates for short hauls. Paul A. Walker, for the Oklahoma 
commission, pointedly opposed the short haul proposition as de- 
structive of local packing plants. Such plants, he said, were 
needed in the west and southwest to permit of the breaking up 
of the large ranches into farms and the diversification of crops 
to provide the population that would use the products of owner- 
operated farms. His thought was that the commission should 
take the so-called 1716 scale and the scale it prescribed in the 
American National Live Stock Association case and build one 
of its own. 

The state speakers were U. G. Powell and H. A. LaMaster, 
Oklahoma; J. H. Henderson, Iowa; E. M. Hendricks, North Da- 
kota: M. J. Healey, Kansas; V. E. Smart, Missouri; D. L. Keiley, 
South Dakota, and C. E. Phillips, Minnesota. 

Representatives of western states and live stock shippers 
paid much attention to the rates for long hauls that would 
result from the adoption of the scale proposed by the examiners. 
They contended broadly that the scale would make rates for 
distances in excess of 600 miles that would place them at 
serious disadvantages and be in disregard of the primary object 
of the Hoch-Smith resolution. C. Draper, representing Wyoming, 
said that that state wanted to be put into the prairie-state-part 
of the case instead of in the mountain-Pacific. Answering a 
question from the bench, he said, Wyoming did object to the 
line drawn in Ex Parte 74 by which Wyoming was put into 
mountain-Pacific territory. 

“You want to be put where the facts warrant regardless of 
that case or any other, don’t you?” asked Commissioner Betts 
from the bench of the state commissioners. 

Mr. Draper assented to that and pointed to facts which he 
said supported Wyoming’s contention that it should be classed 
with the prairie and not the mountain states. 

J. M. Lampert, for Idaho, asserted that that state would be 
penalized by reason of the supposed favor on short haul traffic 
and said that the scale proposed for the mountain-Pacific part 
of the territory was based on the assumption that there was 
great expense attached to the climbing of mountains. His ter- 
ritory, he said, loaded cars heavily but that the examiners pro- 
posed to penalize it on account of the “prima donna, tempera- 
mental loading of the corn belt states.” He asserted that 
Idaho had to ship to the east on the long haul rates and that 
the short haul rates would do them no good. 

Similar ideas were expressed by W. P. Ellis for Oregon; 
A. M. Geary, for Washington, and Pacific northwest producers; 
J. F. Shaughnessy, for Nevada, and H. W. Prickett, for the Na- 
tional Wool Growers’ Association. The last mentioned pro- 
posed a minimum of 20,000 instead of the higher minimum rec- 
ommended by the examiners. He said that 90 per cent of the 
shipments made by the sheep industry were of lambs and de- 
nied the accuracy of a suggestion from the bench that lambs, 
now, were about as heavy as were the sheep when the pre- 
ponderance of lamb shipments was not so great. The long dis- 
tance rates proposed by the examiners, he said, were too high 
in comparison with the rates for short distances. He suggested 
a scale about 23 per cent of first class adopted in the Consoli- 
dated Southwestern Cases. 

Assignment of time to discuss the eastern part of the case 
was announced before the conclusion of arguments on the 
western phase of the case as follows: 

Carriers—C. R. Webber, Baltimore & Ohio; Guernsey Orcutt, 
Pennsylvania; L. P. Day, New York Central; M. B. Pierce, 
Erie; E. D. Mohr, Louisville & Nashville; and J. W. Carmalt. 

Complainants, etc.—R. D. Rynder, Swift & Co.; K. K. Gart- 
ner, individual slaughterers; C. B. Heinemann, Kennet-Murray 
Bvying Organization and Louisville Live Stock Exchange; E. 
M. O’Bryan, Allied Packers, Inc.; P. E. Blanchard, Armour & 
Co.; W. H. Wagner, Interior Iowa Packers; G. P. Boyle, Kingan 
Co.; T. L. Phillips, St. Louis; J. H. Tedrow, Kansas City; C. E. 
Childe, Omaha. 


REORGANIZATION OF COMMISSION 


Settlement of rate controversies by conference and coopera- 
tion instead of by litigation as one means of lightening the 
burdens of the Commission is being considered by the subcom- 
mittee on powers and duties of the Commission, appointed by 
the Chamber of Commerce of the United States. A _ report 
is to be submitted to the Chamber’s railroad committee early in 
November, according to present plans. 

The subcommittee is making a study of the existing system 
of railroad regulation, with a view to developing a constructive 
plan for relieving the Commission of some of its present un- 
necessary burdens, according to the Chamber. It has been 
studying the Summers bill which embodies the Commission’s 
plan for delegation of authority to individual commissioners or 
boards of employes. 

Several plans, according to the Chamber, suggested for 
cooperation between the Commission, the railroads and the 
shippers in an organized effort to settle rate controversies 
whenever possible by conference and cooperation instead of by 
litigation, have been considered by the subcommittee. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





REGULATION OF COMMON CARRIER 


(Court of Civil Appeals of Texas. Beaumont.) The prin- 
ciple of estoppel cannot be invoked against right of a carrier to 
collect legal rate of freight charges established by Interstate 
Commerce Commission for shipments in interstate commerce.— 
Texarkana & Ft. S. Ry. Co. vs. Brewer, 19 S. W. Rep. (2d) 334. 

Where shipper consigned car of wood in interstate com- 
merce to himself at B., Tex., with directions to notify W. C. B., 
and on arrival of wood W. C. B. refused to accept it, and shipper 
thereafter sold wood to W. F. B., who had car diverted to plain- 
tiff railroad for shipment to C., Tex., initial carrier having sur- 
rendered original bill of lading to shipper and issued new bill of 
lading to W. F. B., interstate character of shipment terminated, 
and original contract for transportation was completed, when 
car reached B., and W. F. B. was liable only for transportation 
for subsequent intrastate shipment from B. to C.—Ibid. 


*O+-@: 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of New York.) Where passenger in- 
formed baggagemaster that merchandise which he was checking 
as baggage was to be sold upon the road and paid charge for 
excess value, and carrier transported it as sample baggage in- 
stead of as freight, carrier held liable where merchandise was 
lost or stolen, under tariff rule 19, imposing double normal rate 
where error is made, since meaning of rule is that, where arti- 
cles not baggage are transported as such through excusable mis- 
take, passenger must pay double the normal rate, but contract 
stands.—Araje vs. Pennsylvania R. Co., 167 N. E. Rep. 497. 


CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas. Eastland.) True measure 
of damages for negligent delay of carrier in transporting cattle 
held to be difference in market value of cattle at time and in 
condition they should arrive at destination, had they been trans- 
ported without negligence, and market value at destina‘ion at 
time in the condition cattle actually arrived.—Texas & P. Ry. 
Co. vs. Bufkin, 19 S. W. Rep. (2d) 343. 

In action for damages caused by negligent delay in trans- 
porting cattle, it was error to submit question of damages to jury 
without proper instruction by which to measure them with legal 
accuracy.—Ibid. 

It was error to give a general charge on the burden of proof 
when the case was submitted by special issues.—Ibid. 

In shipper’s action for damage to cattle during transit, sub- 
mission in single special issue of questions of whether carrier 
failed and refused to transport cattle in the usual and ordianry 
time of passage, and whether the failure and refusal was negli- 
gence, was error, under Rev. St. 1925, art. 2189, requiring special 
issues to be separately submitted.—lIbid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing, Co.) 





(Circuit Court of Appeals, Third Circuit.) Law raises pre- 
sumption of unseaworthiness of vessel when she sinks without 
any known reason.—S. C. Loveland Co., Inc., vs. Bethlehem Steel 
Co., 33 Fed. Rep. (2d) 655. 
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When lighter filled with water and sank with cargo without 
apparent reason and owner thereof, in libel proceedings by ship- 
per, set about to prove lighter’s seaworthiness, issue of sea- 
worthiness within carrier’s implied warranty of seaworthiness 
was one of fact.—Ibid. 

Evidence of previous good condition of vessel is of some 
probative value and is adm/‘ssible in rebutt'ng presumption of 
unseaworthiness resulting from unexplained sinking of vessel, 
but is of itself insufficient to rebut presumption.—Ibid. 

To rebut presumption of unseaworthiness of vessel sin'’ing 
without apparent reason, carrier must show affirmatively that 
damage was caused by a peril at sea or other things excepted 
by contract of affreightment, and cannot absolve itself merely by 
showing such state of facts that court is unable to discover how 
accident occurred.—Ibid. 

In libel proceedings by shipper against owner of lighter for 
loss of cargo when lighter filled with water and sank wi hout 
apparent reason, libelant held entitled to damav’es for breach of 
implied warranty of seaworthiness on account of insufficiency cf 
respondent’s evidence to rebut presumption of unseaworthiness. 
—Ibid. 





(District Court, D. Maryland.) Bond conditioned to pay “all 
demurrage which may hereafter be legally determined to be 
due” obligee, given by charterer in order that vessel might be 
released pending final determination of rights of parties, where 
charterer denied liability for demurrage because of failure to 
load cargo within lay days specified in charter, was a voluntary 
common-law obligation because not given pu’suant to any stat- 
ute or court order, and question of liability for interest was de- 
terminable by law of state where bond was made and was to 
be performed.—Flack Diamond S. S. Corporation vs. Fidelity & 
Deposit Co., 33 Fed. Rep. (2d) 767. 

A surety, if answeratle at all for interest beyond amount of 
penalty of bond, can only be held for such interest as accrues 
from unjustly withholding payment after notice of default of 
principal.—Ibid. 

Where charterer, which denied any liability for demurrage 
because of a failure to load cargo wi‘hin lay days specified in 
charter, in order to have vessel released furnished bond to pay 
“all demurrage which may hereafter be legally determined to be 
due,” surety fulfilled its obligation when it tendered full penslty 
of bond, which was amount of demurrage claimed, plus in‘erest 
from date of decree against charterer to date of tender; effect 
of tender under Code Pub. Gen. Laws Md. 1924, art. 75, sections 
24, 25, being to stop interest and to entitle surety to costs; 
words “legally determined” meaning “determined by process of 
law.”—Ibid. 





(District Court, S. D. New York.) Charterer and owner of 
vessel, showing its seaworthiness at commencement of voyage, 
are prima facie enti‘led to limit their liability resulting from 
loss of vessel to value of vessel and her pending freights.—The 
Suduffco, 33 Fed. (2d) 775. 

If it is shown that vessel was in some respects unseaworthy 
at commencement of voyage, and that fact was ascertained in 
exercise of reasonable diligence, liability of owner and charterer 
would extend only to damage resulting from such unseaworthi- 
ness.—Ibid. 

In proceedings by owner and charterer of vessel for limi- 
tation of liability, claimants had burden to establish liability for 
loss of vessel, and petitioners had burden to show that they were 
without privity or knowledge of facts upon which liability was 
predicated.—Ibid. 

Owner and charterer of vessel which was lest held entitled 
to limitation and exoneration of liability, where they showed sea- 
worthiness of vessel at commencement of voyage, and ignorance 
of manner in which vessel was navigated, and circumstances of 
loss, and claimants’ proofs failed to disclose how loss occurred. 
—Ibid. 

Motion to reopen proceedings for limitation of liability, for 
additional testimony, should be Cenied, where failure to adduce 
testimony at trial was apparently due to neglect, if not to de- 
sign of claimants seeking rehearing.—Ibid. 


CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period 
September 15-22, inclusive, was 131,850, as compared with 
147,845 cars in the preceding period, according to the car service 
division of the American Railway Association. A shortage of 
7 refrigerator cars was reported. The surplus was made up as 
follows 

Box, 65,854; ventilated box, 152; auto and furniture, 8,395; total 
box, 74,401; flat, 5,119; gondola, 8,514; hopper, 12,831; total coal, 21,345; 


coke, 434; S. D. stock, 17,566; D. D. stock, 1,930; refrigerator, 9,986; 
tank, 241; miscellaneous, 828. 


Canadian roads reported a surplus of 2,000 box, 200 S. D. 
stock and 300 refrigerator cars. 
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COMMISSION PRACTITIONERS 


An additional list of those admitted to practice before the 
Commission, made public September 19, follows: Woodson P. 
Houghton, Washington, D. C.; John S. Parker, Kansas City, 
Mo.; C. V. Wake, New Castle, Ind.; J. P. Ganly, St. Louis, Mo.; 
Harold S. Welton, Ch'cago, Ill.; John K. Graves, New York, 
N. Y.; John E. Corette, Butte, Mont.; Thomas D. Guthrie, Jack- 
sonville, Fla.; Ralph N. Neumann, Chicago, Ill.; Henry F. Shider, 
Chicago, Ill.; J. A. Behrle, Chicago, Ill.; John G. Borson, Chi- 
cago, Ill.; George R. Sweeney, Chicago, Ill.; W. H. Jones, 
Chicago, Ill.; Harry C. Horn, Woodstock, Ill.; Harry N. Wil- 
liams, Chicago, Ill.; Ernest T. Hadley, New York, N. Y.; Ray- 
mond E. McGrath, Chicago, Ill.; Joseph D. Bissonnette, Toledo, 
O.; L. C. Roberts, Omaha, Neb.; William H. Mansell, Cleveland, 
O.; C. H. Campbell, Dailas, Tex.; J. M. Burford, Dallas, Tex.; 
Edgar B. Byers, Los Angeles, Calif.; H. M. Nicholson, Char- 
lotte, N. C.; C. W. Clemens, Sioux City, Ia.; Edward Stern, San 
Francisco, Cal‘f.; J. C. Justesen, Mosinee, Wis.; P. F. Scheune- 
mann, Minneapolis, Minn.; Hugo W. Gehrke, Milwaukee, Wis.; 
Chester D. Sturtevant, Omaha, Neb.; J. J. Suess, Rock Island, 
Ill; Ben H. Overton, Duluth, Minn.; Oscar W. Liejestrand, 
Kansas City, Mo.; B. F. E. Marsh, Topeka, Kan.; Don Rose, 
Pittsburgh, Pa.; E. A. Moynihan, Sheboygan, Wis.; Albert D. 
Stevens, Springfield, Ill.; J. W. Fox, San Antonio, Tex.; R. J. 
Boyle, San Antonio, Tex.; Claude Dean Couch, Chicago, IIL; 
David L. Meyers, Chicago, Ill.; Albert Phillip Schmitt, Daven- 
port, Ia.; Gould F. Lavender, Omaha, Neb.; Samuel H. Williams, 
Philadelphia, Pa.; F. X. Pendarvis, Houston, Tex.; T. E. Duggan 
Houston, Tex.; Meral C. Baker, St. Louis, Mo.; Edwin L. Walter, 
Galveston, Tex.; Joseph W. Weist, Chicago, Ill.; P. J. McKenna, 
Chicago, Ill.; Martin L. Costley. New Orleans, La.; Charles 
A. Stang, New Orleans, La.; William McCuen, Camden, N. J.; 
L. M. Greenlaw, Chicago, Ill.; John <A. Corda, Chicago, III; 
T. L. Bothwell, Galveston, Tex.; John Philip Hill, Washington, 
D. C.; Theodore A. L. Loretz, Los Angeles, Calif.; William 
Bernard Gill, Crowley, La.; F. A. Key, Jr., Shreveport, La.; 
El-'as R. Kaufman, Lake Charles, La.; John D. Nelson, Seattle, 
Wash.; Everett G. Minor, St. Louis, Mo.; Loren E. Souers, Can- 
ton, O.; E. C. Reynolds, Little Rock, Ark.; John C. Fry, Keokuk, 
Ia.; H. F. Hoffmaster, Jr., Texas City, Tex.; C. E. Veatch, St. 
Louis, Mo.; S. J. Meyers, Chicago, Ill.; Joseph Hattendorf, 
Memphis, Tenn.; Joseph Laurens Sheppard, Memphis, Tenn.; 
Willis Long Reeves, Memphis, Tenn.; C. J. Crane, Memphis, 
Tenn.; W. D. Cook, Memphis, Tenn.; E. B. Curtis, Minneapolis, 
Minn.; J. E. Barwin, Minneapolis, Minn.; A. G. Thomason, 
Boston, Mass.; John T. Matthews, Dallas, Tex.; R. L. Aycock, 
El Dorado, Ark.; F. J. Betz, Portland, Ore.; Michael F. Galla- 
gher, Chicago, Ill.; Frederick F. Kator, Dayton, O.; John A. 
Bernier, Sand Springs, Okla.; Edward A. Rouse, Texarkana, 
Tex.; Kenneth C. Bogue, New Orleans, La.; Bernard T. Finn, 
Chicago, Ill.; G. L. Moore, Jacksonville, Fla.; E. W. Owen, New 
Orleans, La.; R. D. Waller, Dubuque, Ia.; Carl L. James, Council 
Biuffs, Ia.; Charles S. Chandler, San Francisco, Calif.; Mabel 
Irwin, Portland, Ore.; Orville G. Edwards, Portland, Ore.; 
Leland M. Wallace, St. Louis, Mo.; P. L. Gerhardt, New York, 
N. Y.; George William Shuman, New York, N. Y.; Anthony 
E. Sicilia, Chicago, Ill.; T. J. McLaughlin, Chicago, Ill.; Earle 
V. Whte, Olympia, Wash.; George F. McGonagle, Salt Lake 
City, Utah; Paul V. Fitchett, Portsmouth, Va.; Charles A. 
Liggett, St. Paul, Minn.; William R. Hubbard, Cleveland, O.; 
Frank B. Townsend, Minneapolis, Minn.; Herbert Locke, Gal- 
veston, Tex.; John DeBerry Wheeler, San Antonio, Tex.; Arthur 
A. Moreno, New Orleans, La.; Charles P. Swindler, Washington, 
D. C.; Henry C. Ferguson, Edge Moore, Del.; Preston C. 
King, Jr., Washington, D. C.; Lewis Steinfeld, New York, 
N. Y.; James L. Homire, New York, N. Y.; Thomas P. Keevins, 
New York, N. Y.; E. C. Carson, Philadelphia, Pa.; George L. 
Ferris, Orange, N. J.; Howard H. Smith, Houston, Tex.; Charlie 
V. Imlay, Washington, D. C.; Allen McCarty, New York, N. Y.; 
George G. McLe’sh, Washington, D. C.; J. J. Grady, Pittsburgh, 
Pa.; J. F. Curren, Wilmington, Del.; Hugh R. Hawthorne, New 
York, N. Y.; Samuel Evans, Jr., New York, N. Y.; Horace Booth, 
Houston, Tex.; S. R. Prince, Washington, D. C.; James B. Stever, 
Buffalo, N. Y.; William T. Lowe, Pittsburgh, Pa.; C. H. Hudson, 
Ridgway, Pa.; Ira M. Snouffer, Fort Wayne, Ind.; Clyde W. Reed, 
Fort Wayne Ind.; James P. Murphy, Fort Wayne, Ind.; Samuel 
C. Cleland, Fort Wayne, In. 


The Commission, October 2, made public the following addi- 
tional list of names of those admitted to practice before it: 
John H. Huggans, Pittsburgh, Pa.; Will Maurice Dyer, Wichita, 
Kan.; J. E. Farrow, Dallas, Tex.; James P. Hennessy, Houston, 
Tex.; Henry H. Pratt, New York, N. Y.; Ernest E. Hostler, 
Altoona, Pa.; Francis G. Coates, Houston, Tex.; J. Russell, 
Sewell, Tulsa, Okla.; Ray W. Reckard, Pittsburgh, Pa.; John 


L. Morgan, Enid, Okla.; William T. McArthur, Wichita, Kan.; 
Giboney Houck, Cape Girardeau, Mo.; Leslie M. Norman, Nor- 
folk, Va.; Simon Henry Benson, Chicago, IIl.; J. Logan Collyer, 
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Peoria, Ill.; Frederick M. Varah, Syracuse, N. Y.; Marshall E. 
Connelly, Chicago, Ill.; Roy F. Shields, Portland, Ore.; Joseph 
F. Cashman, Chicago, Ill.; Harry G. Wilson, St. Louis, Mo.; 
Charles M. Long, Andrews, Ind.; John M. Elliott, Peoria, IIL; 
William H. Lee, Champaign, Ill.; Walter C. Kaylor, Sprignfield, 
Ill.; Russell W. Wettstyne, Chicago, Ill.; L. Carter Johnson, 
Hope, Ark.; Andrew P. Lane, Boston, Mass.; Harry M. Fisher, 
Wilmington, Del.; James V. Billings, Kennett, Mo.; Roy §., 
Busby, Detroit, Mich.; George B. Hemphill, Chicago, Ill.; James 
G. Morrison, St. Paul, Minn.; Lisbon Elwood Durham, Kansas 
City, Mo.; Edwin G. McGovern, Minneapolis, Minn.; Harry L. 
Brooks, Atlanta, Ga.; Charles B. Scrivner, Hattiesburg, Miss.; 
Chester T. Bradford, Chicago, [1l.; Richard Morgenstern, Salina, 
Kan.; Sheldon E. Wardwell, Boston, Mass.; William A. Alfs, 
Detroit, Mich.; Burton J. Rowe, Chicago, Ill.; Frank H. Mc- 
Mahon, Rochester, N. Y.; Leo C. Hummel, Leavenworth, Kan.; 
Hugh L. Small, Fort Worth, Tex.; Hugo A. Puls, Birmingham, 
Ala.; Byron L. Vaughan, St. Louis, Mo.; Carl Fox, St. Louis, 
Mo.; Merriness W. Loveland, St. Paul, Minn.; Clyde B. Curlee, 
Knoxville, Tenn.; Lawrence E. Everson, Two Rivers, Wis.; 
J. S. Farish, Jacksonville, Fla.; John J. A. Winzenried, Brooklyn, 
N. Y.; John Harry Jameson, Cincinnati, O.; George H. Sanning, 
Cincinnati, O.; James H. Rush, Minneapolis, Minn.; Charles R. 
Dimmitt, St. Louis, Mo.; John Roy Dreffer, Coldwater, O.; 
Warren Burkhart, Chicago, Ill.; Leverette D. Summerwell, Tulsa, 
Okla.; Paul A. Vehr, Cincinnati, O.; Wylie McNeal, Topeka, 
Kan.; Albin Morgner, St. Louis, Mo.; Oscar Tronvold, Sioux 
City, Ia.; Hobart F. Woodward, Washington, D. C.; Villier War- 
ner Davies, Fort Wayne, Ind.; George H. Shafer, Chicago, II1.; 
John W. Eggeman, Fort Wayne, Ind.; Eldon W. Moreland, 
Portland, Ore.; William O. Wilson, Cheyenne, Wyo.; James A. 
Greenwood, Cheyenne, Wyo.; Arthur H. Droman, Detroit, Mich.; 
John Francis Fetzer, Jr., New York, N. Y.; Andrew P. Leacy, 
Kansas City, Mo.; Thomas T. Railey, St. Louis, Mo.; Rufus E. 
French, St. Louis, Mo.; Philip R. Wigton, Watertown, S. D.; 
James R. McClurken, Memphis, Tenn.; Rex F. Cooke, Amarillo, 
Tex.; Frank D. Hussian, Chicago, Ill.; John O. Hamilton, Tex- 
arkana, Tex. 


MILLIONS FOR SAFETY 


Millions of dollars are being spent annually by the railroads 
of this country for “Safety First,’ which has become a dominant 
policy of the rail carriers, according to R. H. Aishton, president 
of the American Railway Association. 


“By the investment, which is one of the best ever made 
by them,” said Mr. Aishton, addressing the annual meeting of 
teh steam railroad section of the National Safety Council, Octo- 
ber 2, in Chicago, “the lives of thousands of employes and the 
general public are being saved. 

“Class I railroads in 1928 alone made gross expenditures total- 
ing nearly $195,000,000 for the improvement of safety and protec- 
tion. For the protection or elimination of highway grade crossings 
alone, the railroads last year spent $31,000,000, of which amount 
over $26,000,000 were used for the separation of grades. In 
addition $57,000,000 were expended for heavier and improved 
rail and $32,400,000 for steel passenger cars. Millions were also 
spent for improved methods of signaling, including means 
whereby train dispatchers located at a central point can, by 
turning an electrically propelled mechanism that is as nearly 
fool-proof as is possible to make, guide trains through heavily 
traveled divisions without the necessity for written train orders 
to be transmitted to the crews; installation of additional tracks; 
reduction of grades and curvatures, and scores of other improve- 
ments, all designed to bring about the maximum safety possible. 


“Expenditure of $195 000,000 is a large sum of money to 
back up a principle of policy, in the midst of all the demands 
for expenditures which are made upon the carriers. It is sub- 
stantial proof, however, of an effort being made by the railroads 
to bring their operations to a high degree of safety for the 
employes and for the public. But this expenditure, even as large 
as it is, only feebly furnishes an insight into the continuing 
endeavor, the unremitting effort and the fine spirit of willing- 
ness and even anxiety of the entire railroad organization, man- 
agement and employes working together to reduce to the mini- 
mum the number of casualties and accidents to employes and 
the traveling public. 

“Because of the large expenditures which they have made 
and are making and the conscientious effort the carrier..man- 
agements are exerting to protect human life, the railroads of this 
country are being operated with a vast increase in safety com- 
pared with ten years ago, even though traffic is much heavier 
now than it was then. But even though great progress has 
been attained in the matter of safety, the railroads are con- 
stantly on the alert to bring about still further improvements 
and refinements in the present methods of operation with a 
view of conserving human life and limb to the maximum degree.” 
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The Load-Carrying Belt 


The Power Conveyor, Superseding the Man with the Broad Back or the Wheelbarrow, Silently and 
Efficiently Does an Important Job of Material-Handling in Industry 


By R. J. BAYER 


jerkily in department store windows in the days 

preceding the Christmas holidays bring crows of 
delight to wide-eyed youngsters. None of them is practical 
enough to identify his own emotion with that of the practical 
production man, who has learned that judicious use of con- 
veyors in his plant spells efficiency in operation and 
reduction in expense. But the source of satisfaction is 
the same in both cases—a mechanical means of locomotion 
for materials and finished products. 

It would be interesting 
to know just when and by 
whom mechanical conveyance 
was first used in industry. 
The water-filled flume that 
shot logs into the lumber 
mills is as old as the Amer- 
ican lumber industry. Per- 


Tie interminable processions of pixies that move 


assembly are carried 
“assembly line” in 


for 
along the 


products are 
inspection 


finished 
from 


or 


a direct outgrowth of that 
flume. But it would be safe 
to say that the man who 
first rigged up such an out- 
fit bore the same burden of 
mockery that has fallen to the lot of most industrial pioneers. 

At any rate, his crude device has borne numerous 
progeny. Scarcely an industrial plant of any size exists 
today where sliding belts and ceaselessly revolving elevator 


i chains do not bear the brunt of the burden in carrying 


raw materials, parts for assembly and finished products. 


| When the phrase “material handling” is used, its first con- 
) notation is that of the devices that handle the material 
» automatically, and of these the conveyor and elevator are 


the most common and most familiar. 








Conveyor belt installation on dock, 
stone from the holds of ships. 


Horizontal and Vertical Motion 


Actually, of course, the conveyor and the elevator 
perform the same function. The only difference, so far as 
their effect in industry is concerned, is that the conveyor 
moves along in a straight line, while the elevator transfers 
its loads from a lower to a higher level or from a higher 
to a lower. In practice there are few systems not in some 
measure combinations of the two. 

Of the conveyors, the most familiar is the belt type. 
It has found a multiplicity 
of uses in industry and may 
be found slowly drawing . 
forward completely assem- 
bled automobile power plants 
in one locality, while in an- 
other it may be swiftly slid- 
ing small ink bottles under 
an automatic jet which in- 
stantaneously, almost, injects 
into each bottle exactly the 
quantity of fluid sufficient 
to fill it to the stopper line. 

Belt conveyors may be 
designed to fit almost any 
job, whether it be simply of 
plain loading-transportation- 
unloading, loading at several 
points. and unloading at 
several, or whether it be 
some combination of loadings and unloadings interspersed 
with a series of mechanical operations. The majority of 
these devices consist simply of a fabric or leather belt of 
appropriate width and thickness, running over rollers and 
around pulleys at its terminals, at least one of the latter 
being powered so as to impart to the belt its tractive ability. 
Sometimes, instead of fabric or leather, the belt is made 
of a series of heavy wooden crosspieces securely fastened 
at either side to leather or chain straps. 

Necessity has brought about a number of ingenious 


used for unloading crushed 


: 





The Picture on the left shows a wooden-slatted conveyor carrying boxed merchandise, with plow in position for removing boxes; the 


center picture is of an overhead conveyor used for transporting beef sides in a packing house; 


at the right is illustrated a conveyor that 


is also used as a dryer in a broom factory. 
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applications of the belt conveyor. In moving and piling loose 
material—sand, cement, coal, etc.—the tripper is a device that 
makes it poss.ble to build several independent piles from the 
material carried along a single conveying belt. An even sim- 
pler device is known as the p.ow, illustzated in an accompany- 
ing picture, which gently shoves boxes and packages from the 
belt when the unloading point is reached. This, too, may be 
so arranged that it can be set at any point along the conveyor. 
The variety of uses thus poss_ble is almost infinite. Nearly 
every industry has special problems to be met in the solution 
of which some modification of existing conveyor practice is 
developed. Probably the so-called apron conveyor, which is 
simply a belt conveyor running between guard rails of appro- 
priate height, is the result of some such spec.al problem. 

Rarely is the conveyor seen at work alone. Every belt 
must have a terminal somewhere, where it turns around the 
pulley and whence it retirns to its starting point. Something 
must be done with the load when it gets there and, just as 
the conveyor does its work with more than the efficiency of 
human lator, so must the device to which it delegates its load 
be more than humanly effic ent and diligent. 

If the conveyor is one, for instance, along which finished 
products slowly move, under the watchful eyes of inspectors, 
it may merely dump its load gently into a chute through which 
it slides to a packing or shipping department. On the other 
hand, if the prime purpose of the conveyor is transportation— 
of sugar in bags, say, from cars or refineries to warehouses— 
an ord-nary crew of stackers would soon find itself inundated 
with a weight no more bearable on account of its sweetness. 

The solution lies in a portable piler which is used in con- 
nection with a portable ch’te. Imagine a belt conveyor running 
deep into a sugar warehouse. At any point on its length a plow 
may be set to slide the sacks off into the chute. At the foot 
of the chute the sack is neatly p'cked up by the fork of the 
piler and lifted high enough to be shoved off onto the nearest 
pile of sacks. By working thus, up and down the length of 
the warehouse, the tiers may be built as near to the roof as 
desirable, and when it is all filled, not a sack has been carried 
or lifted by a human hand. 

The Con eyor in Operation 

In the handling of loose material, the surface of the belt 
itself is sifficient to carry the load. Note, for instance, the 
smooth expanse of surface on the great conveyor illustrated 
here, which shows an installation designed to carry crushed 
rock direct from the holds of ships at docks to storage piles 
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and warehouses. On the other hand, where the load consists 
of such packages as barrels, the conveyor must be fitted with 
cleats designed to keep them in transverse position and to 
prevent rolling. Here again a variety of accessories are the 
result of a variety of uses. As a matter of fact, the barrel 
has been the cause of the design of pretty much a special con- 
veyor of its own. 

Again, the rate of speed at which the belt moves may in 
itself prove to be a part of the work of production. In can- 
neries, the belt may be made to move through water troughs, 
thus cooling the canned food before labeling and packing; in 
broom factories the conveyor may be made to run slowly with 
its load through the dryer, thus obviating a stop for that op- 
eration. In the process of painting and lacquering small parts, 
and in preserving wood, conveyors are frequently adopted for 
the combination use of dipping and drying the parts. ‘Tnere 
are also many examples in industry of annealing of metal parts 
being carried on in the annealing oven without removing them 
from the conveyor. , 

One of the particular advantages of the belt conveyor is the 
possibility of building it in portable units. Thus, as in the case 
of the sugar warehouse previously cited, every corner of the 
structure may be reached, simply by moving the conveyor 
bodily. Where relatively long hauls are necessary, batteries 
of portable conveyors may be placed end to end, the nearest 
one deftly sliding its loads onto the next adjoining one, and so 
on, until the end of the line is reached. 


Overhead Conveyors 


Overhead conveyors are of a different type, and they are not 
less versatile than the belt conveyor. In principle, they con- 
sist merely of a belt or chain running overhead, from which 
are suspended hooks to which the goods to be carried aré at- 
tached. The most intensive use of’*this type of conveyor is 
made in packing houses. This article is illustrated with a 
photograph which, together with others here used, is reproduced 
through the courtesy of the Link-Belt Company, showing an over- 
head conveying installation for sides of beef that is a combina- 
tion of conveyor and elevator. The overhead conveyor is also 
popular where the material to be handled is awkward or bulky 
and liable to damage if moved by belt. Thus, automobile body 
plants use them for moving fenders and other stamped parts, 
and foundries find this method an efficient one for transporting 
heavy, bulky castings. 








Increased passenger travel following the opening of the 
Great Northern’s e!ght-mile tunnel under the Cascades is re- 


flected by the purchase of four additional 3,000-horse power 
electric locomotives for use on passenger trains on the electri- 











Tunnel Proves Business Getter 


fied division. They will cost about $250,000 each. 

Co-incident with the completion of the tunnel last January, 
the railway’s entire route through the Cascades was changed 
from steam to electrical operation. The saving in time af- 
forded by these and other improvements 
enabled the Great Northern to cut nearly 
seven hours from the time of its transcon- 
tinental trains. 

Other developments in its passenger serv- 
ice were the addition last June of The Em- 
pire Builder, a new fast transcontinental 
train between Chicago and the Pacific 
Northwest, and last month of the Cascadian, 
a daylight train between Spokane and 
Seattle. 

The new locomotives will be the same 
type as those now handling the railway’s 
passenger trains. They weigh approximately 
530,000 pounds each and are 75 feet long. 
They are built so they can be operated in 
multiples, each unit being capable of han- 
dling a 1,000-ton train on any of the grades. 
Each locomotive has six traction motors 
which deliver power to six axles. The driv- 
ing wheels are nearly five feet in diameter. 

Commenting on the increase in transcon- 
tinental travel which the Great Northern 
has enjoyed this year, Mr. Budd said he at- 
tributed it largely to the widespread inter- 
est in the great tunnel under the Cascades, 
which is the longest’ on the American con- 
tinent, and also to the addition of the new 
fast train. 

The Cascadian was put on to meet the de- 
mand for a train through the Cascades by 
daylight. 

The picture shows The Empire Builder, 
one of the Great Northern’s crack transcon- 
tinental trains, emerging from the west por- 
tal of the tunnel. 


‘. 


wil ae es 


ore 3 " 


Hi i 
ante Sia dace 





BAp re Mer Oren Cen rhe Stree 


“ 
4 


ie ORD KOT bc SH 


P 
a 
4 
‘ 
3 











19, 
ap 
to 

col 
pa: 
the 


the 
the 


rea 
cor 
int 
spr 
rat 
err 
be 

col 
car 
for 
act 


sam 


cart 


dist 
No. 


witl 


mu 
sub 
gre 
ano 
for 
as j 


of 1 
of | 
the 
mac 
bill 
pas: 


pow 
tion 





, No. 14 


consists 
ed with 
and to 
are the 
» barrel 
ial con- 


may in 
In can- 
troughs, 
‘ing; in 
‘ly with 
that op- 
1 parts, 
ted for 

‘Tnere 
al parts 
ig them 


r is the 
he case 
of the 
onveyor 
atteries 
nearest 
and so 


are not 
ey con- 
1. which 
aré at- 
eyor is 
with a 
roduced 
in over- 
ombina- 
is also 
r bulky 
le body 
1 parts, 
sporting 


anuary, 
shanged 
ime af- 
rements 

nearly 
anscon- 


er serv- 
he Em- 
tinental 
Pacific 
;cadian, 
1e «and 


2 same 
lilway’s 
imately 
at long. 
ated in 
of han- 
grades. 
motors 
he driv- 
ameter. 
anscon- 
orthern 
l he at- 
1 inter- 
scades, 
an conl- 
he new 


the de- 
ides by 


Builder, 
anscon- 
Pst por- 


y : wey a Ae ee 
RA aa aT LGR ns ap RR de eles are 


‘ 
& 
otc eis 


abe Mah ce 


Pa 


12 OBIE haere hs 5 


See eh a Mee eo emepey 


October 5, 1929 


The Traffic World 


PAGE 823 





Freight Tariffs 


Eighteenth of a Series of Twenty-Six Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Tariffs Containing Long and Short Haul Clause Departures 


interstate commerce act, as amended by the Mann- 

Elkins’ act of 1910, and the transportation act of 
1920, provides thet it is unlawful, without the specific 
approval of the Commission, for any common carrier subject 
to the provisions of the act “to charge or receive any greater 
compensation in the aggregate for the transportation of 
passengers, or of the like kind of property, for a shorter 
than for a longer distance over the same line or route in 


Tins long and short haul clause of section four of the 


Aville Beeville Seeville. 


Figure No. I. 


the same direction, the shorter haul being included within 
the longer distance.”* 

This celebrated clause is, doubtless, familiar to every 
reader, but it is worth while to examine each part of it in 
considering the effect of the section on the issuance and 
interpretation of railroad freight tariffs. There is a wide- 
spread but wholly erroneous idea that the act forbids higher 
rates for short hauls than for any longer hauls, and another 
erroneous impression that the rates for short hauls must 
be lower than the rates for longer hauls. These ideas, of 
course, are not tenable if the clause is examined with any 
care. The law, it should be noted, forbids higher charges 
for longer than for shorter hauls by carriers subject to the 
act, provided: 


1. Like kinds of property are involved—that is, articles of the 
same class or commodity descriptions. 

2. The movements are over the same lines or routes of the 
carriers, 

3. The direction of the movements is the same. 

4. The shorter distance movement is included within the longer 
distances movement. For example, in the diagram shown in Figure 
No. 1, the shorter haul—from Beeville to Seeville—must be included 
within the longer haul from Aville to Seeville. 


The act provides specifically, however, that this clause 
must not be construed as authorizing common carriers 
subject to the act to charge or receive compensation as 
great for a shorter as for a longer distance haul. Stated 
another way, the prohibition against charging higher rates 
for shorter than for longer hauls must not be construed 
as justifying charges as high for shorter as for longer hauls. 


Commission’s Power in Fourth Section Matters 


As the law now stands, the long and short haul clause 
of the fourth section is not a rigid or inflexible prohibition 
of higher charges for shorter than for longer hauls, under 
the conditions discussed above. Several attempts have been 
made to enact a rigid fourth section—notably, the Gooding 
bill of the last Congress—but none has been successful in 
passing the Senate and the House of Representatives. 

The law vests in the Commission certain discretionary 
powers to interpret and apply the clause, subject to limita- 
tions to be discussed later. Common carriers subject to the 





24 Stat. L. 379; 36 Stat. L. 539; and 41 Stat. L, 480. 


act may apply to the Commission for relief from the pro- 
visions of the long and short haul clause. The Commission 
is empowered to authorize, in special cases and after inves- 
tigation, the carriers to charge less rates for longer than 
for shorter hauls. Of course, these longer and shorter 
hauls must involve the same kinds of traffic, be over the 
same lines or routes, in the same direction, and the shorter 
hauls must be included in the longer. It should be noted 
also that the Commission may authorize such special depar- 
tures from the long and short haul principle only in special 
cases and after investigation. 

The Commission, further, has the power to prescribe 
from time to time the extent to which the common car- 
riers in question may be relieved from the operation of 
the fourth section. 


Limitations on Commission’s Discretionary Power 


In exercising its authority under the amended fourth 
section, the Commission is bound by several important legal 
restrictions. In the first place, it may not permit carriers 
to establish to or from more distant points rates that are 
not reasonably compensatory for the service performed. 
The long haul rates must in all cases result in compensating 
the carriers for their services in connection with the trans- 
portation of the freight. Reasonably compensatory rates 
cover all out of pocket costs and yield a fair return on the 
value of the property used in the transportation service. 

Second, if the Commission grants to a circuitous or 
round-about line permission, because of its circuity, to meet 
the rates of a more direct line or route to or from com- 
petitive points and, at the same time, to maintain higher 
rates to or from intermediate points on the indirect or 
circuitous line, the authority must not include intermediate 


ye 


Zz. RR, v eville 
fville 
Aville X, and ¥, Railroad. suwesaae 
Figure No. 2. 


points to or from which the length of the hauls via the 
circuitous line or route are not longer than the haul via the 
direct line or route between the competitive points. 

This principle may be illustrated by the diagram in 
Figure No. 2. 

In this diagram, Aville and Beeville are competitive 
points served by the X. and Y. Railroad, a direct line, and 
the Z. Railroad, an indirect or circuitous line. The distance 
from Aville to Beeville via the short line of the X. and Y. 
Railroad is 200 miles. The distance from Aville to Beeville 
via the line of the indirect route of the Z. Railroad is 250 
miles. The distance from Aville to Seeville, a local point 
on the Z. Railroad, is 200 miles; from Aville to Eville via 
the Z. Railroad, 175 miles; and from Aville to Effville on 
the Z. Railroad, 225 miles. 

A rate of 30 cents a hundred pounds is established by 
the X. and Y. Railroad on horseshoes, carloads, from Aville. 
to Beeville. The circuitous carrier (the Z. Railroad) meets 
the rate of the X. and Y. Railroad by establishing a rate of 
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30 cents, Aville to Beeville, on the same commodity, on authority 
granted by the Commission because of the round-aboutness of 
the line of the Z. Railroad. This authority, however, does not 
permit the Z. Railroad to charge higher rates to points on its 
line where the distance is not greater than the distance from 
Aville to Beeville over the direct route of the X. and Y. Railrcad. 
This distance is 200 miles. The distance from Aville to Seeville 
is 200 miles, via the Z. Railroad... The rate on horseshoes, car- 
loads, from Aville to Seeville via the Z. Railroad may not be 
more than 30 cents a hundred pounds. 
to Eville via the Z. Railroad is 175 miles—less than the distance 
from Aville to Beeville via the X. and Y. Railroad, or from Aville 
to Seeville via the Z. R. R. The rate from Aville to Effville, 
therefore, may not exceed 30 cents a hundred pounds on horse- 
shoes in carload lots. The distance from Aville to Effville 
via the Z. Railroad is 225 miles. This distance exceeds by 
25 miles the distance from Aville to Beeville via the X. and Y. 
Railroad and by the same number of miles the distance from 
Aville to Seeville via the Z. Railroad. Relief from the long and 
short clause may te granted on traffic from Aville to Effville via 
the Z. Railroad and the Commission may, in the exercise of its 
discretion, grant the Z. Railroad authority to establish a rate of 
30 cents a hundred pounds on horseshoes, carloads, from Aville 
to Beeville via the Z. Railroad and to establish a higher rate on 
the same traffic from Aville to Effville, an intermediate point on 
the route of the Z. Railroad, intermediate between Aville and 
Beeville. Consequently a rate of, let us say 33 cents a hundred 
pounds may te established between Aville and Effville via the 
Z. Railroad. 

A third limitation on the Commission in the exercise of its 
judgment is found in the provision of the law that authoriza‘ion 
to depart from the requirements of the long and short haul 
clause may not be granted to permit carriers to meet potential 
wa'‘er competition not actually in existence. The fact that a 
point, to which authorization is asked to reduce rates while 
maintaining higher rates at intermediate points, is located on 
navigable water, on which water carriers might, but do not, 
operate competitive service with the rail carriers, does not jus- 
tify fourth section departures. The water competition must be 
actual and not potential—in existence and not merely proposed 
or possible. 

A fourth limitation provides a temporary stay to action on 
matters under investigation by the Commission at the time of 
the passage of the amended section of the act. It is provided 
that the rates, fares or charges in existence at the time of the 
enactment of the amending provisions, by virtue of orders of 
the Cominission, or on which applications had been filed with 
the Commission plior to the enactment of the amending law, that 
had not been acted on by the Commission, shall not be required 
to be changed by reason of the new provisions of the amended 
fourth section until further order or determination of the cases 
by the Commission. 

A fifth arbitrary limitation provides that rates reduced by 
the carriers to meet water competition may not be raised with- 
out findings of the Commission permitting the increase. The 
act provides that, whenever a rail carrier in competition with a 
water route or several water carriers, reduces the rates on any 
freight traffic to or from competitive points, the rail carrier 
must not be permitted to inciease these rates unless, after hear- 
ing by the Commission, it is found that the proposed increases 
rest on changed conditions other than the elemination of the 
water competition. 

Rail carriers are barred from decreasirg freight rates to or 
from points at which they are in competition with steamship 
services, solely for the purpose of driving their water competi- 
tors out of business and of “drying up” the water services. This 
is in accord with the policy of Congress of promoting and aiding 
the development of water-borne commerce between points in the 
United States, declared by the transportation act of 1920.° 


Tariffs Made Under Fourth Section Relief 


When the Commission issues orders granting carriers the 
requisi‘e authority to depart from the provisions of the amended 
long and short haul clause and to charge higher rates for shorter 
hauls than for longer hauls over the same line or route, in the 
same direction, and on the same descriptions of traffic, the title 
pages of the tariffs or supplements containing fourth section 
departures issued and filed under the Commission’s authority 
must bear notations that the departures are contained in the 
publications and the authorizaticn for the departures. A _ uni- 
form notation is prescribed by the tariff circular of the Commis- 
sion, which provides: 

This tariff (or supplement) contains rates that are higher for 
shor‘er than longer distances over the same route. Such departure 
from the terms of the amended fourth section of the amended inter- 
state commerce act is permitted by authority of the Interstate Com- 


merce Commission fourth sectiom order (or orders) as indicated i 
the individual items herein.® , = 


241 Stat. -L. 480. 
*Tariff Circular No. 20, Rule 28, a. 
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Specific reference to the fourth section orders of the Com- 
mission must be given showing the numbers of the orders and 
the dates on which they were granted, in connection with the 
items of the tariffs or supplements containing rates as to which 
I. C. C. fourth section orders have been given. This must be 
done in all cases, except where all the rates in the tariffs or 
supplements are covered by one fourth section order. When 
this situation obtains, the numbers and dates of the Commis- 
sion’s orders must be shown on the title pages of the tariffs or 
supplements, but need not be shown in connection with the indi- 
vidual items. 

When general fourth section orders of the Commission are 
referred to by tariffs or supplements, the particular section or 
sections of the orders that grant the authority to publish the 
rates contained in the tariffs or supplements must be shown in 
addition to the I. C. C. order numbers. 


Publishing Tariffs When Relief Is Denied 


The carriers sometimes have rates that contain fourth sec- 
tion departures that are permitted to remain in effect until the 
Commission has an opportunity to dispose of the matters. If 
the decision of the Commission is favorable in disposing of ap- 
plication to depart from the provisions of the long and short 
haul clause, the rates are continued and published in tariffs or 
supplements in connection with which the number and date of 
the fourth section order of the Commission is cited, either on 
the title pages or in connection with the items that carry the 
rates. 

If the Commission denies the applications and names spe- 
cific rates for the future, the rates so ordered must be published 
by the carriers in due course. 

When the Commission denies authority to the carriers to 
continue existing long and short haul clause departures, but does 
not prescribe specific rates in lieu of the existing rates conta‘n- 
ing the fourth section violations, the carriers must publish and 
file tariffs or supplements containing rates established to meet 
the requirements of the Commission and to bring the rates into 
full conformity with the provisions of the fourth section. 

Rates published in this manner and filed with the Commis- 
sion in tariffs or supplements issued with this purpose in mind 
are not thereby approved by the Commission and they must not 
be construed to have the Commission’s approval. The tariffs or 
supplements in which rates of this character are contained 
should not indicate by any reference on the title pages or notes 
in connection with the items that the rates are prescribed by or 
issued in compliance with orders of the Commission. 

Tariffs or supplemen‘s containing such rates may, however, 
if the carriers desire, contain a reference or notation indicating 
that the rates contained in the tariffs or supplemers or in cer- 
tain items of these publications are issued for the purpose of 
bringing the rates into conformity with the amended long and 
short haul clause, following the designated fourth section order 
of the Commission denying the carrier’s application to depart 
from the provisions of the fourth section.‘ 

The Commission’s tariff circular permits, in such cases, the 
issuance by the carriers of notations on the tariffs or supple- 
ments of a clause reading substantially as follows: 


Issued to bring rates into conformity with the provisions of the 
fourth section of the interstate commerce act foilowing the issuance 
by the Inierstate Commerce Commission of its fourth section order 
i ere ee OS eee ,» denying carriers’ application. 


The aggregate of intermediate clause of the amended fourth 
section has purposely been omitted from this article. This clause 
and the procedure in connection with the issuance and applica- 
tion of tariffs containing such rates will be discussed in the 
next article. 


*,ariff Circular No. 20, Rule 28, ec. 


NEW BALTIMORE TERMINAL 


A significant event in the progress of Baltimore will occur 
this month when the Western Maryland Railway receives from 
the Port Development Commission of Baltimore its new $8,500,- 
000 terminal unit at McComas Street in the Port Covington 
section of the harbor. This is the first actual construction from 
the $50,000,000 port development enabling act, passed by the 
general assembly of Maryland in 1920, under which an exten- 
sive program of harbor improvement is contemplated. In De- 
cember, 1926, the Western Maryland entered into a contract 
with the commission for the lease for a term of 30 years of 
rier and warehouse facilities to be constructed by the city, and 
the new terminal results from that agreement. 

The leased property comprises 60 acres, including 38 acres 
of water area, all of which will be 35 feet deep at mean low 
water. The pier is 1,700 feet long by 216 feet wide and the 
south marginal wharf shed 800 feet long by 135 feet wide. 
Both marginal wharves have two-story transit sheds and the 
pier a one-story transit shed. The complete terminal will ac- 
commodate seven large ocean freighters at one time. 
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Ocean Shipping News 





OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


The large volume of space still available on regular berth 
liners out of Montreal and New York is sufficient to meet 
practically all requirements for grain shipments, with the result 
that the full cargo markets continue inactive. The only rates 
obtainable by shipowners at present are too low to be attractive. 
No ships are being sent here from Europe in ballast. This 
is a situation that brokers are calling to the attention of their 
clients, informing them that they may anticipate a sudden 
run-up in rates in the event of an increase in demand for space 
later with inadequate vessels on berth. 

Attention is also directed to the decrease in the price of 
wheat, which is bringing the cost with'n striking distance of 
the Argentine market. The latter crop is entering its final 
phase, which should result soon in a revival of interest on the 
part of foreign purchasers in the American market. 

Rates in the coal trade show further strength, due to the 
disinclination of shipowners to send their vessels to South 
America without assurance of outward cargoes there. Three 
vessels have been chartered for this trade in the last few 
days, at $4.00 a ton from Hampton Roads to Santos, $4.50 to 
Rosario and $4.50 to Rio Grande do Sul, for October loading. 
No further inquiries are reported for the South American mar- 
ket. Quotations on West Italy business still average about 
$2.35 a ton. 

The only grain charters reported in the week include a 
vessel from Montreal to the Mediterranean at 14% cents, and 
another from Montreal to Bombay at 22s 6d. The latter has 
aroused unusual interest, due to the fact that India is rarely a 
purchaser of wheat in the American market. 


Weighing and Inspection Bureaus 


Robert C. Thackara, chairman of the United States Inter- 
coastal conference and of the intercoastal lumber group, before 
leaving San Francisco for the Northwest, said he had learned 
through conversations with carriers that beneficial results were 
being attained by the recently established weighing and inspec- 
tion bureaus of west coast major ports. Shippers generally, 
he said, were lending their cooperation to the idea, which has 
for its purpose elimination of underweighing and misclassifica- 
tion on the part of unscrupulous shippers to the detriment of 
those of more substantial, righteous caliber. 

As a further step in cementing the various weighing and 
inspection offices, Thomas G. Widmeyre has been made manager 
of the bureau with jurisdiction over all the branches on the 
Pacific Coast. He will base at San Francisco. 

Mr. Thackara said the -lines operating in the Gulf-Pacific 
trade had been officially invited to join the inspection bureau, 
with every indication that the majority, if not all, of them would 
sign up. It is also expected that coastwise operators will 
interest themselves in this construction move. 

L. L. Bates, general freight agent of the Admiral Oriental 
Line at Seattle, is the new chairman of the Pacific Westbound 
Conference. He succeeds Cornelius Winkler of the Java Pacific 


Line. E. J. Manion, assistant general manager of the Blue 
Funnel Line at Seattle, is the new vice-chairman of the con- 
ference. 

At the joint meeting of the Pacific Westbound and Atlantic- 
Far East conference at San Diego, G. H. Wagner, assistant man- 
ager of the Osaka Shosen Kaisha at Seattle, acted in the absence 
of John E. Cushing of the Oceanic & Oriental Navigation Com- 
pany, who had to leave for New York together with Roger D. 
Lapham, president of the American-Hawaiian Steamship Com- 
pany. The next joint meeting of the two conferences is to be 
held at Winnipeg in May, 1930. 

For the seventh term, Frank J. O’Connor, manager of the 
Donovan Lumber Co., at San Francisco, has been elected presi- 
dent of the Shipowners’ Association of the Pacific Coast, R. W: 
Myers and James H. MacLafferty were re-elected vice-presidents 
and Nat Levin was renamed secretary-treasurer. 


Canada to Antwerp 


A fortnightly service between Eastern Canadian ports and 
Antwerp is to be operated by the Intercontinental Transport 
Services (County Line) to replace that operated by Canadian 
National Steamships in connection with its Canada-London 
service, which has now been discontinued. The latter also 
made its last sailing from Montreal to Cardiff and Swansea 
on May 8 last. The final sailing in Montreal-Antwerp-London 
service was made on September 24 by the steamer Canadian 
Inventor. 

In announcing the new service to Antwerp, the Intercon- 
tinental Transport Service, Ltd., says it will operate from Mon- 
treal in summer, and from West St. John in winter. The first 
sailing will be made by the steamer Labelle County, leaving 
Montreal on October 5, direct for Antwerp. Thereafter sailings 
will be made every fortnight. 


Five Canadian National steamers have been operating to 
London and Antwerp in the last two months, these being the 
Canadian Inventor, Canadian Planter, Canadian Rancher, Can- 
adian Mariner and Canadian Spinner, but no information is 
yet available to their future disposal. All five were built in 
1920, except the Canadian Spinner, which was launched in 1919, 
and, with the exception of the Canadian Rancher, of 3,551 gross 
tons, they have a gross register of about 5,400 tons. It is quite 
possible that several units of the fleet will be sold, but it is 
expected that there will be a general reorganization of service 
before any more ships are disposed of. 


The Canadian Government Merchant Marine became a 
factor in ocean transportation in February, 1919, when the first 
unit, the Canadian Voyaguer, was launched by Canadian Vickers, 
Ltd., at Montreal. At that time empire trade and closer inter- 
empire relationship was being urged. Accord'ngly the Govern- 
ment line established services between Canada and London, 
Liverpool, Glasgow, Swansea and Cardiff in 1919. 

Another development was the commencement of a service 
between Vancouver, London and Antwerp via the Panama Canal, 
which was subsequently abandoned and replaced by one from 
the east coast ports of Canada. 

















THE BEGINNING OF AN 
ISTHMIAN CANAL 


They all wanted to go! But from the 
whole 11th engineer regiment stationed 
at Corozal, Canal Zone, one hand-picked 
company was selected for advance service 
in Nicaragua to establish base camps and 
to blaze a trail in preparation for the sur- 
vey of the proposed Nicaraguan Canal as 
authorized by Congress. The photo shows 
the regiment volunteering to a man in re- 
sponse to a call by the regimental com- 
mander, Lieutenant-Colonel Coples, for one 
hundred men to make up the designated 
company. 
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NICARAGUAN CANAL 


The present capacity of the Panama Canal will be reached 
between 1940 and 1960, which means that unless immediate 
steps are taken to prepare for the future, the capacity limit 
may be reached in not more than twelve years, in the opinion 
of Senator Edge, of New Jersey, expressed in a radio address 
on reasons why provision should be made for a new isthmian 
canal. The senator outlined advantages that would result if a 
Nicaraguan Canal were built. 

“Consider, for example,” said he, “the advantage it would 
afford vessels traveling from our Atlantic and our Gulf ports to 
the west coast or Alaska. Because of its more northern loca- 
tion the proposed canal would open to those ships a route 
434 statute miles shorter than the one now available through 
the Panama Canal—a saving in time alone of from two to 
three days. This estimate allows for the fact that because of 
greater length the passage through the proposed canal would 
consume approximately 22 hours instead of the 8 hours required 
to traverse Panama. The advantage would not apply, of course, 
to vessels between our Atlantic coast and the west coast of 
South America, for which established sea lanes make the Pan- 
ama route shorter. Recent reports show, however, that only 
21 per cent of the present canal traffic is in this category. The 
remaining 79 per cent of the vessels are bound elsewhere. For 
the majority of vessels included in this 79 per cent the pro- 
posed canal could effect a tremendous saving in money as well 
as in time. The United States Shipping Board estimates that 
the average operating expense per sea day of a cargo shipper is 
$500, varying, of course, with the size and other characteristics 
of the vessel. It may be estimated that if 79 per cent of the 
ships now using the canal could save two sea days, an unnual 
saving in operating expenses alone amounting to $3,400,000, or 
about 3% per cent on $100,000,000, would be effected. 

“It is, of course, logical to assume that traffic through the 
new canal will far exceed such estimates. Our trade with 
Latin America and other countries and territories is expanding 
at an unprecedented rate. There is, further, every indication 
that American shipping will increase to meet the new demands. 
The provisions of the Jones-White act, offering substantial com- 
pensation to American steamship owners and operators engaged 
in foreign trade, through mail contracts over important trade 
routes, promise a new stimulus to both shipbuilding and ship 
operation in this country and a revival of America’s former 
status as a leading maritime nation. 

“These facts answer any suggestion that a Nicaragua canal 
might divert business from the Panama Canal to such an ex- 
tent as to impair the latter’s usefulness. Consideration of the 
increasing commerce between the east and west coasts of the 
United States and the east and west coasts of the South and 
Central Americas will show that before many years there will 
be ample business for both waterways. My judgment, based 
upon a thorough survey of our trade conditions, is that we 
shall require two interoceanic arteries most urgently in the not 
far-distant future if we are to cope adequately with the increas- 
ing imports of our manufactured products alone by the South 
and Central Americas, as well as by our territories, the new 
China, and the rest of the Far East. To delay too long in 
building the Nicaragua Canal would invite the risk of hamper- 
ing our future industrial, commercial, and agricultural interests.” 


NEW ENGLAND AND THE SEAWAY 


“In ‘New England and the St. Lawrence Seaway,’ Henry I. 
Harriman, president of the Boston Chamber of Commerce,” 
says the Great Lakes-St. Lawrence Tidewater Association, “pre- 
sents a picture of a maritime province that has been left high 
and dry by changes in the tides and now discovers a new 
channel that map restore its access to markets. Not that New 
England was ever completely cut off—Mr. Harriman points with 
pride to the increase of 40 per cent in population and 300 per 
cent in production during the period of its decline. But rela- 
tively—and all things are relative—New England has been ver 
much put out, as they say in Yankeeland. : 

“Originally New England enjoyed the advantage of being 
a whole day nearer to Europe than the other Atlantic ports. 
That advantage has been taken away since the ocean rates 
are equal from all ports. Then, said the Boston people, give 
us equal rates from the west on export stuff, but the Interstate 
Commerce Commission and the railroads could not see their 
way clear to do that. And so the New England ports were left 


out on the end of the limb. 

“At the other end of the line, Ogdensburg was an outport 
of New England toward the west, via the Rutland road. But 
Lake Ontario was made a pocket by the improvements in the 
upper lake channels, the Rutland road was obliged by law to 
sell its boat line, and Ogdensburg was almost extinguished as 
a New England outport. 
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“New England ships in raw materials for manufactures— 
uphill. It ships in food supplies from the west—uphill. It sells 
its manufactured products under the handicap that, to western 
markets, they move uphill. 

“What does a clear channel on the St. Lawrence mean to 
New England? Mr. Harriman’s monograph of 150 pages gives 
his answer in six sentences: 


Lower transportation costs on much of its food supply, hence a 
lower cost of living. 

Lower freight rates on many of its raw materials. 

Lower freight rates to many markets for its finished products. 

A supply of export grain and flour that will revive the export 
business of New England. 

The removal of the handicap of rail differentials. 

A reasonable supply of cheap power. 


“By water, around the nose of Halifax and up the St. Law- 
rence, it is twice as far to the lake ports as by rail. The exact 
differences to Cleveland, Detroit, Chicago and Duluth are given 
in detail. It is likewise twice as far from the Atlant:c to the 
Pacific by water as by rail, nevertheless, Panama rates are one- 
third to one-half the rail rates. Ocean rates are one-eighth to 
one-fourteenth the rate per mile of rail rates all around the 
world. 

““The water rate via the St. Lawrence seaway should not 
exceed 75 cents for first class freight and 25 cents for sixth 
class,’ compared with rail rates, Boston to Chicago, of $1.49 
first class and 50 cents sixth class. 

“*The vessels which will operate in domestic service be- 
tween New England and the Great Lakes will be of the same 
general type as those operating in intercoastal service between 
New England and the Pacific coast. 

““To ask if the ships will come is like asking whether a 
dog will move out of his tracks for a bone. It is the business 
of ships to navigate the channels of the world in search of 
cargo. There is no demand for passenger ships to enter the 
Great Lakes. There is, however, a demand for freight ships, 
both regular line ships and tramps, to trade at the ports of 
the Great Lakes. There is a demand for service not only to 
foreign ports but also to New England, the middle and south 
Atlantic seaboard, the Gulf coast and the Pacific.’ 

“Mr. Harriman’s monograph celculates what they would 
carry and at what rates. for which he gives credit to the co- 
operation of Alfred H. Ritter, an economist and transportation 
specialist in chart of port and transportation investigations of 
the U. S. Army Engineers and the Shipping Board. 

“He figures up 6,000,000 tons of available traffic. For in- 
stance, 500,000 tons of flour for domestic use and 500,000 tons 
of feed. Not less than 50,000 tons of canned goods out of 360,- 
000 tons received from the west. Say 30,000 tons of wool, of the 
200,000 tons received by rail. Automobiles—would 75,000 tons be 
an excessive estimate, if the total shipments into New England 
are 600,000 tons? Iron and steel, 2,000,000 tons, shall we say 
200,000 via St. Lawrence? On like reckonings, with analysis 
of probable amounts, an estimate is reached of a total traffic 
of 6,000,000 tons. 

“One of the main considerations is the hope of recovering 
New England’s export business. It has dwindled, not for want 
of products to ship, but for want of bulk cargo—grain, for 
instance. Now grain moves down the lakes in the early fall. 
It all goes that way until the transfer points begin to choke, 
the rate raises and it spills over into other routes. It goes 
by rail from Georgian Bay to Montreal. It goes by canal and 
rail to New York. It spills over to Baltimore and Philadelphia. 
Only Boston gets no wheat during the fall movement, only 
trivial amounts. 

“When the season of navigation closes there are still 50,- 
000,000 bushels waiting for a market, in storage at Buffalo, at 
Georgian Bay, at Montreal—to be shipped out from New York 
and Baltimore and Philadelphia, or from the Canadian ports of 
St. John and Halifax. Only Boston doesn’t get any. 

“When the St. Lawrence is open, a rate of 6 cents a bushel 
from the lakes to Boston would be in line with the ocean rates 
and with the lake rates. Boston would be in a position to share 
in the fall overflow and storage for winter shipments. And 
Boston, instead of being on the outside edge beyond New York 
and Philadelphia-and Baltimore, would be on the inside, as far 
as this movement is concerned. 

“‘The situation is particularly favorable to New England 
because her ports will be nearer to the ports of the Great Lakes 
by water than any of the competing ports to the south which 
have heretofore enjoyed an advantage in rail rates over New 
England ports.’ 

“First and last, New England is a maritime province. And 
we find Mr. Harriman saying: ‘Where there is shipping there 
is trade. Vessel service from New England to lake ports means 
new trade for both and it means the establishment of freight 
transportation which will save millions annually to both,’ for 
which supporting figures are also presented.” 








Oct 


stal 
inv' 
the 
Chi 
The 
to . 
call 
oce: 


can 
hav 
the 

cul 
trar 
cau 
tion 
exis 


ices 
as | 
ser 
sper 
the 
to 
larg 
not 
thal 
loss 


had 
tine 
to t 
of v 
prot 


Ame 
inve 
says 
now 
ship 
wert 
volu 
and 


live 
the 

com 
lars. 
all 1 
divic 
impc 
builc 
port 
bene 


tran: 
inco: 
by 1 
ship. 


secti 
Ship 
low: 


Com) 
bil's 
Indie 
shipr 
line 
the ¢ 
to be 
Stea 

Dit 
Com 
Atlat 
Fran 
of th 
to be 
agere 
pany 


Lam 
vidin 
cases 
New 
equal 
50 pe 

F 








No. 14 





ures— 
t sells 
estern 


2an to 
gives 


ence a 


ucts, 
export 


, Law- 
exact 
given 
to the 
e one- 
hth to 
id the 


ld not 
sixth 
$1.49 


ce be- 
same 
tween 


ther a 
siness 
rch of 
ar the 
ships, 
rts of 
nly to 
south 


would 
he co- 
‘tation 
ons of 


‘or in- 
0 tons 
f 360,- 
of the 
ons be 
igland 
fe say 
alysis 
traffic 


vering 
’ want 
n, for 
y fall. 
choke, 
, goes 
ul and 
2] phia. 
. only 


ill 50,- 
ilo, at 
York 
rts of 


bushel 
rates 
share 
And 
York 
as far 


igland 
Lakes 
which 
> New 


And 
there 
means 
reight 
n,’ for 












menses Su. GR ARS 


cA aS 


set 








October 5, 1929 


WORLD CONFERENCE ON SHIP RATES 


A general speeding up of ocean freight services and a 
standardization of ocean schedules would reduce the cap-tal now 
invested in goods in transit and would increase production and 
the employment of labor, according to Edward N. Hurley, of 
Chicago, former chairman of the United States Shipping Board. 
The prediction is contained in a letter written by Mr. Hurley 
to Robert P. Lamont, Secretary of Commerce, suggesting the 
calling of an international conference to standardize and stabilize 
ocean rates and services. 

Mr. Hurley, in his letter, gives much of the credit for Ameri- 
can industrial prosperity to the railroads, which, he points out, 
have made great strides in accelerated freight services since 
the war, and whose rates are so fixed that the shipper can cal- 
culate his costs in advance as well as the time required for 
transit. Whatever advantage the shipper enjoys due to these 
causes, however, he points out, vanishes when the transporta- 
tion includes an ocean passage, because no similar condition 
exists with respect to steamship serv-ces and rates. 

He points out that the speeding up in railroad freight serv- 
ices in the fifteen years just passed has had the same effect 
as though half a million more freight cars had been put into 
service. On the other hand, he says, the average steamship 
speed has increased only about one nautical mile an hour in 
the same period. This failure on the part of the ocean carriers 
to keep pace with advances in land transportation, he says, is 
largely due to the fact that “capital invested in shipping is 
not earning eonugh to provide the faster ships.” He says more 
than twenty per cent of ocean freight is being carried at a 
loss, “because of the chaotic condition of ocean freight charges.” 

Mr. Hurley, who has just returned from Europe, where he 
had a series of conferences with the heads of British and con- 
tinental shipping interests, urges the Secretary of Commerce 
to take steps to bring about the calling of a general conference 
of world shipping interests in London, in an effort to solve the 
problem. 

“More rapid movement of domestic traffic has resulted in 
American business requiring 25 per cent less working capital 
invested in inventories and goods in transit than six years ago,” 
says Mr. Hurley in his letter. “If the interest on the capital 
now invested in merchandise shipped on slow 8 and 10 knot 
ships were reduced because of speedier passage, and that saving 
were passed on to the consumers throughout the world, the 
volume of goods purchased would increase. In turn production 
and the employment of labor would be stimulated. 

“If the nations of the world could reduce the time of de- 
livery on exports and imports’ by an average of six weeks in 
the year, the interest saved on the capital invested in these 
commodities in trans't wo1ld amount to many millions of dol- 
lars. To realize great benefits it would not be necessary for 
all that saving to ke passed on to the consumer. If it were 
divided equally among the shipping interests, exporters and 
importers, the carriers of ocean traffic would find it easier to 
build faster ships, and to provide’for quicker turn around at 
ports, thus speed'ng up the flow of international commerce and 
benefiting the peoples of all nations 

“We have reached such a hiatus between our land and sea 
transportation that this commercial speed age witnesses such 
incongruities as a London importer ordering American goods 
by radio telephone and receiving them delivered in an 8-knot 
ship.” 


OCEAN AGREEMENTS APPROVED 


Six agreements among ocean carriers, filed with it under 
section 15 of the shipping act of 1916, were approved by the 
ne Board October 2. Summaries of the agreements fol- 
ow: 


American-Hawaiian Steamship Company with Kerr Steamship 
Company, Ine.: Arranzement for movement of shipments on through 
bil's of lading from Atlantic coast ports to the Far East, Dutch East 
Indies, and other ports of call of Kerr Steamship Company, with tran- 
shipment at San Francisco. Through rates are to be based on direct 
line rates and apportioned equally between the lines, which assume 
the cost of transhipment in equal proportions. Inward state tolls are 
to be borne by American-Hawaiian and outward state tolls by Kerr 
Steamship Company. 

Dimon Steamship Corporation with The California Transportation 
Company: Through bi'ling errangement covering shipments from 
Atlantic coast ports to Stockton, Cal., with transhipment at San 
Francisco. Through rates are to be the combination of the local rates 
of the participating carriers, cost of transhipment at San Francisco 
to be assumed by Dimon Steamship Corporation. When shipments 
agsregate twelve tons or more The California Transportation Com- 
pany steamers are to call at Dimon Steamship Corporation’s dock. 

American Brazil Line, Booth American Shipping Corporation and 
Lamport & Holt Line with Panama Pacific Line: Agreement pro- 
viding for through movement of shipments of shelled Brazil nuts in 
cases from Para, Brazil to San Francisco, with transhipment at 
New York. Through rate of 90c per cubic foot is to be apportioned 
equally between the participating carriers, each of which assumes 
50 per cent of cost of transhipment. 

Panama Mail Steamship Company with Crowley Launch & Tug- 
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boat Company: Arrangement covering movement of shipments on 
through bills of lading between Atlantic coast ports of call of the 
Panama Mail and the Mare Island Navy Yard via San Francisco, upon 
a combination of local rates of the participating carriers. Crowley 
Launch & Tugboat Company is to call for and deliver cargo at 
Panama Mail dock. 

Kerr Steamship Company, Inc., with Panama Pacific Line: Ar- 
rangement covering through shipments from New York to Oriental 
ports of call of Kerr Steamship Company, with transhipment at San 
Francisco. Through rates are to be the same as direct line rates of 
the New York Far East Conference, and are to be apportioned equally 
between the lines after deduction of cost of transhipment at San 
Francisco. 

North Atlantic and French Mediterranean Ports: The parties 
agree to collect all feight and other charges for transportation of 
merchandise between north Atlantic ports of the United States and 
French Mediterranean ports in currency of the United States on 
actual gross weight or measurement of the cargo strictly in accord- 
ance with agreed rates, charges, rules and regulations. Unjust dis- 
crimination or the making of discounts, payments, rebates or returns 
to shippers or receivers of cargo, or the employment of anyone to 
whom payment of compensation may serve as rebate, refund or 
preferential consideration are prohibited. Any party to the agree- 
ment may withdraw upon written notice to the other parties and to 
the board. Parties to the agreement are as follows: Compagnie 
Francaise De Navigation A Vapeur (Fabre Line); Ybarra & Com- 
pany (Ybarra Line); American Export Lines (The Export Steamship 
Corporation). 





SHIP SALE CRITICISM 
The Trafic World Washington Bureau 


Criticism of the Shipping Board Fleet Corporation in connec- 
tion with ship sales was voiced October 3 by Comptroller-General 
McCarl in a report submitted to Congress. The report said it 
appeared, from the audit of sales of ships, that, in certain cases, 
ships were sold at exceedingly low prices compared with their 
construction cost. It was also stated that ships were sold to 
irresponsible companies that evidently would not or could not 
meet their obligations under the contracts, which -failures re- 
sulted in losses to the United States. The report was made 
as the result of an audit of the corporation. (See page 856). 


TRANSPORTATION AND TRADE 


Inland freight rates are important in affecting the move- 
ment of trade, according to an analysis of the swing of the 
Latin American trade of the United States by George J. Eder, 
chief of the Latin American section, Department of Commerce. 

Production and distribution are two major economic fac- 
tors governing the trend of trade, according to Mr. Eder. 

“The item of inland freight is an exceedingly important 
factor in the cost of placing a product at its foreign destina- 
tion,” says he. “In the case of bulky or heavy articles of 
comparatively small value per ton, such as lumber, coal, and 
ores, a rail freight difference between one port and another 
might double the cost of the product. In other words, these 
materials must be exported from the natural port of clearance, 
and no other. 

“The higher the value of the product in relation to its 
weight or bulk, the less important become these differences in 
rail freight. In highly fabricated and relatively costly articles, 
such as automobiles or typewriters, a difference in rail freight 
rates between competing ports might indeed be important, but 
may be more than offset by advantages in ocean transportation, 
or other distribution factors. Rail freight differentials also 
play an important part in determining freight movements. 





Steamship Factors 


“Steamship freight rates are less influenced by the distance 
of the haul than by what the traffic will bear, determined by 
such factors as the character of the cargo, competition, the 
availability of return cargo, and port facilities. Hence, ship- 
ping lines, in order to avoid cut-throat competition, have in most 
cases granted uniform rates to Latin American ports from Bos- 
ton, New York, New Orleans, etc., despite the varying distances 
involved. Thus, the question of ocean freight rates enters less 
into the choice of a port for export, and comparative regular 
services are the dominant factor. Naturally, the speed of the 
vessel and such items as handling charges and lighterage also 
enter the picture. 

“The following table (omitted) indicates the relative fre- 
quency of sailings to Latin American ports from the different 
customs districts and major areas in the United States. The 
grouping is not strictly accurate, inasmuch as a vessel may 
touch at several United States ports before leaving for Latin 
America, yet it will only be credited to a single port. However, 
the table does, with few exceptions, bear out the changing 
trend in our Latin American trade from one district to the 
other. The North Atlantic districts have decidedly declined in 
their share of the total tonnage of vessels clearing to Latin 
America, while the South Atlantic Gulf coast, and Pacific coast 
districts have all disclosed appreciable relative gains. Los 
Angeles, Galveston, New Orleans, and Florida show particularly 
noteworthy increases. A striking change is found in the size 
of the vessels carrying our goods to Latin America. In 1911 
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and 1912 the average capacity was about 1,500 net tons, whereas, 
in 1927, the latest year available, the vessels averaged 1,800 
tons. A decided change, too, was noted from sailing vessels to 
steam, for even as late as 1912, one-sixth of the ships cleared 
from United States ports for Latin America were sailing ves- 
sels. These sturdy sailing ships have since practically disap- 
peared from our export trade, giving way to the speedier and 
more reliable services of steam and motor-driven ships. 


Port Advantages 


“In brief, the advantages offered by one port over another, 
which may be decisive in the trend of trade, involve such fac- 
tors as frequency and regularity of steamship sailing; superior 
and faster steamship service; wide range of foreign ports 
reached by regular steamship service; shorter ocean distances; 
location at a port of headquarters for the leading steamship 
lines; volume of export tonnage produced locally in the sur- 
rounding district; volume of exports moving locally to the port 
for storage, handling, and sale through local export commission 
houses; volume of imports consumed locally in the surrounding 
district; advantageous marine-insurance rates and facilities; 
availability of ocean space on ‘distress’ room; ability of the trunk 
lines to secure export freight for their line haul from differen- 
tial territory; use of long-established trade routes and port ar- 
rangements; free lighterage service permitting change of local 
destination at will; forwarding of shipments to the port on 
either domestic or export bills of lading where the domestic 
and export rates are equal; the presence of a large number of 
export and import commission houses and commercial repre- 
sentatives of foreign countries and foreign buyers; and superior 
banking facilities. 

“In addition to these economic factors there exists a natural 
conservatism on the part of shippers that makes them slow to 
desert an established port of shipment in favor of a newer one, 
and that constitutes a formidable line of resistance that the 
growing port must contend with in order to divert traffic to its 
own docks. 


Economic Growth and Port Development 


“From the foregoing study of the actual growth in the 
Latin American trade of the United States by ports and cus- 
toms districts, and from the brief analysis of the economic fac- 
tors underlying the major movements in our export and import 
trade, it becomes clear that no port can hope to develop its 
foreign commerce unless there exist tangible economic motives 
for such development. In other words, unless a port is either 
itself a producing center or unless it has within its natural 
hinterland, as determined by comparative inland transportation 
rates, a growing industrial area, it can not hope to develop its 
Latin American trade merely by calling attention to the fact 
of its existence or by expending public funds in the improve- 
ment of its harbor facilities. On the other hand, where indus- 
try develops in any given region by reason of natural advan- 
tages within the area, either as regards production or distribu- 
tion, the development of export trade will come of itself, and 
the industries by their expansion will attract banks, steamship 
lines, and all the other requisite facilities for foreign commerce. 
Thus, and thus only, can any city hope to develop its foreign 
trade on a sound and lasting economic basis.” 





LOANS FOR SHIPS 


With the recent approval by the Shipping Board of loans 
of $10,575,000 to the Dollar Steamship Line, Inc., and $6,304,- 
687.50 to the Motor Tankship Corporation, in aid of construction 
of new merchant marine ships, the total of loans made thus far 
under the provisions of the Jones-White merchant marine act 
reached $39,003,687. 


FLEET CORPORATION EXPENSES 


A total reduction in the payroll of the Merchant Fleet Cor- 
poration of $2,097,398, or more than 35 per cent, has been effected 
in the last fiscal year, according to Chairman O’Connor, of the 
Shipping Board, who is also president of the Fleet Corporation. 
Sales of ships and of the United States Protection & Indemnity 
Agency account largely for the reduction. More than two 
hundred vessels were sold in the last fiscal year. 


PIANOS MADE TO FIT TRANSPORT 


“There are still many regions in foreign countries in which 
great difficulties are faced in transporting commodities such as 
pianos, and even in cities and colonization centers piano 
dealers are forced to use very primitive transportation methods, 
according to an article in a German export magazine,” says the 
Department of Commerce. 

“Besides, the construction of the piano must be suited for 
these means of conveyance, because if, for example, in Central 
America a piano must be hauled for many hours in a cart 
drawn by oxen over poorly paved roads, pianos must be more 
resistant in all their parts. The same may be said of transporta- 
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tion by coolies as practiced in British India. Above all, radical 
changes are required in the construction of pianos to be trans. 
ported on the backs of mules in South America. Not only 
grand but also upright pianos must be built dismountbale so 
they can be transported in four or six cases, loaded on mules, 
over the passes of the Andes. The piano built for loading on 
a horse is a very special construction type much in use for 
transportation in South Africa.” 


OCEAN MAIL CONTRACTS 


Characterizing delay in the matter of awarding an ocean 
mail contract under the Jones-White merchant marine act to 
the United States Lines as a “serious blunder,” Representative 
Celler, of New York, has written to Postmaster-General Brown 
urging affirmative action. 

As to the United States Lines, says Mr. Celler, there is no 
need for clarification of the ocean mail provisions of the Jones- 
White act, the reference being to the recommendation of the 
President’s interdepartmental committee that the law be clari- 
fied. The New York congressman also asserts, in effect, that 
the United States Lines should not be penalized for trying to 
get the public to buy its stock, adding that purchase of stock 
in American shipping lines by the public has been urged in con- 
nection with the upbuilding of an American merchant marine. 


LATVIAN MERCHANT MARINE GROWS 


With the acquisition of a 2.785-ton steamer by the Latvian 
Shipping Company, the total number of ships in the Latvian 
merchant marine is now 100 ships of 165,924 gross tons, accord- 
ing to a report from Trade Commissioner F. C. Sommer, Riga, 
Latvia, to the Department of Commerce. In the current year 
17 vessels of 20,000 net tons have been acquired by Latvian 
companies. 


PHILADELPHIA TO NEW ORLEANS SERVICE 


Moore and McCormack Company, Inc., have called attention 
to an inaccuracy in the item published under the above heading 
in The Traffic World, September 14, p. 644, which said that the 
semi-weekly sailings from Philadelphia, inaugurated September 
4, offered ten-day delivery of cargo at New Orleans. The steam- 
ship company says that seven-day delivery is scheduled. In- 
cidentally, the line points out that speed in service has been its 
chief objective and points to its New York-Baltic Service, which 
makes delivery in twelve days as against sixteen days required 
before the steamers were taken over from the Shipping Board, 
as an example. 


OCEAN MAIL PAYMENTS 


The extra cost of carrying ocean mails under the provisions 
of the Jones-White merchant marine act is to be shown in the 
future by the Post Office Department in connect.on with setting 
up of figures to show real postal service costs, according to 
the department. It is estimated that for the current fiscal year, 
for example, the ocean mail contracts under the marine act 
will require payments of approximately $12,000,000 more than 
if the mail were carried at regular poundage rates. Under the 
new accounting system the cost of ocean mail contracts in 
excess of poundage rates, the cost of penalty mail carried for 
the executive departments and independent executive estab- 
lishments, Franked mail, free-in-county newspapers, mail free 
for the blind, etc., will not be charged to expense of postal 
operations, but will be grouped together under an appropriate 
head. This accounting policy will enable the department to 
ascertain the true postal deficit, according to the department. 


MARINE ASSOCIATION PLANS 


Reorganization of the National Merchant Marine Associa- 
tion, which was active several years ago in Washington with 
respect to development of ocean shipping, was considered at a 
meeting held at the Capitol October 1. Senator Ransdell, of 
Louisiana, president of the organization, called the meeting, 
which was attended by representatives of ocean shipping in- 
terests. The senator said he hoped an aggressive, forceful body 
could be created to represent the marine opinion of the whole 
country in order that views might be properly presented to 
Congress. It is planned to employ an active secretary, with 
headquarters in Washington. 

Problems arising in connection with interpretation of the 
Jones-White merchant marine act of 1928 and the sale of the 
government’s shipping lines led to the desire to revive the 
National Merchant Marine Association as an active organization. 


AIRPORT CONFERENCE IN WEST 
The Aeronautical Chamber of Commerce of America has 
announced that an all-western airport conference will be held 
at Los Angeles November 7, 8 and 9 under the direction of the 
chamber’s airport section. Development of western airports 
will be considered. 
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Aviation News 





PROGRESS OF AVIATION 


The Trafic World Washington Bureau 


With confirmation by the Senate of the nomination of 
Clarence M. Young, of Des Moines, Ia., to be Assistant Secre- 
tary of Commerce for Aeronautics, and the taking of the oath 
of office October 1 by the new secretary, a review of the prog- 
ress of aviation since August 10, 1926, when William P. Mac- 
Cracken, Jr., accepted the appointment as Assistant Secretary 
of Commerce for Aeronautics, was made available at the De- 
partment of Commerce. Mr. MacCracken, who is succeeded by 
Mr. Young, was the first secretary of commercial aviation. 

When Mr. MacCracken took office there were no federal 
facilities for the examination and licensing of aircraft and air- 
men for the enforcement of 
air traffic rules, or for the 
collection and dissemina- 
tion of aeronautic informa- 
tion. Under the air com- 
merce act of 1926, which 
had been improved _ the 
preceding May, the Secre- 
tary of Commerce was 
charged with the responsi- 
bility of encouraging and 
regulating the use of air- 
craft in commerce. 

This act provides for the 
establishment of civil air- 
ways and their equipment, 
including intermediate land- 
ing fields, beacon lights and 
other aids to air navigation, 
excepting airports; the 
rating of air navigation 
facilities; the establishment 
of air traffic rules; the in- 
spection and licensing of 
aircraft; the examination 
and licensing of airmen; 
and the collection and dis- 
semination of aeronautic 





CLARENCE M. YOUNG 


information. 

To perform the several duties with which this act charged 
the Secretary of Commerce, there was formed an aeronautics 
branch directly supervised by the Assistant Secretary of Com- 
merce for Aeronautics. In this branch two divisions were or- 
ganized—the air regulations division and the division of airports 
and aeronautic information. These two new divisions, together 
with the airways division of the Bureau of Lighthouses, the air- 
way mapping section of the Coast and Geodetic Survey, and 
the aeronautic research division of the Bureau of Standards, are 
now collectively referred to as the aeronautics branch of the 
Department of Commerce. 

The air regulations division, which is charged with the in- 
spection and licensing of aircraft and airmen, the investigation 
of accidents, the enforcement of air traffic rules, and the rating 
of flying schools, has received more than 86,000 applications 
and renewals for different kinds of licenses since Secretary 
MacCracken assumed responsibility for the aeronautics branch 
three years ago. In add tion, it has issued some 241 approved 
type certificates for airplanes, 31 for engines, and 130 for 
propellers. 

In the same period, the airways division has lighted 11,000 
miles of airways for night flying and has established, in addition 
to the 206 regular Weather Bureau stations, 135 other stations 
distr.buting weather information along the airways. 


Aids to Air Navigation 


The aeronautics research division, in cooperation with other 
units of the Commerce Department, has conducted very valuable 
research work for the promotion of aeronautics, concerning it- 
self particularly with the development and improvement of 
a:ds to air navigation and to the increasing of safety and com- 
fort in flight. Of material value to the industry and to the 
public has been its research on radio aids, its airway and airport 
lighting investigations, its wind-tunnel research, its experiments 
on the reduction of airplane noise, its investigation of airplane 
fittings, and its testing of aircraft engines. 

Another notable activity of the aeronautics branch has re- 





sulted from the urgent need for maps covering the various routes 
between important airports. The production of these maps of 
civil air routes was assigned to the division of charts of the 
Coast and Geodetic Survey as an adjunct to its function of pro- 
ducing nautical charts. These maps are available for public 
use at small cost and are in constant demand. 

To the division of airports and aeronautic information were 
assigned most of the commercial duties covered by the air com- 
merce act, including the collection and dissemination of various 
data on commercial aeronautics, the encouragement of airport 
construction and other aids to air navigation, the rating of air- 
ports, the development of air commerce and the general pro- 
motion of trade, as well as the publication and distribut:on of 
information on airways, airports, meteorological conditions and 
statistics of the entire industry. As a result of this division’s 
activities, loose-leaf airway bulletins have been published de- 
scribing in detail more than 750 different airports and landing 
fields and supplying extremely useful information to pilots and 
operators. 

The year 1926, which was the first year of organized air 
transport in the United States and which witnessed virtually 
the very beginning of commercial aeronautics, presented many 
problems. That many of these problems have been at least 
partially solved is indicated by the tremendous increase in com- 
mercial aeronautics in the last three years. In the year ended 
December 31, 1926, airplane miles flown totaled only 4,318,087. 
The following year they jumped to 5,870,489 miles; and in 1928 
the figure increased to 10,673,450 miles. In the same periods 
the airplane daily average of miles flown grew from 11,830 to 
16,083 to 29,607. 

The Story in Figures’. 

The following figures indicate the trends and development 

of civil aeronautics during Secretary MacCracken’s incumbency: 


Dec. Dec. Dec. Oct. 
31, 1926 31, 1927 31, 1928 1, 1929 
Airplane miles flown......... 4,318,087 5,870,489 10,673,450 12,000,000 
Airplane miles flown, daily 

er 11,830 16,083 29,607 80,500 
MARIOS GE SIF WERE 6ccccccevese 8,404 9,121 16,667 5, 
Miles of lighted airways..... 2,041 4,468 6,988 11,000 
Passengers carried for hire.. 5,782 8,679 49,713 60,000 
Express and freight carried 

CREED. Sacceciucassunsae 1,733,090 2,263,580 1,848,156 1,750,090 
Total mail carried (pounds). 810,855 1,654,165 4,063,173 5,500,000 
Number of transport operators 14 19 37 40 
Airplanes in service ......... 69 128 300 400 
Airplane miles flown (not in- 

cluding airway opera- 

GEE Binks anesesuenasers 18,746,640 30,000,000 60,000,000 ......... 
Pilots licensed or pending... 0 3,242 5,605 8,500 
Student pilots permits issued 

Oe BE nacweuseskcans 0 545 9,983 15,500 
Airplanes licensed or pending 0 2,299 4,156 6,000 
Airplanes identified or pend- 

Ml ctscriebensedeamenat ean 0 851 2,164 3,081 
Private and commercial air- 

ME s2tccsugubeseentedaaud sinedanwe 263 391 466 
Lighted intermediate fields.. 92 134 210 270 
SE NE 556404000 600004400000 240 412 456 
POO BIIOT k. 6.8 0500.0:6:0:0:60:660000862 422 921 1,269 
Radio communications § sta- 

SE icccuceweseen nds esds 17 19 29 37 
Weather bureau airway sta- 

CE: ibsdess acescerensewen 12 23 95 135 
Value of airplanes produced $8,871,027 $14,504,999 $43,812,318 .......... 
Total value of all air prod- 

ucts produced ........... $17,694,905 $21,161,853 $64,662,491 .......... 
Number of concerns engaged 

in air industry ..ccecce. 600 900 1,400 2,000 
Approved models of airplanes 0 21 96 241 
Approved models of airplane 

DEEN 0600 ss0000e0se seus 0 0 13 31 
Number of aeronautic schools 175 375 475 575 





I. C.C. REGULATION OF AIRCRAFT 


The Trafic World Washington Bureau 


Another unsuccessful effort to have adopted his resolution 
directing the Senate interstate commerce committee to inves- 
tigate and report on operation of air lines in connection with 
accidents and other matters was made in the Senate September 
30 by Senator Bratton, of New Mexico. Much of the debate 
related to the question of whether the investigation should be 
made by the interstate commerce committee or the commerce 
committee, the latter having handled the air commerce act of 
1926. The resolution ‘went over” for consideration later. 

In the course of the debate Senator Bratton said he was 
drafting a bill providing for the regulation of aircraft by the 
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Interstate Commerce Commission. The senator takes the posi- 
tion that because of the trend toward coordination of rail and 
air services interstate regulation of both should be vested in 
the Interstate Commerce Commission and not in the Depart- 
ment of Commerce. 

“While the resolution makes specific reference to a par- 
ticular tragedy which recently occurred,” said Senator Bratton, 
“the thing in which I am most interested is to obtain a thorough 
investigation into the economic phases and extent of develop- 
ment of interstate air commerce. That is one of the most rapidly 
growing industries in the country.” 

Reference was then made by the senator to the tremendous 
development of aviation since 1926, when the air commerce act 
was passed. 5 

“ihe industry has grown remarkably fast since that time,” 
said he. “It has acquired a status or veered in a direction which 
no one contemplated at that time; that is, its association with 
railway transportation.” 

At the present time, continued he, there were 47 companies 
engaged in interstate air commerce, and there were 5,475 
licensed planes. 

Senators Fletcher, of Florida, and McNary, of Oregon, 
thought the commerce committee, because of the precedent that 
all Department of Commerce legislation had been handled by 
it, should make the proposed investigation. 

To that contention Senator Bratton asserted that all inter- 
state commerce, whether by rail, express or otherwise, should 
be under the supervision of the Interstate Commerce Com- 
mission. 

“that is one of the purposes I have in mind, and I may 
say that it is perhaps the major matter in mind, to change super- 
vision of interstate air commerce from the Department of Com- 
merce to the Interstate Commerce Commission,” said he. 


Air-Rail Services 


Senator Bratton said the point he was endeavoring to 
develop was that commercial aviation was being employed by 
railroad companies to extend their transportation facilities, and 
that “the companies are so interlocked that they constitute one 
system of intestate travel.” He said that to him it was un- 
thinkable that part of such a system should be regulated by 
the Department of Commerce and part by the Commission. 

Senator McNary, who argued, from precedent, that the 
resolution should go to the commerce committee, said he had 
no quarrel with that position—that he thought that “ultimately, 
if we are to have a further development in the field of aviation, 
regulation will follow and properly must be administered by 
the Interstate Commerce Commission.” He said that that was 
a thing as to which the committee should report. 

“If the industry is to be regulated as one engaged in inter- 
state commerce,” said Senator Bratton, “It is a function properly 
to be administered by the Interstate Commerce Commission. 

“At present the Department of Commerce has no jurisdic- 
tion in certain important features of the premises. As I under- 
stand the law of 1926 the extent of the jurisdiction of the 
Department of Commerce is to examine planes in advance of 
their construction; that is, to examine the plans and specifica- 
tions of materials and workmanship. Then, when they are con- 
structed, they are examined with reference to air worthiness; 
thereafter they are examined from time to time with respect to 
being air worthy; pilots are examined with reference to their 
competency; but there the jurisdiction of the Department of 
Commerce ceases. It has no power to determine whether air 
lines should be established; it has no power to compel their 
continuance or discontinuance; it has no jurisdiction over 
schedules; it has no jurisdiction over many other important 
features of the industry. All it can do is to approve or con- 
demn airplanes for air worthiness and to examine them periodi- 
cally with that determination in view. 

“It has not jurisdiction to determine whether securities 
should be issued by companies engaged in the business or 
whether ownership or a controlling interest of one line be vested 
in other lines, whether they are competing or otherwise. All 
of those are matters over which the Department of Commerce 
has no jurisdiction; indeed, no department of the government 
has jurisdiction over them. They are wholly unregulated; they 
are wholly unsupervised in that particular. There should be 
some control over the issuance and sale of such securities. My 
attention has been called to some articles appearing in various 
magazines advocating the purchase of securities in these com- 
panies. This is done with no supervision over their issuance, 
as to extent, value, or safety as an investment. There is no 
regulation as to the connection or relationship among various 
companies. One may own or control the other; one may be a 
holding company and control several other companies. 

“The public has no protection in these regards. The De- 
partment of Commerce, however, is not to be criticized, because 
it has no legal authority in the premises. The present system 
is deficient.” 
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Referring to newspaper reports of an address by William 
P. MacCracken, formerly Assistant Secretary of Commerce for 
Aeronautics, in which the secretary expressed opposition to 
regulation of air lines similar to that exercised over rail lines, 
Senator Bratton said it was unthinkable to say that because the 
railroads were not regulated for 75 years after they came into 
existence and “until their pernicious practices compelled regu- 
lation, the air industry should continue unregulated until its 
pernicious practices force regulation.” 


Differences in Rates 


Senator Bratton submitted a summary of rates charged by 
certain air lines which he said was furnished him by Mr. Mac- 
Cracken and called attention to different rates being charged 


by companies operating between the same points. The sum- 
mary follows 
LOS ANGELES-SAN FRANCISCO 
(Route miles 378) 

Rate 
rr A per mile 
Pure 355, western Alm Titereen, S$ BOWES. o66ccccciccccscsccessoves $0.08 
Fare $32.50, Maddux Air Lines, 3 and 3% hours..............+. .08 
Pare G25, Pectec Alp Tramenert, BH HOU ..oc.cccecccsecseccesees .07 
Pare $62.50, PICKWICK AITWAYE, B54 BOUGS..ccicccccccccecccccesees 08 

SAN FRANCISCO-SEATTLE 

(Route miles 702) } 
Parse $60, Pacific Air Traneport, 9 WatiBecccccciccsccccccsccococces $0;07 
Fare $55, West Coast Air Transport, 8% hours............ceeceees .O8 

DETROIT-CLEVELAND 

(Route miles 139.87) 
Pare Sas, Meat Ale ER FA We ks oodd cei ccciswincccccwes $0.10 
oe ie a ee en ee uae 


NEW YORK-ALBANY 
(Route miles 142) 

Kare $17.50, Coastal Airways, 1 hour 25 minutes................. $0.12 
Fare $25, Canadian Colonial, 1 hour 30 minutes.................. 17 
NEW YORK-BOSTON 
(Route miles 200) 

Fare $34.85, Colonial Air Transport, 2 WOUrB. 5... cade ccc cb ccccess $0.1 
Fare $30, Airvia Transportation, 2 NOUPS so ocsiiccsccdiye cccccccccecs e | 
CHICAGO-SAN FRANGISCO 

(Route miles 2,018) 
Fare $200, Boeing Air Tranmport, 20 WOUPS.....ckiccccccvrcesscesc $0.10 
LOS ANGELES-SEATTLE 
(Route miles 1,080) 
Pure $75, Pactile Air TRAOSHOTE, 15 BOWER oio occ cscccecscswccccsscece $0.07 
CATALINA-LOS ANGELES 
(Route miles 32) 
Fare $10, Western Air Express, 30 minutes.............ccccceee $0.32 


* $4 extra fare on nonstop trips. 

7 The Stout Air Lines operate from the Ford Airport, Detroit, to 
the Cleveland Municipal Airport, Cleveland, flying a course around the 
lake—mileage 139. The Thompson Aeronautical Corporation operates 
across the lake, using amphibians—mileage 87 miles. 


MILWAUKEE-GRAND RAPIDS 
(Route miles 125) 
Fare $18, Kohler Aviation Corporation, 1 hour 45 minutes....... $0.14 
LOS ANGELES-KANSAS CITY 
(Route miles 1,439 and 1,204) 

Fare $175, Western Air Express, 14 hours 30 minutes............. $0.12 
Fare $196, Transcontinental Air Transport, 12 hours............. 17 
LOS ANGELES-SALT LAKE 
(Route miles 664) 


Fare $60, Western Air WEpress, 13 NOUS... occ ccccccccccecccccccees $0.09 
TRANSCONTINENTAL AIR TRANSPORT 
Route Rate 
Route Miles Fare per Mile 
Los Angeles-Kansas City .......... *1,204 $196.00 $0.16 
Los-Angeles-Kingman ...........+. 7 170 50.00 34 
eS er siesasn (ft) dba 
Winslow-Albuquerque .............. 225 40.00 18 
Albuquerque-Clovis (4) sits nes 
oe ee er ee ee 
Waynoka-Wichita .... 20.00 18 
Wichita-Kansas City . 29.00 17 





Kansas City-St. Louis ........... ae (t) 
St. Louis-Indianapolis .............. 22: 17 
Indianapolis-Columbus ............. 150 30.00 .20 


* Does not include train mileage from Clovis to Waynoka. 

7 The mileage in this case is taken as an air-line distance between 
these two cities, whereas the planes fly from Kingman to Bakersfield, 
and then down to Los Angeles, making the mileage considerably more. 

tNo tickets sold on intrastate travel. 


Senator Bratton said the Department of Commerce did not 
make public the details as to accidents investigated by it. He 
contended that the air commerce act required that the causes 
of airplane accidents, as found, be made public. Senator McNary 
agreed with that. 

Proposals to put interstate air commerce under the juris- 
diction of the Commission will be opposed by Senator Bingham, 
of Connecticut. Such an act as proposed by Senator Bratton, 
of New Mexico, in the opinion of the Connecticut senator, would 
be unfortunate for the air industry. 

The Cable Bill 

Jurisdiction over common carriers of persons or property 
by aircraft in interstate commerce would be vested in the 
Interstate Commerce Commission under the provisions of the 
bill (H. R. 4286), to regulate interstate commerce by air carriers 
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operating as common carriers of persons and property, intro- 
duced in the House by Representative Cable, of Ohio. The bill 
has been referred to the House committee on interstate and 
foreign commerce, 

“The purpose of this bill is to stabilize that industry which 
has enjoyed the most spectacular development of any this 
country has ever witnessed—I mean commercial aviation,” said 
Mr. Cable. “In 1928, the production of airplanes was four times 
as great as in 1926. Twice as many miles were flown and six 
times aS Many passengers were carried in 1928 as in 1927. 
Today, when commercial aviation is not yet ten years old, there 
is already a total capital investment of between $500,000,000 
and $750,000,000. 

“This phenomenal development surpases the hopes of the 
most optimistic pioneers. The future of commercial aviation 
is bright; its brightness attracts. Each month new transporta- 
tion and manufacturing companies are organized. Competition 
is becoming keener and will become keener still. 

“Competition is stimulative, if not too sharp; but it becomes 
destructive if cutthroat methods are allowed to creep in. Pro- 
tection and encouragement of infant industries is, and long has 
been, a policy of the American government, and the protection 
offered by this new bill is consistent with that policy.” 

Because of the inherent nature of air commerce, in the 
opinion of Mr. Cable, adequate protection and regulation can 
be provided by the federal government alone, nothwithstanding 
the regulatory efforts of individual states. 

“TI have sensed a need of uniform regulation by the federal 
government and have for that reason provided in this bill that 
the Interstate Commerce Commission shall have the power to 
regulate interstate air commerce. 

“Transportation companies must maintain equipment that 
will assure the traveling public of safety, or else forfeit their 
operating privileges. If one company gives satisfactory service 
between two termini, it alone will be granted a certificate of 
public convenience and necessity, and another may not operate 
over that route. Rate fixing by the Interstate Commerce Com- 
mission will prevent exploitation of the public and yet assure 
the operator of a reasonable income. Such favorable operating 
conditions will encourage the establishment of more transporta- 
tion lines, inevitably resulting in increased production of planes 
and greater prosperity for the employer, employe and traveler, 
all alike. But such favorable conditions can exist only if we 
provide the necessary protection. The protection provided by 
certificates of public convenience and necessity should serve 
the best interest of the public and, at the same time, encourage 
the development of commercial aviation.” 

The provisions of the bill relate to the issuance of cer- 
tificates of public convenience and necessity, security for the 
protection of the public and the regulation of rates. 

Regulation of rates of carriers by air will come in the 
future but the stage of development of air transportation is 
such at the present time that it would not be wise to provide 
for regulation now, according to Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics. One of the points 
made by the secretary is that the experience of the business 
has not enabled operators to come to definite conclusions as to 
rates and costs. 


TO AID AIRPORT PROJECTS 


In the next few months airport specialists of the Depart- 
ment of Commerce will travel on regularly planned itineraries 
which will take them into thirty-nine states for the purpose of 
assisting communities and civic organizations in the further- 
ance of their airport projects, according to Harry H. Blee, 
chief of the division of airports and aeronuatic information. 

_ These representatives are attached to the field service sec- 
tion of the aeronuatics branch, which is charged with the work 
of advising with communities in the selection of airport sites, 
in the rating of airports, and other phases of airport construction 
and maintenance. 


A. Pendleton Taliaferro, Jr., chief of the section, recently 
completed studies on the Nashville (Tenn.), airport and is now 
on an itinerary covering ports in New York, New England and 
the middle west. Marshall C. Hoppin is on an itinerary that 
will take him through Pennsylvania, New York, the New England 
States, New Jersey, West Virginia, Ohio, Indiana, Michigan, 
Wisconsin and Illinois. The itinerary of William J. Mackenzie 
will take him through Colorado, Utah, New Mexico, Texas, Okla- 
homa, Arkansas, Missouri, Kansas, Nebraska and Iowa. A. H. 


Wait is visiting some forty cities in the state of California, after 
which he will travel through Oregon, Washington, Idaho, Mon- 
tana, Wyoming, North and South Dakota and Minnesota. 

Itineraries have been recently completed in the states not 
included, and others will be planned for these states as soon 
as the work ahead has been completed. An attempt is made to 
Visit every state in the Union at least once every two months. 
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Mr. Blee explained that no attempt is made to go into 
engineering details involved in the construction of an airport. 
The field men confine their assistance to the selection of an 
airport site and indicate a general plan for its development. 

There are now 925 airports in various stages of completion 
in the United States, with 1,124 additional airports projected, 
according to the aeronuatics branch. Until recently the Com- 
merce Department’s airport specialists were engaged principally 
in assisting with the selection of airport sites; now, however, 
many of these ports are rounding into shape and their owners 
are seeking federal rating. The ratings granted by the Depart- 
ment of Commerce express in a concise way the facilities in- 
cluded at the port. The branch publishes a bulletin which is 
sent out free of charge giving the requirements for the various 
ratings; and eventually these ratings will be embodied in air 
markings on routes and other suitable structures to provide 
help in guiding the pilot across country and in informing him of 
nearby airport facilities. 


AIR EXPRESS EXPANDS 


Approximately 5,845,000 pounds of air-express matter were 
carried in the United States in the last three years and inquiries 
reaching the Department of Commerce indicate that many Amer- 
ican merchants are beginning to avail themselves of the high- 
speed air-express service now being offered, according to Hairy 
H. Blee, chief of the division of airports and aeronautics infor- 
mation, Department of Commerce. 

“Through the use of air express, merchants in cities removed 
from the style centers have been able to offer the latest style 
creations days in advance of their competitors,” Mr. Blee said. 

In addition to style merchandise many other commodities 
are being shipped by air, including machinery and machine parts, 
dies, builders’ hardware, fruits, vegetables, cut flowers, dry goods, 
newspapers, jewelry, advertising cuts and mats, currency and 
bullion, motion picture films, plans and specifications for build- 
ing projects and numerous other items of a perishable or valu- 
able nature, according to Mr. Blee. 

Although general traffic of almost any type can be sent by 
air express, Mr. Blee points out that present shipments are 
usually limited to those with a value not exceeding $5,000, in- 
cluding money and securities. Single pieces may be shipped 
which do not weigh over 200 pounds; perishables when properly 
packed and of a character to cause no damage to other ship- 
ments; and scores of miscellaneous types of merchandise when 
packed, marked and labeled according to express regulations. 

Transport planes operating in the United States are now 
flying approximately 75,000 miles per day or the equivalent of 90 
trips around the world every month, while in the first six months 
of the present year 45 transport companies f'ew planes of vari- 
ous types a total of 8,000,000 miles, an increase over the corre- 
sponding period of 1928 of 300 per cent, according to Commerce 
Department records. 

Inasmuch as 33 of these air transport companies are equipped 
to handle express, Mr. Blee says that it is evident that the foun- 
dation is already well laid for an organized nation-wide air-ex- 
press service. 


WOMEN IN THE AIR 


Women may not be actively engaged in aviation in so large 
numbers as men, and they may not be patronizing the air lines 
so frequently as men, but certainly, in the opinion of Miss 
Amelia Earhart, first woman to cross the Atlantic by a'r, their 
influence is being felt more and more strongly as commercial 
flying develops. 

Miss Earhart, in a radio address October 1, broadcast by 
the National Broadcasting Company in cooperation with the 
Aeronautical Chamber of Commerce of America in the “Roads 
of the Sky” series, said that at present there were fewer than 
a hundred women pilots of all grades and approximately eight 
thousand men. 

In interesting women in air travel the speaker said the 
objection met frequently was a misunderstanding concerning 
comfort. and added that “the utmost in luxury can be obtained 
on the better air lines in this country.” 

“Large cabin airplanes are used and each is equipped with 
every convenience for passengers,” said she. ‘“Mea's are served 
in the air by uniformed attendants, and no service required 
by a passenger in any mode of travel is overlooked. The sta- 
tions at the airports where the liners land follow suit in their 
appointments and are good-looking, conven‘ent and clean. 

“Not only are transportation companies trying to sell their 
services to women, but nearly all the branches of the industry 
are, too. One of the largest flying services in the country has 
recently opened a ground school exclusively for women. They 
have realized probably that, owing to a difference in background, 
women need a specialized form of instruction to accompl’sh 
the same results as men in subjects of this type. Probably all 
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of the women in the ground school will not take up flying. 
However, the educational value of the work cannot be estimated, 
for it will give women an insight which many haven’t now. 
The average man has definitely advanced farther than the av- 
erage woman in learning what aviation is all about. He has 
investigated it from an investor’s standpoint, and he has tried 
it to save precious business hours. But the time has come when 
his progress is being retarded by a lack of knowledge on the 
part of women who influence him. Most men don’t travel by 
air even if their bus.ness demands it, if their wives object. 
The woman who will not let her husband travel thus is usually 
the one who doesn’t know anything concerning it. She prob- 
ably has had no contact with it but hearing of accidents, and 
she still regards flying as a circus stunt or a war maneuver.” 





AIRPORTS IN SOUTH 


The south will take stock of its present airport facilities 
and lay plans for improving and extending them at the South- 
ern Regional Airport Conference of the Aeronautical Chamber 
of Commerce at Atlanta, Ga., October 14 at the Atlanta-Bilt- 
more. 

Airport executives, engineers, architects, and members of 
municipal and civic airport committees in the south will hold 
a one-day conference, which is the second series of regional 
meetings sponsored by the airport section of the chamber. 

Municipal airport planning and development in its various 
phases will be discussed by experts for the benefit of southern 
communities planning new airports or an extension of their 
present facilities. Representatives from cities and towns in 
Alabama, Florida, Georgia, Mississippi, North Carolina, South 
Carolina and Tennessee will attend the conference. 

By reason of his outstanding activities in the subject of 
airport development and aeronautical activity in general in the 
south, Mr. A. S. “Flying Gus” Hawkins, city commissioner of 
Jackson, Miss., has been requested to preside at ths airport 
conference. The program will consist of the presentation and 
the discussion of papers presented by Andrew H. Heermance, 
director of aviation for the city of Miami, Herbert Hahn, presi- 
dent of the Junior Chamber of Commerce, Birmingham, Ala., 
George W. Foster, associate airport engineer of the engineering 
organization of Love-Sultan, Inc., St. Louis, Mo., and William 
H. Mallon, of the executive staff of the Aeronautical Chamber 
of Commerce of America. 


COAST-TO-COAST AIR SERVICE 


Transportation of passengers by airplane from the Atlantic 
to the Pacific coasts of the United States in twenty-four hours 
is coming, according to Colonel Harry H. Blee, chief of the 
division of airports and aeronautical information of the Depart- 
ment of Commerce. 

Speed, safety and reliability are being combined in air 
passenger services that will offer every comfort and conven- 
ience, in his opinion. 

Air express operations also, says he, are developing rapidly 
and planes will soon be carrying from 5,000 to 10,000 pound 
loads on high-speed schedules and at rates that will make the 
business profitable to the carriers and shippers. 


PLANES USED TO TRANSPORT GOLD 


Gold worth $20,000,000 was recently brought from London 
to Paris in seven British and French airplanes in one day, ac- 
cording to a report received in the Department of Commerce 
from Assistant Automotive Trade Commissioner H. C. Schuette, 
Paris. 

The weight of the gold in ingots was 18,000 pounds and 
one machine alone brought over 5,000 pounds weight. The 
bullion was consigned to the Bank of France and pilots and 
mechanics in the airplanes were armed with revolvers. 





AIR MAIL CONFERENCES 


Representatives of holders of air mail contracts met with 

Post Office Department officials this week in conferences called 
by the Postmaster-General for the purpose of revising down- 
ward, if possible, the rates of pay under the contracts. 
Some of the air mail operators, it was understood, favored 
an increase in air mail postage rates rather than a reduction 
in the'r compensation for carrying the mails as a method of 
reducing the air mail deficit. Others contended that their op- 
erating results did not justify a reduction in pay. 





AIRPLANE SURVEYING IN CANADA 


Accomplishing in four days with the use of the airplane 
what, in another age, would have taken a surveying party fully 
twelve months, a Canadian electric company recently com- 
pleted a preliminary survey of the country between Bridge 
River and Vancouver for a projected second high-tension elec- 
tric power line, according to information from Canadian sources 
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transmitted to the Department of Commerce by Trade Com. 
missioner E. G. Babbitt, Vancouver. The object of the air trip 
was to determine whether or not an electric line aiong an en. 
tirely new route was feasible. 

The trip was made in an elapsed time of two hours, ag 
compared with a combined rail and sea journey of 10 hours. 


. Using Seaton Lake as a base, three days were spent at Bridge 


River mak.ng aerial surveys of the districts. The return trip 
was made after a false start, due to encountering storm clouds 
which obscured visibility and forced the pilot to turn back 
until the weather cleared. On part of the flight, both outward 
and inward, the plane was compelled to cross spots where 
forced landings would have been impossible. The plane was 
flown generally at an altitude of between 8000 and 9,000 feet, 
this being necessary to clear the tops of mountains. 





CONGRESS FOR AERIAL SAFETY 


The organization of an International Congress for Aerial 
Safety to be held in 1930, is contemplated by the technical sec- 
tion of the French committee for aeronautical propaganda, 
according to a report received in the Department of Commerce 
from Assistant Automotive Trade Commissioner H. C. Schuette, 
Paris. The purpose is to approach the foreign gove.nments 
with a view to realizing a world-wide cooperation in reducing 
aeronautical accidents. 


PROMOTION OF AVIATION 

After a conference with President Hoover, October 2, 
Thomas L. Hill, president of the American Society for Promo- 
tion of Aviation, said there should be a separate cabinet depart- 
ment to deal with aeronautics. 

Another suggestion made by Mr. Hill was that Congress 
should appropriate $40,000,000 so that the government might 
make free distribution of airplanes to civilian flying clubs 
throughout the country and thus promote the training of 
aviators. 


ITALIAN SUBSIDY FOR AIR LINE 


The Italian Ministry of Aeronautics has been authorized by 
royal decree to participate in the formation of a new com- 
mercial organization to be known as “Societa Aerea Mediter- 
ranea’’, according to a report from Consul Leon Dominion, Rome, 
made public by the Department of Commerce. Government 
aid has been extended in the form of a subsidy which may ap- 
proximate $259,225 and a ten-year concession to operate the com- 
mercial air line between Rome and Terranova and Cagliari, 
Sardinia and the lines known as the “Albanian Civil Air Lines.” 
Services were inaugurated on these lines in April, 1928. 


JUNKERS AIRPLANE IMPROVEMENTS 


The well-known Junkers airplane factory at Dessau, Ger- 
many, after a steady advance of over twenty years, is now 
introducing further innovations in the method of construction 
and general improvement of planes, according to a report from 
Consul K. S. Iatton, Leipsig, Germany, made public by the De- 
partment of Commerce, 


The present output is composed solely of monoplanes, 
characterized by their all metal ocnstruction and by the position 
of the wings under the fuselage. The latter feature is con- 
sidered important as it is intended to provide additional pro- 
tection for the motor and the pilot in case of forced landings. 
The largest: planes which have been constructed are powered 
by four motors two of which are in the wings. In an effort to 
popularize flying and to extend the market for airplanes, the 
Junkers Company is said to be constructing a small, all-metal 
two seater, powered by a 15-horsepower motor and equipped 
with doube controls. 

The engineers of the company, it is claimed, regard their 
present standards as only an approach to higher forms of air- 
plane construction and experiments are continually made to 
extend the capacity of the planes and to eliminate dangers. 
Their present plans, it is said, include the construction of a 
plane having a weight of forty tons; the elimination of exposed 
fuselage, and the accessibility of the motor to mechanics for 
minor repairs at any time during flight. In order to achieve this 
result plans call for placing the motors in the wings. Air 
resistance would thus be reduced to a minimum. To accomplish 
this the maximum height between the floor and ceiling of the 
wing will be increased to 1.90 meters which would afford suffi- 
cient space for the motors as well as passengers and freizht. 
It is claimed that excellent visibility is provided for the pilot, 
although passengers would be at a disadvantage in this respect. 
This latter factor, however, is not considered by the con- 
structors as serious detriment inasmuch as such planes would 
be used primarily for long distance night flying. 
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BOSTON AND MAINE SPEEDS UP 


Faster trains and better connections between trains, with 
some new trains, are provided in the fall and winter passenger 
schedules of the Boston & Maine Railroad. The improved 
service ranges from increased commuter service to substantial 
further savings on time of through trains. The new schedules 
became effective last Sunday. 

The “Pine Tree Limited,” already one of New England’s 
fastest trains, is made 10 minutes speedier each way on its 
Boston-Portsmouth-Portland runs with a new record schedule 
of 2 hours and 20 minutes. This is within five minutes of the 
non-stop schedule of New England’s fastest train, the “Flying 
Yankee,” on the western route. The “Pine Tree” leaves Boston 
at 4:30 p. m. and Portland at 8 a. m. 

Four other fast trains on the Boston-Portland run are 
speeded up from four to seven minutes, so that the schedules 
are the fastest in the history of organized transportation be- 
tween Maine and Boston. The slowest Boston & Maine trains 
on this run today and on other main lines, almost without ex- 
ception, are fas.er than the fastest trains of five years ago. 

The “Cannonball,” New Hampshire business men’s express 
to and from Boston, is five minutes faster northbound, and 
two minutes faster southbound on the new record schedules. 
The run down in the morn ng, leaving Concord at 7:42 a. m., 
is made in one hour and 38 minutes. Northbound, leaving 
Boston at 4:30 p. m., the improved service extends as far 
as Plymouth, N. H. 

The “Minute Man,” the Boston & Maine’s crack train, mak- 
ing da‘ly run in both directions between Boston and Chicago, 
is made 105 minutes faster on the run from Chicago through 
cooperation of the New York Central lines, and is speedéd up 
15 minutes on the westbound run. The “New Englander,” Mont- 
real-Boston flyer via the Central Vermont Railway, is speeded 
up 24 minutes. 

Faster time is made also in the schedules of several other 
name-trains already speeded up considerably in previous time- 








. P. & A. Photo 
Princess Floatirg Cloud. a Winnebago Indian, christened the new 
creck train of the Pennsylvania Railroad, the “Golden Arrow,” be- 
— it left Chicago on its first run to New York. The train was 
eeu by veterans of forty years’ service or more. Left to right: 
pete Kearns, for 45 years a conductor; Robert Bevans, Pullman 

uctor; Princess Floating Cloud; Phillip Johnson, train secretary, 
and W. H. English, flagman. 
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tables. Five minutes is clipped from the running time of the 
“Alouette,” Boston to Montreal flyer via the Canadian Pacific, 
leaving at 10 a. m., and from the “Green Mountain Flyer,” Bos- 
ton to Montreal via the Rutland Railroad, leaving at 8:45 a. m. 

The “Gull,” fast flyer to and from the maritime provinces 
daily, is speeded up seven minutes on its westbound run. 
The “Berkshire Flyer,’ arriving in Troy, N. Y., from Albany 
and the west at 10 a. m. daily, is speeded up five minutes on 
its run to Boston. 

In addition the Boston & Maine has made slight changes 
in other trains to provide a better system of connections at 
the New North Station to and from all trains. For instance, 
under the new schedules, it is possible for a rider on the 
“Cannonball” to reach the New North Station in time to take 
the “Flying Yankee” for Portland or the “Berkshire Flyer” for 
Fitchburg, Gardner, Greenfield, Troy, Albany and the west. 


CHICAGO-NEW YORK PASSENGER SERVICE 


Simultaneous ceremonies, at the La Salle Street and Union 
stations in Chicago, and the Grand Central and Pennsylvania 
stations in New York inaugurated new twenty-hour services 
on the New York Central and the Pennsylvania lines, Sunday, 
September 29. The new New York Central, the Commodore 
Vanderbilt, which left Chicago at 2 p. m., was dedicated by a 
group of officials and employes, some of whom were dressed in 
modern costume, others in the clothes of the sixties, when the 
boarding of a passenger coach by women in hoop skirts was 
something of an adventure. The Golden Arrow, the Penn- 
sylvania’s new train, which left at the same hour, was christened 
by Princess Floating Cloud of the Winnebago tribe, with officials 
and guests in attendance. Charles Hogan, veteran engineer, 
who in 1893 broke the world’s record by piloting a locomotive 
at 112% miles an hour, was at the throttle of the Commodore 
Vanderbilt. Mike Brucks, with over thirty years of service on 
fast Pennsylvania trains, piloted the Golden Arrow. The two 
trains are parts of new schedules which greatly increase 
Chicago-New York rail service (see Traffic World, September 
21, p. 720). 


CANADIAN NATIONAL CUTS TIME 


Speeding up its transcontinental service between Montreal 
and Vancouver the Canad.an National announce a reduction of 
two hours on the Montreal to Winnipeg section of the “Conti- 
mental Limited,” effective September 29. 

Increasing travel, not only of tourists but of business men, 
between the governmental and business centers of the United 
States and Canada has necessitated a speeding up of service 
between Washington, Baltimore, Philadelphia, New York, Mon- 
treal and Ottawa. In consequence, the “Washingtonian” from 
Montreal and the “Montrealer” from Washington, effective Sep- 
tember 29, operate on a faster schedule, cutting one hour and 
fifteen minuts in the running time between the capital of the 
United States and the Canadian metropolis. 

This move was brought about through the efforts of the 
Central Vermont and Canadian National Railways. In order to 
maintain this new schedule the New Haven road has agreed 
to eliminate stops at Stamford, Bridgeport and Meriden, Conn. 





—— — ———————— = — —— 


























P. & A. Photo 

The above photo shows men and women dressed in costumes of 
1850, who were among the passengers to make the initial run of 
the new crack 20-hour New York Central train, the Commodore 
Vanderbilt, to New York after they took part in the christening 
ceremonies in Chicago. 





PAGE 836 


Other participating carriers, including the Central Vermont, 
Canadian National, Boston and Maine, and Pennsylvania will 
co-operate by cutting down the running time on their respec- 
tive roads. 


SOUTH SHORE LINE WINS COFFIN AWARD 


Although competing with nine class A railroads and with 
an ever increasing number of automobiles operating over well- 
paved highways, the Chicago, South Shore & South Bend Rail- 
road showed a decided gain last year, as compared with 1924, 
in the number of revenue passengers carried. While many 
trolley companies have been reporting decreased revenue from 
year to year, primarily because of private automobiles, the 
South Shore Line has been showing an increase in the number 
of passengers carried in 1928 of 8% per cent over 1927, and 24 
per cent more than in 1924. This accomplishment was one of 
several that led to the company receiving the Charles A. Coffin 
award at the annual convention of the American Electric Rail- 
way Association at Atlantic City this week. The railway com- 
pany is headed by Britton I. Budd, president, and C. H. Jones, 
general manager. 

The award of the Charles A. Coffin Foundation, established 
in 1922 by the General Electric Company as a perpetual me- 
morial to its founder and first president, is given to that rail- 
way company which during the year has made a distinguished 
contribution to the development of electric railway transporta- 
tion for the conven’ence of the public and the benefit of the 
industry. The award consists of a gold medal to the company 
and $1,000 in cash to the company’s employes’ benefit associa- 
tion. 


NORTHWEST ON THE RADIO 


A. J. Dickinson, passenger traffic manager of the Great 
Northern, announces a series of programs designed to carry 
the story of the northwest broadcast weekly by the Great 
Northern over the network of the National Broadcasting Com- 
pany. A new type of program has been evolved for the series. 
Modern romances with their locales mainly in the northwest are 
featured in especialiy arranged musical settings. 

Several weil-known western writers have contributed stories 
for the new series, and George Redman, continuity editor of 
the Chicago stud os of the National Broadcasting Company, 
spent several weeks the last summer in the west gathering 
local color and background. Edward Hale _ Bierstadt, who 
wrote the historical series for the Great Northern last year, has 
made several contributions to the new series and has been 
retained as general continuity editor. Raymond Knight, the- 
atrical director, stages the new series. 

The new type of program, with modern fiction stories, is 
said to afford many opportunities to picture the northwest as 
it is today, its climatic advantages, scenery, out-of-door life, 
sports, natural resources and business opportunities. 

“Supplementing the newspaper and magazine advertising 
which the northwest cit'es have been carrying in eastern pub- 
lications, the Great Northern is hopeful that the new empire 
builder programs will contribute materially toward making the 
east ‘northwest-conscious,’” said Mr. Dickinson. 

The series of programs began Monday evening, 
ber 30. 


Septem- 


NEW PENNSYLVANIA LOCOMOTIVES 


The Pennsylvania Railroad announces that its board of 
directors has authorized the construction of one hundred new 
locomotives of the mountain type for use in the railroad’s fast 
through freight service. 

It is estimated that these locomotives will cost about 
$9,000,000. They mark the continuation of an expansion rolicy 
which in the last eight years has raised the number of Penn- 
sylvania fre’ght engines having tractive power of 50,000 pounds 
or more from 1,350 to 1,996. Th’s increase of 48 per cent in 
heavy freight locomotives was accompanied by a gain of 70 per 
cent in total tractive power. The one hundred locomotives will 
bring the aggregate tractive power of heavy freight engines up 
to 146,773,378 pounds. 


GREAT NORTHERN ORE CARS 

Purchase of 300 steel underframes for ore cars which the 
Great Northern will build at its Superior, Wis., shops this 
fall and winter, is annovnced by F. I. Plechner, purchasing 
agent. The ore cars, when completed, will represent an out- 
lay of about $750,000. In addition to the all-steel ore cars, the 
shops will fabricate 3,500 steel underframes in the next few 
months. These will be used for the reconstruction of box cars. 





STEEL CAR BILL 


A bill (H. R. 4288) to require common carriers by railroad 
to provide and use steel or steel underframe cars in passenger- 
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train service and to prohibit under certain conditions the use 
of wooden cars, has been introduced in the House by Represen- 
tative Denison, of Illinois. The Commission has recommended 
in its annual reports to Congress that subject to appropriate 
exceptions the use of steel or steel underframe cars in 
passenger-train service be required, and the use in passenger 
trains of wooden cars between or in front of steel or steel 
underframe cars be prohibited. 


NEW BOSTON & MAIN LOCOMOTIVES 


Five new superpower locomotives were placed in service on 
the Boston and Maine September 29. They are the largest 
ever used in New England, costing $100,000 each. They are 
being placed in freight service between Mechanicsville, N. Y., 
and Boston, on which run they have made it possible to reduce 
the stops en route necessary for coal and water from three 
to one. The new locomotives weigh 337 tons each and have a 
tractive power, including booster, of 81,400 pounds. Together 
with tender, each is 100 feet long. The tender carries 18,000 
gallons of water and 24 tons of coal. : 


SILKWORMS TRAVEL DE LUXE 


A party of several hundred million elite of the silkworm 
colonies of Italy is on a 13,000-mile journey to a new scene 
of activities in Japan. En route to the Orient, the silkworms 
traveled de luxe in a _ special car over the Northern Pacific. 
Painstaking was the task of a steamship company, which brought 
the worms to New York, and the eastern railway lines, which 
delivered the cargo to the Northern Pacific at St. Paul. They 
must have even temperature of from 60 to 80 degrees. Despite 
the sun-tan fad, silkworm vogue permits no sunlight and odor- 
less ventilation is essential. 

There were 98 cases of the worms in the refrigerator car. 
According to L. R. Capron, freight traffic manager of the North- 
ern Pacific, this is the first freight shipment of the kind in 
the United States. The rate to be charged for the unique ship- 
ment is a source of additional worry and the railways must 
determine, without precedent, whether this is a live stock or 
a silk haul. 

The worms are actually developed and alive, though still 
partly encased in shells. Experts say that count would disclose 
the 98 cases contain more than five hundred million of these 
kindly, industrious worms, which labor to produce finery for 
milady. 

Arriving in Seattle, the worms left their car to be loaded 
on the S. S. President Pierce, bound for Yokohama, where they 
will enter on a spree of joyous living among the mulberry trees. 


FIFTY CARS OF MATTRESSES 


What is said to be the largest single shipment of mattresses 
ever made left the yards of the Simmons Company at Kenosha, 
Wis., recently when a special train of fifty cars, carrying 10,000 
mattresses, started for the Pacific coast. At the same time 
fifty other cars, filled with miscellaneous furniture, left for 
virtually every part of the United States. 

The mattresses, representing a cargo worth $200,000, were 
loaded as fast as they could be manufactured onto the special 
train, which was made up of new freight cars, of uniform size, 
supplied by the Chicago & North Western Railway. The freight 
charges amounted to approximately $25,000. 

The mattresses, which are of inner spring construction, 
were packed flat, 200 to a car. The cars were lined with paner 
and each mattress was sealed in a heavy cardboard container. 
They were stacked in tiers of eight and were held in place 
with wooden shoring to prevent any possibility of shifting. 


COST OF LOCOMOTIVE COAL 


The quantity and average cost per net ton of coal used by 
Class I railroads in locomotives in yard switching and trans- 
portation train service in the months of July, 1929 and 1928, 
according to the National Coal Association, were as follows: 











Average Cost Per Net Ton, 1929 


Eastern Southern Western United 
District District District States 
ie kL eee eee 4,219,704 1,788,815 2,604,156 8,612,675 
Incl. direct freight charges $2.44 $1.98 $2.63 $2.40 
Exl. direct freight charges $1.88 $1.68 $2.49 $2.02 


Average Cost Per Net Ton, 1928 


se re 4,012,102 1,823,120 2,552,057 
Incl. direct freight charges $2.57 $2.06 $2.85 
Excl. dirct freight charges $1.96 $1.75 $2.70 


The averages, both those including direct freight charges 
and those excluding such charges, as shown above, include 
charges for labor and supplies incidental to the handling of the 
coal. 
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MIDWEST ADVISORY BOARD 


A probable increase in the next three months of about one 
per cent in the level of agricultural and industrial activity in 
midwest territory, as compared with the closing quarter of 
1928, was predicted at the fall meeting of the Midwest Ship- 
pers’ Advisiory Board, October 3, at Des Moines, Ia. The terri- 
tory covered by the Board’s activities comprises Illinois, Iowa 
and Wisconsin, western Indiana and northern Michigan. 

According to the reports presented by the commodity com- 
mittees, and increased level of activity in the coming three 
months, as compared with the corresponding months a year 
ago, will be shown in thirteen lines, ranging from 20 per cent 
in the case of hay, straw and alfalfa to slightly more than one 
per cent in the movement of iron and steel. 

It is anticipated there will be an increase of 12 per cent 
in the movement of canned food products, increases of 10 per 
cent for machinery and boilers and for petroleum and its prod- 
ucts, of 6 per cent for coal and coke and for brick and clay 
products, and of 5 per cent for chemicals and explosives, agri- 
cultural implements, and flour, meal and other mill products. 
The movement of cement is expected to show an increase of 
slightly over 4 per cent; of paper, paperboard and prepared 
roofing, 3 per cent, and of lumber and forest products, of almost 
3 per cent. 

Business in the closing quarter of 1929 approximately equal 
to that done in the same period a year ago was forecast for ore 
and concentrates, salt, sugar, syrup and molasses, and lime 
and plaster. 

Decreases were predicted in eight lines, amounting to 4 per 
cent in the movement of fresh vegetables, 5 per cent in the case 
of live stock, 8 per cent for both grain and poultry and dairy 
products, approximately 14 per cent for potatoes, 15 per cent 
for gravel, sand and stone, 20 per cent for fertilizers, and 58 
per cent for fresh fruits. 

Combined loadings the last quarter of 1928 required 1,308,725 
freight cars, while the prospective requirements for the last 
quarter of this year amount to 1,325,727 cars, an increase of 1.3 
per cent. 


NATIONAL COMMODITY FORECAST 


Shippers of the country, through estimates of the shippers’ 
regional advisory boards, anticipate that carload shipments of 
the 29 principal commodities in the fourth quarter of this year 
(the months of October, November and December) will be 
approximately 9,134,023 cars, an increase of 209,391 cars above 
the corresponding period in 1928, or 2.3 per cent, according to 
the car service division of the American Railway Association. 

The shippers’ regional advisory boards, covering the entire 
United States, furnish these estimates quarterly to the car 
service division so that the railways may have a guide as to 
the service they are to be called upon to perform in a given 
quarterly period. 

These estimates are based on the best information as to the 
outlook, so far as transportation requirements are concerned, 
obtainable at the present time by the commodity committees of 
the various boards. 
ee. Of the thirteen shippers’ regional advisory boards ten an- 
ticipate an increase in their respective districts in transportation 
requirements for the fourth quarter of the year compared with 
the same period last year, while three expect a decrease. The 
ten boards which estimate an increase over the preceding year 
are the Atlantic States, Alleghany, Ohio Valley, Pacific Coast, 
Southeastern, Middle Western, Central Western, Southwestern, 
Trans-Missouri-Kansas and the New England boards. 

The only boards estimating a decrease are the Great Lakes, 
Pacific Northwest and Northwestern. 

The estimate by each board as to what freight loadings by 
cars are anticipated for the 29 principal commodities in the 
fourth quarter this year compared with the corresponding period 
in 1928, and the percentage of increase or decrease, follows: 

Per Cent of 


B Actual, Estimated, Increace or 

: oard 1928 1929 Decrease 
SJOMCPRE WWOMEER: 6 6/0056 6565s 362,758 365,339 a 
neeee BEE eeadssueuninesawas 361,920 377,245 4.2 
Pacific ream 317,298 310,581 *2.1 
po arm 644,032 633,851 *1.6 
ey BD so cance enanesau see’ 1,127,107 1,207,035 Zou 
Mn >. SSR Ree e rae ote 1,308,725 1,325,727 1.3 
porthwest ee rer eee 520,651 486,360 *6.6 
<fans-Mo-Kansas Peer ere 461,779 472,233 2.3 
amt ireibae Si biAd5s ark RE igri 939,648 957,637 1.9 
9 ithwest ee oe abi Wate aise we egaie 672,834 683,672 1.6 
nie... REE 176,670 186,565 5.6 
PIOMEIG BERTES oo. scin cc ccscene 935,618 966,223 3.3 
 oale isk sn ccalutwonseee 1,095,592 1,161,555 6.0 
WN oii ake ES Spins weceiitoa ciate 8,924,632 2.3 
*Decrease. : eae ” 


“The large comparative increase in freight car requirements 
over last year in the Ohio Valley, Alleghany, New England and 


The Traffic World 


PAGE 837 





Pacific Coast regions are due to a number of factors,” says the 
division. “In the Ohio Valley region, for instance, it is due to 
the anticipated heavier movement of automobiles, trucks and 
parts, iron and steel, and coal and coke. In the Alleghany 
region it is due in part to the anticipated heavier movement of 
coal and coke, iron and steel, cement, and machinery and boilers. 
In New England the commodities particularly affecting the in- 
crease are cement, lime and plaster, petroleum and petroleum 
products and potatoes. In the Pacific coast the estimated in- 
crease is due to the anticipated heavier movement of cotton; 
cotton seed and products, except oil; petroleum and petroleum 
products; iron and steel, and automobiles, trucks and parts. 

“In submitting reports to the car service division each 
board estimated what freight car requirements will be for the 
principal industries found in the territory covered by that board. 
On the basis of this information it is estimated that of the 29 
commodities increases in transportation requirements will de- 
velop for 17, as follows: Flour, meal and other mill products; 
cotton; cottonseed and products, except oil; coal and coke; ore 
and concentrates; petroleum and petroleum products; sugar, 
syrup and molasses; iron and steel; machinery and boilers; 
cement; brick and clay products; lime and plaster; agricultural 
implements and vehicles other than automobiles; automobiles, 
trucks and parts; paper, paper board and prepared roofing; 
chemicals and exflosives; and canned goods. 

“Commodities for which a decrease is estimated are: Grain; 
hay, straw and alfalfa; citrus fruits; other fresh fruits; pota- 
toes; other fresh vegetables; live stock; poultry and dairy 
products; gravel, sand and stone; salt; lumber and forest prod- 
ucts, and fertilizers of all kinds.” 

The estimate as what transportation requirements will be 
for various commodities for the fourth quarter compared with 
the same period last year follows: 


Estimated 
—————Carloadings————, Per Cent of 


Actual, Estimated, Increase or 

Commodities 1928 1929 Decrease 
fo 7a ee 492,802 424,725 *13.8 
Flour, meal and other mill prod. 245,791 256,780 4.5 
Hay, straw and alfalfa......... 84,122 83,911 - 
CD. ccecntdsnecntasesseeeeuns 181,067 188,685 4.2 
Cot.on seed and prod., except oil 108,238 121,815 12.5 
CO MOE icesecndeccdkvenses 2,163 30,485 *5.2 
COP TIGE THIN. oa cccecccccess 132,378 118,400 *10.6 
dle 71,106 65,522 *7.9 
Other fresh vegetables.......... 55,730 55,275 *2.6 
ME aasas0desensensees.e< 434,730 415,729 *4.4 
Poultry and dairy products..... 35,539 31,901 *1.8 
OOS 3,079,509 6.1 
Ore and concentrates........... 457,741 472,053 3.1 
Gravel, sand and stone......... 754,907 744,402 *1.4 
a ie eee re eee 30,327 29,528 *2.0 
Lumber and forest products.... 877,358 866,869 1.2 
Petroleum and pe'roleum prod.. 553,011 580,623 5.0 
Sugar, syrup and molasses..... 56,613 58,516 3.4 
Pe OO Mi diedesexeeseenwees 496,038 522,943 5.4 
Machinery and boilers.......... 51,485 54,391 5.6 
RE +2 cccewineies dieenh sos bes 187,€07 196,352 4.7 
Brick and clay products........ 154,784 160,265 3.5 
RAO GE BN ei cccscccecencs 53,277 54,214 1.8 
Agric. implements and vehicles, 

other than automobiles..... 18,885 19,592 3.7 
Automobiles, trucks and parts.. 195,669 227,593 16.3 
Fertilizers, all] kinds............ 67,477 65,707 *2.6 
Paper, paperboard and prepared 

DEE Seid ri thedaaneaannece 103,707 110,907 6.9 
Chemicals and explosives....... 30,370 32,272 6.3 
Canned goods—All canned food 

products (includes catsup, 

jams, jellies, olives, pickles, 

PECRETVSS, GUC) 24 cccccesees 57,718 62,059 7.5 

Total, all commodities listed . 8,924,632 9,134,023 2.3 


*Decrease. 


SOUTHWEST ADVISORY BOARD 


The Southwest Shippers’ Advisory Board held its twenty- 
second regular meeting in New Orleans September 26, with 564 
representatives of leading industries and of railroads in attend- 
ance. In the absence of General Chairman Leffingwell, Alter- 
nate General Chairman Cecil E. Munn, of Enid, Okla., presided. 

Notwithstanding a cotton crop in the southwest this year 
approximately eight hundred thousand bales less than last year, 
increases in the production and shipments of other principal 
commodities are expected to offset that, as reflected by the 
commodity committee reports. An increase of 1.7 per cent in 
total car loadings of all commodities for the fourth quarter of 
the year over that of last year is indicated; however, the heavy 
loss in rural buying power occasioned by the short cotton crop, 
with no corresponding increase in prices, must necessarily be 
felt in those industries that depend largely on a country market, 
it is stated. 

The movement of this season’s grain crop, which developed 
rather serious difficulties due to abnormal conditions within 
the industry, was reviewed by a number of grain men and others, 
the consensus being that the inability of exporters to sell abroad 
was wholly responsible for the heavy car accumulations at Texas 
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ports. The general judgment was that if there had been a 
current outlet for this grain it would not have been necessary 
to place embargoes at either Houston or Galveston. The com- 
plaint against the shipping board for not cooperating in furnish-— 
ing sufficient vessels to move this grain was condemned as being 
absolutely without foundation of fact, for at no time was there 
any lack of shipping board vessels to take care of offerings. 

A feature of the meeting was the report of the agricultural 
marketing committee, headed by Dr. A. B. Cox, director of 
business research, University of Texas. In addition, short talks 
were given by Harry Williams, secretary-manager, Texas Farm 
Bureau Cotton Association, on ‘Relation of the Federal Farm 
Board to Cotton Marketings;” by Dr. C. C. Brannen, department 
of rural economics, University of Arkansas, on “Marketing of 
Rice,” and by A. L. Ward, director of educational service, Inter- 
state Cottonseed Crushers’ Association, on “Marketing of Cot- 
tonseed;” Cecil E. Munn, a member of Dr. Cox’s committee, 
outlined new and important developments in grain marketing. 

An account of the “Come-Back of the Louisiana Sugar In- 
dustry” was given by Lionel L. Janes, U. S. Department of 
Agriculture statistician, which estimated ‘this year’s production 
at 60 per cent above the production last year, due to new 
varieties of cane developed by the department by crossing wild 
varieties of cane grown in Java with home varieties. He pre- 
dicted that within five years Louisiana would produce more cane 
than at any time before. 

R. H. Kelley, attorney for the Missouri Pacific, read a paper 
on the “Effects of the Supreme Court Decision in the O’Fallon 
Case on the Railroad Situation Generally.” He held that, in 
the final adjustment, the outcome will be beneficial to the rail- 
roads without placing any additional burden on the shipping 
public. 

Reports were submitted by all southwestern railroads out- 
lining transportation factors that have to do with equipment 
supply and service, plant improvements, extensions and im- 
portant changes in schedules. 

The contact committee, composed of operating executives 
of southwestern lines, rendered a report, through its chairman, 
H. R. Safford, executive vice-president, Missouri Pacific, dealing 
with matters of joint interest to carriers and shippers. 

L. R. Gardner, of the cement committee, made a special 
report showing a substantial increase in the utilization of car 
capacity in cement loading in the southwest in connection with 
recent campaigns to secure greater use of car space when 
practicable. 

The board voted to hold its next meeting at Alexandria, La. 


ATLANTIC STATES BOARD 


It will require a considerably greater number of freight 
cars to handle the anticipated movement of basic commodities 
in the Atlantic states territory in the final quarter of this year 
than were required in the last three months of 1928, according 
to reports to the quarterly meeting of the Atlantic States Ship- 
pers’ Advisory Board, at Utica, N. Y., October 3. 

The increases in carload shipments will range from a mere 
fraction over that of last year to as high as thirty per cent. 
Even less-than-carload shipments in the New York and Phila- 
delphia districts will be greater, it was pointed out in the 
course of the meeting, while exports and imports through the 
ports of New York, Philadelphia and Baltimore are likewise 
expected to show good volume. 

Based on the reports, it was estimated, it will require 966,- 
218 cars to move commodity shipments in the territory. Taking 
all lines as a whole this is an increase of 3.3 per cent over the 
corresponding period of 1928, when actual carloadings aggre- 
gated 935,618. Railroads reported that their equipment for 
taking care of this additional tonnage was in excellent condition. 

In addition to the commodity and railroad reports there 
were discussions on the air-craft situation, constructive delivery, 
heavier loading and other matters and statements were pre- 
sented by representatives of the American Railway Association, 
at Washington, as to conditions prevailing throughout the coun- 
try. A. H. Armstrong, consulting engineer of the General Elec- 
tric Company, addressed the board at luncheon on the electri- 
fication of the carriers. H. E. Stringer, of Washington, D. C., 
general chairman of the board, presided. 

A summary of the commodity reports follows: 


Auto parts and accessories: Industry continues to enjoy great 
prosperity and while we anticipate the usual seasonal slowing up the 
last quarter, shipments will be about 10 per cent higher this year, as 
compared to last year. Industries reporting will require 3,320 cars, 
as compared to 3,001 cars same period last year. 

Brick: An estimated increase of 4 per cent for the next three 
months, as compared with actual carloadings for the same period 


of 1928. Conditions fair. 
Canned foods and preserves: While the pack of fruit and vege- 


tables will total approximately the same as 1928, shipments for the 
coming quarter will be much heavier than for the same period of 
1928, due to the fact that distributors’ stocks are lower than usual 
and that future sales were larger than they have been for many years. 
Will exceed last year by at least 20 per cent. 
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Clay and clay products: Car requirements for the months of 
October, Novemter and December, as compared with the same period 
in 1928: .Hollow building tile car requirements will be the same for 
the fourth quarter as in i528; terra cotta, an increase of five per cent 
in car requirements; clay, a slight increase indicated, less than 
four per cent over requirements of 1928. No complaints as to switch- 
ing service or car supply. 

Confectionery: Approximate volume of business (carloads), Oc- 
tober, November and December, 2,292 cars, an increase of 30 per cent, 
not including approximately 1,908 cars that will be called for by our 
— for the purpose of moving less carload shipments to transfer 
points. 

Crushed stone, sand, etc: 


4th woes, 1928 4th quarter, 1929 








CE MED, 5 4.ic 0d adc asleeeasanewed 16,684 15,960 
ee e aeerrerrr rr re 225 6,357 
Re eee ree eer em oer eren 2,003 2,102 
RENO nk cdeansewenesncesses 400 4C0 

ME .-siuNsacadasian ieee waee ia 25,341 24,819 


Electrical machinery and appliances: Estimated that the car re- 
quirements for October, November and December will be 11.405, as 
compared with 9,965 for the same period last year. The larger in- 
creases shown by the manufacturers of radios. Requirements for the 
other concerns indicate a healthy bus‘ness condition. 

Glass containers: Estimated number of cars required, 2,050, a 
reduction of about 15 per cent bkelow the third quarter of 1929, due 
to the difference in seasonal requirements, and an increase of about 
5 per cent over the actual shipments for the fourth quarter of 1928. 

Iron and steel: Production will compare favorably with the pre- 
ceding quarterly periods of the present year. Compared with the 
same quarter of 1928, expected to show an increase in output of 5 
per cent. 

Salt: 
7,550 box cars, of which about 4,350 will be required for rock salt and 
about 3,200 for evaporated salt. This estimate is considerably lower 
than for the same period in 1928, partly due to conservatism and 
partly to an anticipated decrease in salt shipments for the last 
quarter of this year. 

Warehouse: Tonnage should show a slight increase over July, 
August and September, as conditions in the warehouse industry seem 
very favorable and would say there will be an increase of about 
5 per cent. 

P Castings, machinery and boilers: Car requirements will be three 
per cent greater than for the same period of 1928. 

Chemicals: Continuation of satisfactory business to the end of 
the year is indicated. General business is being maintained at a 
satisfactory degree of activity and this condition is reflected in 
orders for chemical products. It is possible that shipments will ex- 
ceed the total of the corresponding period in 1928 by over five per 
cent. 

Coal: Approximate volume of anthracite business, cars, October 
164,557, November 151,899, December 139,241; total 455,697. Total 
same period of 1928, 435.947; percentage of increase, 4.53. 

Dairy products: Should show approximately a 5 per cent increase 
over last quarter, due to the return to the city of the. vacationists, 
and will show a slight increase over last year. 

Lime and gypsvm: Lime tonnage for the months of October, 
November and December will approximate that move same quarter 
of 1928. Plaster and gypsum products will show an increase of ap- 
proximately 1% per cent or 2 per cent over the movement of these 
materials in last quarter of 1928. 

Lumber: Receipts for the next quarter compared with the same 
quarter of last year will be less by approximately 5 per cent. 

Pulp and paper: Anticipated car requirement for fourth quarter, 
7,701; inbound movement will supply about 32 per cent, indicating a 
9% per cent increase over same period a year ago. 

Textiles: Commodity increases, cotton piece goods 12% per cent, 
cotton yarns 10 per cent, bleach, dye and finished 20 per cent, oilc'oth 
and linoleum 10 per cent, felts 3 per cent, carpets 5 per cent, silk 3 
per cent, rayon 20 per cent; woolens, no change. 

Petroleum: Approximate increase of 10 per cent over the cor- 
responding period of 1928, and a 10 per cent decrease under the third 
quarter. 

Prepared roofing: The volume of business expected to be about 
the same as in the corresponding period of 1928. 

Slate: Estimates show that some shippers anticipate an increased 
demand for cars and that only two show a reduction. 


New York sh'‘ppers will reauire a total of approximately 


Matters of particular interest to dairymen, farmers, poultry- 
men and others engaged in agricultural and allied pursuits were 
considered in connection with the submission of a report by a 
special committee on dairy and food products, which made 
known the results of an extensive survey it had conducted in 
the last three months. George F. Clinton, general traffic man- 
ager, Sheffield Farm Company, Inc., is chairman. It had as its 
aim the placing of the farming industry on common ground 
with other shippers in providing for a better understanding of 
transportation problems and the solution of difficulties through 
cooperative effort with the carriers. 


NEW ENGLAND ADVISORY BOARD 


Commodity committee reports submitted at the twenty-fifth 
regular meet ng of the New England Shippers’ Advisory Board 
at Poland Springs, Me., September 27, indicate an average in- 
crease in loadings of the 29 commodities covered of 5.6 per cent 
in the last quarter of the year, as compared with the same 
period last year. A notable feature of the reports was that 
no decline in volume of business was anticipated in any of the 
manufactured lines. 

Approximately 325 shippers and railroad men attended the 
meeting, which was presided over by W. F. Garcelon, general 
chairman. Presidents Todd, of the Bangor & Aroostok, Han- 
nauer, of the Boston & Maine, and Pelley. of the New Haven. 
were present at the meeting and at the dinner in the evening. 
At the meeting of the board, Mr. Hannauer presented a state 
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(100 % on time 


for sixth successive week 


poe favorable augurs must have attended the 

christening of this famous Pennsylvania merchan- 
dise-carrier! .. Never was there a more appropriate 
name. 

For “Punctuality” remains unsatisfied even with a 
six weeks’ on time record! At the date of going to 
press—it was still hauling its rich cargoes of merchan- 
dise from Pittsburgh to Toledo and Detroit 100% on 
time... 

“Punctuality” might be the name of all of the Penn- 
sylvania’s famous “Limiteds of the Freight Service”. 
For all are turning in high on-time records day after 
day, month after month. 


Serving 8out of 10of the largest cities in the country 
—these named freight trains have made themselves 
the favorites of shipper and consignee alike. 


Pennsylvania service offers you three advantages: 


1. You can find out by a system of “passing reports” 
where your shipment is. 


2. You know when it is due to arrive. 
3. You have the assurance that it will arrive on time. 
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“PUNCTUALITY” 








Here are six others of the Penn- 
sylvania’s famous fleet of “Lim- 
iteds of the Freight Service”— 
noted for on-time dependability: 


THE GAS WAGON 
Merchandise 
Detroit to Seaboard Cities 


THE QUEEN CITY 
Merchandise 
Cleveland to Cincinnati 


THE BLUE GOOSE 


Perishable— Merchandise 
Seaboard Cities to Buffalo 


THE PURPLE EMPEROR 
Perishable— Merchandise 
(From Southern States) 


Norfolk and Baltimore to Buffalo 


THE PREMIER 


Livestock 
Pittsburgh to Seaboard Cities 


THE MIAMI 
Merchandise 
Detroit to Cincinnati 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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ment of capital expenditures of New England roads which was 
recently submitted to the New England Council. The state- 
ment showed an expenditure of in excess of 65 million dollars 
this year by New England roads for betterment of service. 


A feature of the meeting was discussion on “Of What Serv- 
ice Has the Advisory Board Been,” which was presented from 
the shippers’ point of view by William P. Libby, traffic man- 
ager, Plymouth Cordage Company, and for the railroads by N. W. 
Hawkes, vice-president, Boston & Maine. 

In the evening, President Todd discussed railroad consolida- 
tions and Arthur G. Staples, editor of the Lewiston Journal, 
spoke on the need for further coordination of passenger serv- 
ices, expressing the view that freight traffic had been more 
highly developed by the railroads than had passenger traffic 
and suggesting that the passenger was entitled to a greater 
outlay in facilities. 

The next meeting of the board will be held at the Copley 
Plaza Hotel, Boston, in March. 

A summary of the commodity committee reports, showing 
anticipated increases and decreases in movement in the last 
quarter of the year as compared to the same period of last 
year follows: 


Increase Decrease 
Automobiles And ACCCBBOTICS. ...cccccccsccee’d No Change 
TOUGEE, ROMEO GEE COMIET oo ooicc.c co cccawceceeeece 15% 
re rer er rT errr 10% 
Building and monumental stone.............. No. Change 
EE UD 5 eigen 5.0 did raion. 6 pa aaia qaelewiamaans 5% 
RE sie clare Wane wis: Sa wys A Ck GATES SOE Rabo Eee ee 40% 
I IES ance wigig ecc-arnce winnie ioalonaia mee Denes 7% 
I haces Gd 5 artes PAA RA A OO 2% 
CImy, SPavel, GONG ANE RtONE. 2.0. 6cccssvewsses No Change 
NIUE TIN 5.0555 Gai os die Sx. bis oo, Wace in, 0 acai onesdi0.6 8% 10% 
NEE © Sok sinrK.a dortnaid Ka. 0adievales eeee bow eam 4% 
CE ache i Add ebinat tds tied wide ainmeenas 5% 
COCION OME COtton PYOBMCIS. «icc cccieisceceses Slight 
I RR re ree ere 2 to 3% 
Electrical machinery and appliances.......... 10% 
RINE a. 5i5-ecacdarein ns ehigagnine © Kua Wcas@iasarere aie eae Slight 
I ioc Sea db cigar MOOD AG aaee dike GiaG died No Change 
oo eS ree ern et eo rar eae No Change 
CE Ee he ne ere rr er re Slight 
NOI aa sah whe erin ee ov eS eau ecw GI WR No Change 
FIAPG WATS: ANIA SMA! TOON 6... ccccscascssecces 3% 
SE S55 6 ena igeiae fd Hades o Saw bide wsoe ei wane eae Slight 
SE I oo a win cee wreanie abe awe eae Oem 0 
Ne ener eer ose ee ee eae nen 10 to 15% 
ERO Eee Saoirse an ere e annem Meme 25 to 30% 
L. e. L Cee ee eee eee eee eeresseesesese.seeeseeseose 5% 
ie DMN ic cceun sees eer senwintenv eee ws 25% 
er rr oe ae ee ene narra emer rer No Change 
Laamber and forest. products... .. .ciccccsvccess % 
PEIN 6.456. 66-ch chegawacke's:s.s bridiedioet eiwiaeis 10 to 15% 
Miscellaneous manufactures ..............00.. Slight 
DEUMGOR) PRMEPUINOTES oi5ic cc cciicccceccseassveeses 17% 
PGCEING HOUSS PTOGUCEH ......cccccccceccecscess No Change 
OU I I 62g esa pini diese simile wie gibeanaratacre nan 5% 
er eee 15 to 20% 
ES seis eh Abadi ek tie areig Sah ne dWaere awn wateue.a 10% 
Pumps, tanks and boilers.............cccceeee 20% 
a ra 5s 9 wm, aie sorte ors a Aa No Change 
UE MI. ie ia Swine oss comrcemcse wees No Change 
oe ee ee ee ee ee eer 25% 
EE re irae ae eee Reo e eee eee No Change 
OS cia igs War cs crack se peak a eer Sn ph can Sean Ww ge Slight 


Valves, valve fittings and plumbers’ supplies. 10% 
Wire Goods Ss 


NIN «or sla ar awd & eb ww oe 9.0 Wien KS)d.0:0:0-0 dew n Slight 
ran aa eh a carkvatars sk. wale mena esie sale ame No Change 
re ee en 5.6% 





*Covers loading at Rockland, Me., shipments to New England from 
Hudson Upper, N. Y., and import. 


GREAT LAKES ADVISORY BOARD 


The Great Lakes Regional Advisory Board will hold its 
twenty-fifth regular meeting at the Hotel Statler, Buffalo, N. Y., 
October 9. In addition to the committee reports an address will 
be made by H. Shearer, assistant vice-president and general 
manager, Michigan Central, and W. J. McGary, of the car service 
division, American Railway Association, will report on transpor- 
tation conditions throughout the country. A luncheon will be 
held at the Hotel Statler. The executive committee will meet 
October 8. 


Fred M. Renshaw, traffic commissioner for the Buffalo Cham- 
ber of Commerce, one of the pioneers in the launching of the 
advisory board movement in the Great Lakes district five years 
ago, will preside and L. G. Macomber, traffic and transportation 
commissioner for the Detroit Board of Commerce, and president 
of the Great Lakes board for the first four years of its existence, 
will present the report of the chamber of commerce committee. 
Business conditions within the territory of the board, as viewed 
through the eyes of bankers in twenty-three cities, will be dis- 
cussed by Fred J. Parker, vice-president of the First National 
Bank, Detroit, in his report as chairman of the banking com- 
mittee. 

Special arrangements are being perfected by all railroad 
lines to handle the large delegations expected from Cleveland, 
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Toledo, Detroit, Lansing, Grand Rapids and contiguous territory, 
according to the announcement. 


CONDITION OF LOCOMOTIVES 
“Despite the record freight traffic which the railroads have 


handled so far this year, Ciass I railroads on September 1 had | 


fewer locomotives in need of repair than at any time on record,” 
says the car service division of the American Railway Associa. 
tion. 


pair, or 12.4 per cent of the number on line. 
duction of 347 under the previous low record established on 


July 1 this year, at which time there were 7,453, or 13 per cent, 7 
“The number in need of repair on September 1 was also © 


a reduction of 1,087 locomotives under the number of such 
locomotives on August 16. 


“Locomotives in need of class‘fied repairs on September 1 3 
totaled 4,002, or 7 per cent, a decrease of 454 comrared with © 


August 15, while 3,104, or 5.4 per cent, were in need of running 


repair, a decrease of 633 under the number in need of repair on © 


August 15. 


“Class I railroads on September 1 had 4,947 serviceable © 


locomotives in storage, compared with 5,114 on August 15.” 


Class I railroads of this country on September 15 had 7,754 © 
locomotives in need of repair or 13.6 per cent of the number on © 
line, according to reports filed by the carriers with the car 7 
This © 


service division of the American Railway Association. 
was an increase of 648 compared with the number in need’ of 
repair on September 1, at which time there were 7,106, the 
lowest number in need of repair at any one time in recent years, 

Locomotives in need of classified repairs on September 15, 
totaled 4,223, or 7.4 per cent, an increase of 221 compared with 
September 1, while 3,531 or 6.2 per cent were in need of running 
repairs, an increase of 427 above the number in need of repair 
on September 1. Class I railroads on September 15 had 4,824 
serviceable locomotives in storage compared with 4,947 on Sep- 
tember 1. 


CONDITION OF FREIGHT CARS 


Class I railroads on September 1 had 134,253 freight cars 
in need of repair, or 6 per cent of the n »mber on line, accord- 
ing to reports filed by the carriers with the car service division 
of the American Railway Association. This was a reduction 
of 341 cars below the number reported on August 15, at which 
time there were 134,594, or 6.1 per cent. 

Freight cars in need of heavy rera‘rs on September 1 
totaled 98,785, or 4.4 per cent, an increase of 1,920 compared 
with August 15, while freight cars in need of light repairs 
totaled 35.468, or 1.6 per cent, a decrease of 2,261 cars com- 
pared with August 15. 


CARS ON ORDER 

The railroads on September 1 had 31,898 freight cars on 
order, according to the car service division of the American 
Railway Association. 

This was an increase of 22,641 cars above the number on 
order on September 1 last year and an increase of 13,134 cars 
above the same day two years ago. It also was 11,647 cars 
above September 1, 1926. 

Of the freight cars on order on September 1, 1929, reports 
showed 18,544 were box cars, an increase of 14,399 compared 
with the same date last year. Coal cars for which orders have 
been placed number 11,818, an increase of 9,474 compared with 
the number of such cars on order on September 1 last year. 
Refrigerator cars on order totaled 228, flat cars, 1,258, and other 
miscellaneous freight cars, 50, all being reductions under one 
year ago. 

Locomotives on order on September 1 this year numbered 
395 compared with one hundred on the same day in 1928, and 
207 on September 1, 1927. On September 1, 1926, the railroads 
had 533 on order. 

New freight cars placed in service in the first eight months 
of 1929 totaled 51,680, of which box cars totaled 24,726; coal 
cars 18,136; flat cars 2,963; refrigerator cars 3,349 and stock 
cars 1,990. Other classes instalied in service during that 
period totaled 516. 

New locomotives placed in service in the first eight months 
of 1929 totaled 474. 

Freight cars or locomotives leased or otherwise acquired 
are not included in the above figures. 


PAPER SHIPPING TAGS 
It is announced by the Division of Simplified Practice of 
the Bureau of Standards, Department of Commerce, that Simpli- 
fied Practice Recommendation No. 92—paper shipping tags—is 
considered effective from September 1, 1929. 
the division, of signed acceptances from a sufficient number of 


manufacturers, distributors, and users of paper shipping tags ~ 


to insure the general adoption of this simplification program 
made possible this announcement. 


“On that date, there were 7,106 locomotives in need of re. 
This was a re. | 
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Burlington 
; Irains 


Chicago—St. Paul= 
Minneapolis 


The Water-Level Route Along 
| the Mississippi River 


(SRA i ae Rashes eae aie? Le 
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Called by names that you recognize 
..- Empire Builder . . . North Coast 
Limited ... Black Hawk... names 
symbolic of quality ...the greatest 
fleet of all fine trains ever operated 
between Chicago-St. Paul and 
Minneapolis. 


2%, RRR ES Ea a Ra ng So Se teat 




















NORTH-| The Oriental | Black North Empire Commer- 
BOUND) Comet | Limited | Hawk a. Builder 7. 
Lv. Chicago 10:45 a. m./11:00 a.m | 6:30 p.m. | 9:00 p.m. | 9:00 p.m. |11:15 p.m. 
Ar. St. Paul 9:45 p.m.|10:00 p. m.| 7:00 a.m. | 8:00 a.m. | 8:00 a.m. |10:40 a. m. 
Ar. Mpls. [10:45 p.m.|11:00 p. m.| 7:35 a. m. | 8:45 a.m. | 9:00 a.m. |11:20 a. m. 





Tickets—Reservations 


" CITY OFFICE 
Burlington 179 Were Jocison 
Phone Wabash 4600 
HU ute S. J. OWENS, General Agent 





CHICAGO 


The Traffic World 


MR. JOHN C. MAYFIELD 


433 Board of Trade Bldg. 


Represents the Houston Port 
Bureau and the Port of 
Houston in 


KANSAS CITY 


Mr. Mayfield is established in Kan- 
sas City to assist shippers and en- 
courage the movement of tonnage, 
of all commodities coastwise, ex- 
port and import through the Port 
of Houston, Texas. 


Mr. Mayfield is experienced in traf- 
fic and shipping matters, having 
been formerly Assistant Manager 
of the Houston Compress Company 
located at the Port of Houston. 


It is hoped that shippers will take 
advantage of Mr. Mayfield’s ex- 
perience and knowledge of condi- 
tions concerning the Port of Hous- 
ton and call upon him generously 
for advice and help. 


The Houston Port Register is a 
weekly publication and the official 
organ of the Houston Port Bureau. 
It contains weekly sailing lists and 
much information of interest to 
shippers. 


Your name on a post card will 
bring you this publication regu- 
larly. 


ADDRESS 


John C. Mayfield 
433 Board of Trade Bldg. 
Kansas City, Mo. 


T. E. Duggan 
Chamber of Commerce Bidg. 
Houston, Texas 


DIRECTOR OF THE PORT 


5th floor, Courthouse 
HOUSTON - - 


H. L. Browne 
Whitehall Bldg. 
New York City 
T. P. Bartle 


Cotton Exchange Bldg. 
Dallas, Texas 


TEXAS 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions wens yy practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
* Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Parts or Pieces Constitute Complete Article 


California.—Question: JI am not in accord with your answer 
Tariff interpretation—Application of Rule 20 of Classification— 
to “South Dakota” in the August 3 issue of The Traffic World, on 
page 300, under the above caption. The refrigerator is a com- 
plete article in itself. The ice-making machine is an accessory 
and not a necessary part of the refrigerator. 

Item 18, page 145, Consolidated Classification No. 5, is ap- 
plicable only when the ice-making machine is installed, attached 
to, and made a part of the refrigerator. In this instance the 
machines were boxed and shipped separately. 

The classification provides specific ratings for both refrig- 
erators and ice-making machinery. This is’ analogous to the 
rating on lamp standards and shades, both the shades and 
the standards being given separate and specific classification 
ratings, and each being a complete article in itself, although 
they may be, and usually are, used together. 

The carriers have agreed that rule 20 does not apply in 
rating lamp standards and shades, and I cannot see that it has 
any application when refrigerators and refrigerating machines 
are shipped on the same Dill of lading. 

Answer: Under the decision of the Commission in Kenyon 
Dredging Co. vs. H. E. & W. T. Ry. Co., 139 I. C. C. 38, if an 
article is to be reassembled into a complete machine at point of 
destination, the rating applicable to the completed article must 
be applied on the parts or pieces. Again, under the decision 
in Classification of Radio Sets, 102 I. C. C. 140, if an article is 
designed for the reception of another article and both are 
shipped together, the complete article rate applies on the entire 
shipment. 

If, in the instant case, the refrigerators were designed for 
the reception of the refrigerating machinery the rating applicable 
to refrigerators and refrigerating machines combined must, in 
our opinion, be applied on the complete sets included in the 
shipment. However, the fact that 10 refrigerators and only 4 
refrigerating machines were in the shipment tends to show 
that they were not intended to be reassembled and that, there- 
fore, each article may be rated separately, even though included 
in the same bill of lading. 

As to the rating on lamps and shades, see the decision of 
the Commission in M. Seller and Co. vs. S. P. & S. Ry. Co., 50 
I. C. C. 419, on page 420 of which the Commission said: 


We are of the opinion and find tht the shipment weighing 215 
pounds consisted of complete lamps and that the rating legally ap- 
plicable thereto was the first-class rating on lamps and lamp fixtures 
N. O. I. B. N. In view of the fact that the shipment weighing 485 
pounds contained shades for the lamp standards which were shipped 
therewith and which when used with the shades made a complete 
article, we are of opinion and find that the first-class rating on 
lamps N. O. I. B. N. was also legally applicable to this shipment under 
rule 15 of the western classification, which provides that: 

“Parts or pieces constituting a complete article, received as one 
shipment, on one bill of lading, will be charged at the rating pro- 
vided for the complete article.” 


Tariff Interpretation—In Bulk vs. in Bulk in Barrels 

IHinois—Question: Will you kindly refer to Agent B. T. 
Jones’ Tariff, I. C. C. No. 2129, Exceptions to Official Classifica- 
tion, item 4570, under paragraph captioned “B,’ which allows 
weight on sweet pickled meats in bulk. : 

The carrier has taken excetpion to allowing drainage on 
this commodity when packed in barrels; their contention is 
the word bulk, as used under this line, means the shipment 
must be loaded in carloads, loose. 

However, on referring to Consolidated Freight Classifica- 
tion No. 5, page 314, item 1, you. will note that the description 
as provided is in bulk in barrels. We have taken this stand 
with the carrier, claiming that shipment of sweet pickled meat 
may be in bulk and still be in barrels, entitling us to drainage 
of 5 per cent. 

Can you furnish us with any I. C. C. rulings which have 
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dealing with this item? Will also appreciate if you will give 
us your opinion in this matter. 

Answer: In its decision in McLaughlin-Gormley-King Co, 
vs. Maine Steamship Co., 22 I. C. C. 108, the Commission said: 


It is also claimed by complainant that shipments of brimstone in 
barrels should be recognized by the carriers as bulk shipments, and 
that therefore the rate of 28 cents should be applied from New York 
City. It is contended, on the other hand, by the carriers, and cor- 
rectly so, as we believe, that the barrel is a package, and that brim- 
stone in barrels would ordinarily be termed package shipments, as 
distinguished from loose brimstone in bulk. The testimony shows 
that under official classification package shipments are generally 
rated higher than shipments of same commodities loose in bulk. 


We are of the opinion that the carriers are correct in their 
contention that item 4570 of Agent B. T. Jones’ Tariff, I. C. C. 
2129, is applicable only to shipments in bulk and that were it 
intended to be applied on shipments packed in barrels, the term 
“in bulk in barrels” would have been used. 

There are no decisions of the Commission which construe 
the item in question. 


Reparation—Interest on Overcharge on Transit Shipment vs. 
Transit Refund 


Illinois —Question: We have filed claim with carriers for 
overcharge on shipment of grain products on which we were 
accorded transit privilege. Carriers have paid claim, but refuse 
to pay interest on same and quote I. C. C. ruling of December 
27, Docket 18729, Domestic Milling Co. vs. C. & A. R. R., 148 
I. C. C. 680. 

This is a straight overcharge claim, carriers having collected 
in excess of the lawful rate from milling point to destination 
and there is no question of the transit application. 

Please advise if the ruling quoted would cover our case. 

Answer: In our opinion, the Commission’s decision in the 
case to which you refer is not applicable to a straight over- 
charge, that is, where an amount in excess of the lawfully 
applicable rate from milling point to destination is collected. 
In other words, if the rate into the milling point is 10c and the 
lawfully published tariff rate from milling point to destinat‘on 
is 20c, and charges on the basis of 25c are collected for the 
movement from milling point to destination, there is a straight 
overcharge of 5c per 100 pounds, regardless of the fact that at 
a later date a through rate of 21c from point of origin to final 
destination will be protected upon presentation of transit claim. 
It is the collection of more than the local rate into the transit 
point or beyond the transit point at the time the shipment 
moves that constitutes the overcharge and upon this amount 
interest may, in our opinion, be recovered. See Boldt Co. vs. 
P. C. C. & St. L. Ry. Co., 42 I. C. C. 308. and Lexington Flouring 
Mills vs. Mo. Pac. Ry. Co., 48 I. C C. 687. 


Sales—Meaning of C. I. F. Where Used in Contract of Sale 


Massachusetts.—Question: Will you kindly advise if the pur- 
chaser or the seller should make claim against steamship com- 
pany, or the insurance company, if insured, on an imported 
sh'pment that has been bought at a price C. I. F. Boston, on 
which a shortage has developed, whereby some of the goods 
were not received that were covered by the invoice and biil of 
lading. 

The buyer claimed that they should not be put to the 
trouble and expense of handling the claim and should only be 
obliged to pay for what they received, while the seller claims 
that the buyer should pay the full invoice price and make the 
claim. 

Will you also kindly advise if the buyer, in case they make 
the claim, is entitled to the value of the goods at destination 
or if he can only expect the value at shipping point? 

Answer: Where a seller desires to quote a price covering 
the cost of the goods, the marine insurance on the goods, and 
all transportation charges to the foreign point of del'very, the 
term C. I. C. (naming foreign port) should be used. Under this 
quotation the seller must: 

(1) Make freight contract and pay Treight charges sufficient to 
carry goods to agreed destination. 

(2) Take out and pay for n:ceaisary marine insurance. 

(3) Be responsible for loss and/or damage until goods have been 
delivered alongside the ship, and clean ocean bill of lading and in- 
surance policy have been delivered to the buyer, or his agent. 
(Seller is not responsible for the delivery of goods at destination, 
nor for payment by the underwriters of insurance claims.) 

(4) Provide war risk insurance, where necessary, for buyer's 
account. 

The buyer must: 

(1) Be responsible for loss and/or damage thereafter, and must 
make all claims to which he may be entitled under the insurance 
directly on the underwri(‘ers. 

(2) Take delivery and pay costs of discharge, lighterage and 
landing at foreign port of destination in accordance with bill of 
—s clauses. 

(3) Pay foreign customs duties and wharfage charges, if any. 


Weights—Carriers vs. Shippers 
Maryland.—Question: Please let us have your opinion on 


the following question, which occurs quite frequently: 
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A car of grain is received on which the shipper’s and the 
consignee’s weights agree but the railroad weight is higher. 
Can the consignee pay for the actual weight only and thus 
save making an overcharge claim? 

Answer: In Peters vs. O. S. L. R. Co., 20 I. C. C. 598, the 
Commission said that “the actual weight of a shipment con- 
stitutes the true basis upon which to assess transportation 
charges. The question is one of fact.” 

While the Commission has said that a carrier should not 
be required to accept weights ascertained by shippers on their 
private scales (Providence Fruit & Produce Exchange vs. 
Director-General, 66 I. C. C. 300, and S. C. Schenck vs. N. & W. 
Ry. Co., 29 I. C. C. 125), it has, where a carrier’s weights were 
questioned, given consideration to weights found by a consignee 
on his scales at point of destination. See Keystone Wood Co. 
vs. Pa. R. R. Co., 38 I. C. C. 622; S. C. Woolman & Co. vs. Pa. 
R. R. Co., 44 I. C. C. 530, and Aetna Portland Cement Co. vs. 
D. G. H. & M. Ry. Co., 46 I. C. C. 407. Nevertheless, inasmuch 
as disputes as to the weights of past shipments raise questions 
of fact which are quite difficult of determination, evidence of a 
very positive character as to the incorrectness of the scaling 
by the carrier is necessary before another weight will be sub- 
stituted therefor. Browne Grain Co. vs. G. C. & S. F. Ry. Co., 
20 I. C. C. 163. Monon Lumber Co. vs. Director-General, 109 
I, C. C. 429. 

Sections (b) and (f) of rule 8 of the National Code of 
Weighing Rules, which rules are published by most of the car- 
riers, govern the weighing and reweighing of carload freight. 
Under these rules as many as three weighings of a car may be 
had in order to ascertain definitely the actual weight of a 
shipment. 

Where shippers’ and carriers’ weights differ the question 
arises as to what is the actual weight of a shipment, this being 
the basis on which charges should be collected. This is one of 
fact. There should be a reweighing of the car and, if necessary, 
a third weighing if there is a difference between two of the 
carrier’s weights. The shipper is entitled to demand a reweigh- 
ing of cars where he has reason to doubt a carrier’s weights 
and provision is made for reweighing in the carriers’ tariffs. 

Unless the carrier will admit that the shipper’s and con- 
signee’s weights and not the weights arrived at on its scales 
are the correct weights, it necessarily will demand payment on 
the basis of the carrier’s weights. 'The shipper must pay charges 
on this basis and then appeal to the Interstate Commerce Com- 
mission, in the event that carrier is not willing to revise its 
weights to the basis of those of the consignor and consignee, or 
refuse to pay charges on any other basis, thereby requiring the 
carrier to bring an action for the difference, in the event that 
a shipment has been delivered prior to the payment of the freight 
charges. 

Tariff Interpretation 

New York.—Question: A shipment of cotton fabric moved 
from Sand Springs, Okla., to Montgomery, Ala., the bill of lading 
showing routing via “Frisco-Birmingham, c/o the L. & N.,” but 
no rate shown thereon. Charges were assessed on basis of 164 
per hundred, authority column 70 rates in S. W. L. 154. The 
shipper claims that the correct rate is combination of 128, 
made up: Sand Springs to New Orleans, 69c; S. W. L. 11-S; 
New Orleans to Montgomery, 59c, Glenn’s I. C. C. A-685. The 
carrier claims that the combination is not applicable, because 
the rate to New Orleans does not apply via the route shown on 
the bill of lading. The shipper contends that item 3, page 137, 
of S. W. L. 154 specifically allows the combination, wherein 
it is provided: 

If the aggregate of intermediate interstate rates, via any all- 
rail route lawfully on file with the Interstate Commerce Commission 
to or from stations shown in this tariff, or as some may be amended, 
make a less rate or charge than the through rates published in this 
tariff, or as same may be amended, such aggregate of intermediates 
will apply via all routes authorized in this tariff. 

Will you be kind enough to give your opinion of this matter? 

Answer: The provisions of item 3 of Southwestern Lines 
Tariff 154 are published under Special Permission of the Inter- 
state Commerce Commission No. 84598 of November 1, 1927. 
This item was reissued in supplement No. 48, effective July 7, 
1929, under Special Permission No. 92835 of April 13, 1929, and 
expires with July 7, 1939, unless sooner changed or extended. 
The purpose, as shown by the applications for the special per- 
missions above referred to, is, as the rule shows, to permit of 
the application of combinations over lower Mississippi River 
gateways or other points via routes specified in the tariff 

Under the application of the rule you are entitled to the 
combination of $1.28 over New Orleans. 

Reconsignment Instructions Conditioned Upon Application of 
Specified Rate 

ItNlinois—Question: Would appreciate if you would kindly 
te me with decisions pertaining to the case I am outlining 

elow: 
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A car was billed from Jacks Creek, Ky., to ourselves 4; | 
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Joliet, fll., routed C. & O. B/4, N. Y. C., E. J. & E. 

This car was reconsigned by our agents at Russell, Ky. 
to Whitehall, Ill.; however, the agency routed car via a route 
where the through rate was not applicable. There was a through 


rate of $3.72 applicable via C. & O., B/4, C. B. & Q., C. & 4 | 


dely., but car was routed by the agency C. & O. Marion, N. K. P, 
Springfield, C. & A., with a request that the rate of $3.72 plus 
$2.70 reconsigning charge follow to destination. 


The railroad has declined to entertain the overcharge claim, 


basing their refusal on Interstate Commerce Commission Docket 


No. 13168, Northwest Traffic and Service Bureau vs. C. & N. W. © 


R. R., 80 I. C. C. 81, 82. 


It would seem from the decision referred to that a recon. . 
signment is handled differently than a car billed from the min | 


where the rate and routing conflict. 
Answer: 


rate, but specified a route over which such rate did not apply, 


it was the agent’s duty to ascertain from the shipper whether © 
the shipment should be forwarded via the route named in the ~ 
shipping instructions or via the route over which the rate name 
in the instructions was applicable, and that the carrier was 7 
responsible for any increase in freight charges which resulted © 
However, © 
in Northwest Traffic and Service Bureau vs. C. & N. W. Ry. | 
Co., 80 I. C. C. 81, and Milne Lumber Co. vs. V. S. & P., 14) | 
I. C. C. 167, citing the former case, it was held that the failure © 
of a carrier to comply with a condition attached to thé diversion ~ 
order of a shipper does not constitute a violation of the act, 
every shipper being bound to take notice of the terms ani ~ 


from the failure of the agent to follow this course. 


conditions of the tariffs governing his shipments. It is possible 


to distinguish the Gibson Fruit Co. case, 21 I. C. C. 644, from ~ 


the other two cases upon the fact that the shipment coverei 
by the Gibson Fruit Co. case could have been forwarded via a 
route over which the through rate specified in the reconsigning 
instructions applied, while in the other cases it was not possible 
to forward the shipments via a route over which the joint 
through rate applied. The decision in Chevrolet Motor Co. vs. 


C. R. I. & P. Ry. Co., 182 I. C. C. 337, makes this distinction | 


although the above referred to cases are not cited. On page 
339, the Commission said: 


Defendants point out that the $4.845 rate was not applicable to 
Brownwood over any route beyond the point where the car was 
located at the time the reconsignment order was received; that 
defendants were not obligated to so notify complainant under the 
applicable tariff rules; and that it was impossible to reconsign the 
car to Brownwood over any route that would afford protection of 
the joint through rate, or to move the car via the route named in 
the letter of confirmation. They urge that the order received was 
essentially one to reconsign the car to another destination, and that 
they were justified in reconsigning the car to Brownwood over 2 
route affording the lowest rate via the reconsigning point. 

The situation here presented is different from that in which the 


carrier was able at the time the reconsignment order was given to a 


divert the shipment to the route over which the lower rate named in 


the order applied. In the present case the shipment could not have S 


been forwarded over any route over which the $2.845 rate woull 
have applied at the time the order of reconsignment was given 
Therefore, if we accept complainant’s contention that the protection 
of the rate named in the order was a condition precedent to recor- 
signment and that defendants were obligated to notify complainant 
that such rate could not be protected, it follows that the forwarding 
of the shipment to Brownwood was unauthorized. The shipment couli 
have been refused at that point and the defendants compelled to 
return it to Marlin without expense. Instead, by accepting the ship- 
ment at Brownwood the failure to observe this condition was waived. 
The fact that the shipment was accepted without notice that the 
$3.845 rate had not been protected, as stated by 
does not relieve the responsible party of its liability to pay the a- 
eeratte charges. Reeves Coal Co. vs. C. M. & 


Delivery by Carrier—Receipt of Goods by Drayman 


Ohio.—Question: Will you kindly advise, giving any cité 
tion you may have at hand, in connection with a like case! 
If we have any recourse against the express company whel 


they obtained receipt from truckman for shipments delivered to ~ 
said truckman, and he, in turn, delivered shipment to consignee ~ 
without obtaining receipt, it seems the drayman gave express © 
company receipt for signature, but the consignee did not give ~ 
drayman receipt, and now claims that the goods were not re © 


ceived. 


Is the express company responsible, as they were not fur 
nished any instructions from the consignee to deliver shipments © 
to this particular drayman, although the drayman has bee) © 


handling shipments for some time? 


Answer: Where the carrier receives goods under a contract, © 
either express or implied, from the marks on the goods, to de © 


liver them to a person named, without any reservation of powe! 
of disposal by the consignor, then the delivery to such persol, 
or to his authorized agent, completes the contract and relieves 
the carrier from any further liability. 

A delivery to the agent of the consignee, or to any othe! 


In Gibson Fruit Co. vs. C. & N. W. Ry. Co., 2) 7 
I. C. C. 624, the Commission held that where the reconsignment © 
order given by the complainant put the carrier on notice that © 
the complainant desired to secure the benefit of a joint through 7 


the complainant 
St. P. Ry. Co., 37 1.C.C | 
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person entitled to the goods who has been duly authorized to 
receive the goods for his principal, is a good delivery and will 
relieve the carrier from further liability. And if the person to 
whom delivery is made is really the agent authorized to receive 
the goods the delivery will be sufficient, although the authority 
was not known to the carrier, or although the delivery was 
made on insufficient or even on false evidence. But an agent 
engaged in the general employment of the consignee in con- 
nection with his business may not have such authority as to 
excuse the carrier in making delivery to him if he has not 
actual authority to receive the goods. And when the carrier 
is sued for misdelivery, it must show that the agent was au- 
thorized to receive the goods, or at least that he had been 
clothed with such apparent authority as to justify it in pre- 
suming his authority; but no greater degree of proof of authority 
in the person to whom they were delivered is required than 
for any other issue in a civil case. 

It has been held that a drayman who has been in the habit 
of receiving goods for a consignee is not necessarily an author- 
ized agent with reference to any particular shipment. Dean vs. 
Vaccaro, 2 Head (Tenn.), 488, 75 Am. D. 744; Sawyer vs. Chicago, 
ete., R. Co., 22 Wis. 403, 99 Am. D. 49. In Paine vs. Johnson, 
Flucker & Co., 108 S. E. 803, the court said: 


The defendant claimed delivery to a drayman as the agent of 
the plaintiff and sought to prove the agency by a course of dealing. 
The only issue in the case was whether or not the shipments had 
been delivered to a person (the drayman) authorized by the plain- 
tiff to receive them from the defendant, and whether or not the 
defendant, by a course of dealing with the plaintiff, had a right to 
depend upon their delivery to this alleged agent of the plaintiff. There 
was evidence to support the veridct, and the charge of the court 
was not erroneous for any of the reasons assigned. 


Rates—Short Hauling—Application of Section 15 (4) of Act 


South Dakota.—Question: I would like to have the citations 
to any decisions of the Commission on similar issues covering 
the following proposition: 

Point of origin and destination is on the line of carrier A. 
They have been parties to through rates from the same origin 
to the same destination by other lines. Recently carrier A 
decided to eliminate the other lines and so published restric- 
tions on the routing whereby other carriers than A would be 
compelled to charge the combination of rates. 

The distance from point of origin to destination in the case 
being 390 miles, carrier A could deliver the shipment to carrier 
B whereby it could receive a haul of 270 miles of the total dis- 
tance, thereby receiving the major portion of the haul, and 
would not conflict with section 15 pertaining to short-hauling 
of carriers, as outlined above. 

The question we have in mind is, whether or not carrier A 
could be compelled to provide routing by a junction point with 
another carrier whereby carrier A would receive the major por- 
tion of the haul, and whether-or not this same situation has 
been decided by the Commission in any former cases. 

Answer: In the following cases the Commission has cited 
the decision of the Supreme Court of the United States in United 
States vs. Mo. Pac. R. R. Co., 278 U. S. 269: Restriction of 
Class Rates on Cotton Factory Products from Southern to 
C. F. A. Territories, 155 I. C. C. 355-359; Beaman Elevator Com- 
pany vs. Chicago & North Western Ry. Co., 155 I. C. C. 313-314; 
D. A. Stickell & Sons, Inc., vs. Western Maryland Ry. Co., 153 
I. C. C. 759, 760; Maloney Tank Manufacturing Co. vs. A. T. & 
S. F. Ry. Co., 153 I. C. C. 741, 747; Appalachian Power Company 
et al. vs. Norfolk & Western Ry. Co., 152 I. C. C. 389-394; Com- 
modity Rates on Lumber and Other Forest Products, in Car- 
loads, from South Pacific Coast Territory to Points in C. F. A. 
Territory, 151 I. C. C. 763-768. 

Unless the route of carrier A from point of origin to des- 
tination is unduly circuitous, it seems apparent that under these 
decisions carrier A may restrict the application of rates to its 
single-line route. In the cast first cited above, the Commission 
said: 


Respondent urges that the foregoing facts justify the nonapplica- 
tion of the joint class rates via the Virginia cities. It further con- 
tends that over the routes via the Virginia cities and the Potomac 
gateways it would be short hauled. From Potomac Yard, Va., to 
Cleveland it is 436 miles and from Cincinnati to Cleveland, 244 miles. 
Over respondent’s lines it is 298 miles from Burlington to Potomac 
Yard and 648 miles from Burlington to Cincinnati via John Sevier 
Transfer, or total distances of 734 and 892 miles, respectively, from 
Burlington to Cleveland. The route via John Sevier Transfer and 
Cincinnati is not unduly circuitous, and in accordance with United 
States vs. Mo. Pac. R. R. Co., 278 U. S. 269, decided January 2, 1929, 
we may not prevent restriction of the joint class rates over those 
routes in so far as respondent is concerned. 


Demurrage—Weather Conditions 


lowa.—Question: I have a case where a car of automobiles 
was received and during one day of the free time it rained about 
1.7 inches. Demurrage was charged for this particular day and 
the carriers claim that on the same day another consignee un- 
loaded a car of autos and refused to make refund and referred 
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to note as shown in section A of rule No. 8 of the Demurrag 
Tariff. It seems to me that just because someone else may 
have unloaded a car of automobiles while it was raining tha; 
that does not make it necessary that another consignee should 
do likewise. 

Will you please advise if under such circumstances the 
carriers can decline to refund this one-day demurrage? 

Answer: In its decisions in Murphy Bros. vs. N. Y. C. ¢ 
H. R. R. R. Co., 33 I. C. C. 355, the Commission ‘construed the pro. 
visions of section A of rule 8 of the Uniform Demurrage Tariff | 
In this case the Commission said, on page 358: 


Certain other differences have arisen between complainants anj 
defendant due to the different interpretations of the words in the 
tariff ‘“‘impossible to unload.”’ It appears that both parties keep rec. 
ords of weather conditions. Defendant alleges that it is its practice 
when a dispute arises to make an investigation of the claim ani 
consult reports of the United States Weather Bureau. Manifestly 
the words “impossible to unload”’ can not be given a literal interpreta. 
tion. They must be construed in a reasonable manner. Weather 
conditions that would ordinarily prevent unloading might not pre. § 
vent one shipper under the stress of unusual circumstances from un. © 
loading, regardless of weather conditions. The test should not be 
whether or not some consignee unloaded cars at the same place dur. 7 
ing the same period, but whether or not, considering the character 
of the freight, other consignees reasonably could and did unload. 
When a dispute arises, the United States Weather Bureau reports 
should be given proper consideration, and these, the claims an 
records of consignees, and the records kept by carriers’ agents should 
be considered together in reaching a conclusion as to whether or not 
the weather conditions were such as to entitle consignees to waiver 
of track-storage charges. Refusal to apply a reasonable interpretatioy 
of this rule, thereby depriving complainants of refunds lawfully due, 
subjects them to unlawful charges just as much as if they wer 
charged more than the lawful rate for transportation. 


See also Central Pennsylvania Lumber Co. vs. Director-Gen- © 
eral, 53 I. C. C. 528. 


TRAFFIC MANAGEMENT SURVEY 


“The demurrage charges of a copper mining and smelting 7 
company in the southwest, which formerly averaged over $1,00) ~ 
a year, plus unnecessary switching expense due to the result ~ 
ing congestion at the plant, has been reduced to an average oi 
less than $100 annually, and incidental expenses have been ~ 
eliminated, according to a report received by the trnsportation 
division in connection with its industrial traffic management 
survey,” says Domestic Commerce, issued by the Department of | ~ 
Commerce. “The elimination of this economic waste is attrib 
uted to the following factors: 








(1) Institution of average monthly demurrage agreement. t 
(2) Securing the cooperation of the production and storee depart- 
ment. 43 
(a) In the prompt unloading of cars. a 
(b) In furnishing accurate running inventories of materials on 7 
hand and rates of consumption. 
(3) Cooperation through purchasing department with shippers t0 ~ 
regulate the flow of shipments in accordance with consuming ability. ~ 
(4) Cooperation with engineering and production departments in 7 
providing adequate storage and economical means of transferring 
materials into and from storage. s 
(5) The placing of all production work on a bonus basis. 





A large power and light company in the east has reported 
that one valuable service of its traffic department is the keeping 
of a careful daily record in connection with coal shipments. A 
car report available each morning gives first-hand information 
on the number of cars in transit, number received and unloaded © 
the preceding day, and a daily demurrage record gives actual 7 
credits and debits accruing daily on the company’s shipments. 
These records are said to enable them to regulate coal shipments 
to the best advantage and to avoid ir egular deliveries of cars, 
such as switching delays and bunchiug shipments, which have 
seriously affected them in the past. 


FASTER FREIGHT SERVICE 


Faster freight service than has heretofore been regularly 
available from Chicago and St. Louis to the eastern seaboard 
is announced for the Pennsylvania Railroad by S. T. Stackpole. ~ 
traffic manager, at Chicago. All freight, under the new sched ~ 
ules, will be delivered in eastern cities on the third morning 
This will be the first time such a service has been provided © 
on a uniform year-round schedule. This means that hereafter 
all freight—not merely perishables and live stock from Chicago 
and St. Louis—will be delivered by the Pennsylvania Railroad 
at the Atlantic seaboard on the third morning after it. is 1¢ 7 
ceived. 

Announcement had been made previously that westbouné a 
merchandise and perishable freight from eastern cities to Chi ~ 
cago and St. Louis would be continued throughout the winter ~ 
on a third-morning schedule, instead of, as heretofore, on 2 | 
fourth-morning schedule. The improvement now announced puts 
the entire freight service of the Pennsylvania eastbound, as wel! | 
as westbound, on a third-morning delivery basis throughout the | 
year. a 
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Raw Material and Market 


| HE Pittsburgh District—the workshop of the world— 

famed as the nation’s greatest industrial center— 
noted for its unrivaled transportation facilities—the focal 
point of a vast network of mainline railroads extending in 
every direction and the nucleus of the greatest consuming 
market in the United States. 


No wonder the Pittsburgh District has become the magnet 
for foresighted manufacturers since the beginning of 
American industry—no wonder that here in this ideal 
industrial realm so many great business fortunes have 
been made—for Pittsburgh is the ‘‘open sesame”’ to suc- 
cessful, profitable manufacturing today, tomorrow and 
for all time. 


Prominent in making the Pittsburgh District the nation’s 
greatest industrial center is the Montour Railroad— 
uniting all trunk line railroads and bringing their service 
direct to your door. 


Decide today to investigate the possibilities of locating 
your plant or warehouse in this District. We shall be glad 
to furnish you with detailed particulars. 


MONTOUR R.R. 


141 OLIVER BLDG - ” PITTSBURGH PENNA. 
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INLAND FREIGHT TERMINAL 


The Trafic World New York Bureau 


While general approval, at least in principle, was given to 
the plan of the Port Authority of New York to build an inland 
union freight terminal by most of those who attended a public 
hearing held in the board’s assembly rooms, and approval of 
the site proposed at Eighth and Ninth avenues and Fifteenth 
and Sixteenth streets was voiced by the Merchants’ Association 
of New York, the Shippers’ Conference of Greater New York, 
the New York Board of Trade, the Railroad Presidents’ Confer- 
ence Committee, and other organizations and persons, vigorous 
opposition was offered to the site by representatives of the 
Real Estate Board of New York and other realty organizations, 
the Warehousemen’s Association of New York, owners of prop- 
erty, and New Jersey, Brooklyn and Queens interests. 

At the close of the hearing Chairman Howard S. Cull- 
man announced that the board would decide later whether it 
would hold another public hearing, and that, as a matter of 
fact, it had not adopted the site proposed, but was only con- 
sidering it, and that it was ready to receive any data or sugges- 
tion or proposed sites that anyone had to offer and would be 
glad to confer with anyone having such suggestions to make. 
The cost of the land and building to be erected thereon would 
be $15,000,000. 

In opening the hearing, Chairman Cullman explained that 
it had been part of the comprehensive plan adopted by the 
board in accordance with the duties placed on it by the states 
of New York and New Jersey to establish inland freight sta- 
tions, and that the only question at issue was, therefore, as to 
the best selection of a site for the first union station, which it 
was now proposed to construct after having come to an agree- 
ment with the trunk lines, who will operate the terminal. 

William H. Chandler, representing the Merchants’ Associa- 
tion and the Shippers’ Conference of Greater New York, said 
both organizations had given the most careful study to the 
question at issue and of the site proposed and as a result came 
to the conclusion that the plans of the Port Authority should be 
accepted. The fact that the board had been able to bring the 
railroads into line at last was of great importance, for the 
railroads could not be compelled to operate any terminal the 
site of which they did not approve. 

J. L. Banham, president of the New York Board of Trade, 
said that it should go to the extreme in backing the plan of the 
Port Authority. A start had to be made somewhere and Man- 
hattan was the place to start. New Jersey and other boroughs 
in this city would be taken care of in due course, when this 
first station had proved a success, as it was sure to do. 

Mr. Crosby, speaking for the Warehousemen’s Association 
of New York, said that what the members of his association 
feared was that the Port Authority would be entering into un- 
fair competition with private establishments and for that reason 
they opposed the present plan. 

A. C. McIntyre of the Lehigh Valley Railroad, speaking for 
the subcommittee of the railroad presidents’ conference com- 
mittee, said the trunk line railroads had carefully studied the 
proposed site, and, as it gave equal opportunity to all the rail- 
roads, they were in favor of it. Other locations that might be 
suggested would only back up on railroad tracks. 

Those who appeared in favor of the Port Authority’s plan 
and site were the Merchants’ Association, the Shippers’ Confer- 
ence of Greater New York, the New York Board of Trade, the 
New York Freight Brokers’ Association, Harold Lewis of the 
Regional Plan of New York, A. White of Woolworth’s, F. W. 
Hichhorn of the United States Rubber Co. and a number of 
others. 

Opposed to the site proposal were the Real Estate Board of 
New York, the Warehousemen’s Association of New York, the 
United Realty Owners’ Association, P. W. Moore of the Queens- 
boro Chamber of Commerce, A. C. Welch of the Brooklyn Cham- 
ber of Commerce, the Eighth Avenue Association, the Central 
Mercantile Association, the Chelsea Association, the Twenty- 
third Street Association, the Real Estate Board of New Jersey, 
and representatives of Jersey City and Newark, and a number of 
property owners. 


NEED FOR BUS REGULATION 


Widespread critcism of the manner in which busses are 
being operated over the highways “and the tendency of bus 
drivers to hog the road and not give way to other traffic” is re- 
ferred to in a bulletin issued October 3 by John M. Meighan, 
secretary of the National Association of Motor Bus Operators. 

“Law violations of the kind now receiving publicity are 
charged, almost without exception, to the interstate or long- 
distance carrier and apply to the responsible operator as well 
as to what is considered the irresponsible type,” says Mr. 
Meighan, 
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“Undoubtedly the passage of an interstate law would have 
the effect of improving conditions in this respect, for when it 
is realized by an operator that consistent violation of police 
regulations and safety rules laid down by regulatory officials 
might result in the cancellation of operating rights, more care 
will be exercised in the supervisian of drivers and in the draft. 
ing of schedules. 

“It is pretty generally appreciated in the industry itself that 
there is no desire on the part of bus company executives to 
operate in violation of any law or police rule. The great amount 
of money spent in advertising, publicity, safety drives among 
drivers and in the salary paid to safety directors is enough to 
prove to anybody investigating the situation that there is every 
desire on the part of the responsible operator to build up rather 
than destroy public good will. 

“The passage of an interstate regulatory law would un. 
doubtedly be the best remedy that could be applied in bringing 
about better conditions in the operation of busses. There is, 
however, likely to be in interval of several months before such 
a remedy can be expected and it would seem that it would be 


to the advantage of the bus industry to devise some means of e 


its own for bringing the situation under better control. 


“The adoption of a code of ethics for all members belonging i: 


to the national association, to be the guide in an intelligently a 
planned safety and better operating practice drive, should help 


considerably if all of our members would sincerely cooperate in 
making such a drive a success. 
paign every company should go over all schedules and check 


with their traffic employes on the length of time necessary be © 


tween points to keep the speed of busses within legal limits. 


Hogging the road and refusal to give way to other traffic by bus © 


drivers should be severely dealt with. This particular condition 
could easily be checked and remedied if the drivers responsible 
are appropriately penalized. 

“Courtesy signs on the rear of the bus, such as many truck. 
ing companies use, assuring other highway users of the courtesy 
of the road, if lived up to could be of great help in the ultimate 
result desired—the confidence and good will of the public. 


“Sometime within the next six or eight weeks the new board = 


As a preliminary to such a cam. | 


of directors of the national association will meet in Washing  ~ 


ton and this whole matter. will receive attention. In the mean- 
time any suggestions our members might care to make with 
reference to the matter will be greatly appreciated and will be 
placed before the board of directors as a part of the file the 
secretary will present. 

“In reflecting on the seriousness of the situation one thing 
should be borne in mind and that is, if regulation of interstate 
carriers is forced by complaints of the kind herein mentioned, it 
is likely to be very far-reaching and more restrictive than is now 
contemplated by all of the parties interested. Reform of the 
kind indicated as being needed at this time should come from 
within the industry rather than from force being exerted with- 
out.” 


SPEEDY FREIGHT HANDLING 


“The railroads of this country continue to move the heavy 
freight traffic now being handled by them with the greatest 


rapidity ever attained,” says the Bureau of Railway Economics. < 


“The average speed of freight trains in July this year, 
according to reports for the month just filed by the Class I rail- 
roads, was 13.4 miles per hour, the highest average ever reached 
in any July on record and an increase of three-tenths of one 
mile above that for July last year. This average, however, was 
the same as that for June this year. 

“The daily average movement per freight car in July was 
32.1 miles, which exceeds the previous high average for any 
July on record, having been 1.8 miles greater than that for July, 
1928, and three miles greater than that for July, 1927. 

“In computing the average daily movement per day account 


is taken of all freight cars in service, including cars in transit, a 


cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs, and also cars on side tracks for which n0 
load is immediately available. 

“The average load per car in July this year was 27.3 tons, 
including less-than-carload lot freight as well as carload freight. 
This was an increase of seven-tenths of a ton above that for 
July, 1928, and three-tenths of a ton above that for July, 1927.” 


COMMENT ON GRAIN RATES 








A review of the freight rate situation with respect to wheat © 
from Kansas City to Gulf ports for export is contained in 4 7 
statement issued by the Bureau of Agricultural Economics of a 


the Department of Agriculture. It is stated that as the result 


of the readjustment of rates the wheat growers of the south- a 


west will be placed more nearly on a parity with the north 
western growers in the United States and Canada as regards 


the aggregate cost of transportation from the principal. terminal 7 


markets to the consuming centers of Europe. 
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A. T. C. OF A. MEETING 


Barring last minute additions or changes, the program for 
the semi-annual convention of the Associated Traffic Clubs of 
America at the Hotel Jefferson, St. Louis, October 15 and 16, 
has been completed. An effort has been made to prepare an 
interesting and valuable program and a large crowd, outside of 
the regularly appointed delegates, is expected. In addition to 
the routine activities of the association, represented on the 
program by reports of various committees and so on, there will 
be addresses by men of prominence on the four subjects to 
which the association has been directing the attention of the 
member clubs for the last six months—railroad consolidation, 
commercial aviation, motor vehicle transportation, and inland 
waterway development. 

Registration is set for 9 a. m., October 15, and the convention 
will open at 9:30, in the Gold Room of the New Hotel Jefferson. 
The docket for the morning session is as follows: Invocation, 
Dean William Scarlett, D. D.; remarks, G. E. Goodwin, president 
of the Traffic Club of St. Louis; welcome, Victor J. Miller, mayor 
of St. Louis; announcements, F. A. Doeber, secretary; report 
of the board of directors, H. A. Palmer, chairman; address, R. 
H. Aishton, president, American Railway Association; address, 
W. H. Williams, chairman of the board, Wabash and Missouri 
Pacific railroads, subject “Railroad Consolidation,” discussion of 
the subject from the floor; adjournment for luncheon. 

In the afternoon the report of the committee on education 
and research, by W. E. Butterbaugh, chairman, will begin the 
program. That will be followed by an address by Carl J. Baer, 
president of the Standard Unit Navigation Company and vice- 
president Mississippi Barge Line, on “Inland Waterways;” an 
address by J. M. Fitzgerald, assistant to the chairman of the 
committee on public relations, Eastern railroads, former presi- 
dent of the Western Maryland, on “Inland Waterways;” to be 
followed by discussion on that subject and on activities of indi- 
vidual clubs. 

A dinner, under the auspices of the Traffic Club of St. Louis, 
will follow in the evening at 6:30, to which the ladies are in- 
vited. The speakers and their subjects will be: George Han- 
nauer, president of the Boston & Maine, ‘‘Motor Transportation;” 
Amelia Earhart, aviatrix, “Aviation,” and Samuel O. Dunn, editor 
of the Railway Age, “Railroad Consolidation.” J. E. Taussig, 
president of the Wabash, will be toastmaster. 

The session, October 16, will begin at 9:15, with the follow- 
ing program: Report, membership committee, Allen R. Gould. 
chairman; address, Harry Scullin, president of the Scullin Steel 
Company; address, C. S. (Casey) Jones, president of the Curtis 
Flying Service, “Commercial Flying;” address, A. J. Brosseau, 
president Mack Trucks Incorporated, International Motor Com- 
pany, “Motor Transportation;” address, Robert E. Lee, manager 
of the Automobile Dealers’ Association, ‘Motor Transportation,” 
discussion of the subject from the floor; report of the speakers’ 
committee, E. R. Bardgett, chairman; report of the finnace com- 
mittee, W. Bockstahler, chairman, and W. T. Vandenburgh, 
treasurer; general business. 

The program is printed in an attractive booklet of 20 pages, 
which includes, besides the docket, pictures of the speakers, a 
list of the member clubs, officers and directors of the associa- 
tion, and other items. 

It states that the St. Louis Traffic Club has made pro- 
vision for the entertainment of ladies accompanying delegates 
and those in attendance at the convention. 





Doings of the Traffic Clubs 





Important discussion of future activities of the club is an- 
nounced for the meeting of the Traffic Club of Sioux City, Octo- 
ber 9, at the Chamber of Commerce club rooms. A “Dutch lunch- 
eon” will be served after the business meeting. 





A delegation from the Traffic Club of New York to the 
semi-annual meeting of the Associated Traffic Clubs of America, 
including T. T. Harkrader, president of the national association, 
will make the trip over the Pennsylvania to Columbus, O., from 
where they will travel by plane to St. Louis over the route of 
Transcontinental Air Transport, a part of the coast-to-coast 
air-rail hook-up maintained between the Pennsylvania, T. A. T. 
and the Santa Fe. Others in the party besides President Hark- 
rader will be W. J. L. Banham, former president of the national 
association; G. F. Hichborn, president of the New York club; 
C. A. Swope, secretary of the club; J. L. Eysmans, vice-presi- 
dent, Pennsylvania; J. W. Roberts, assistant vice-president, 
Pennsylvania; A. H. Shaw, passenger traffic manager, Pennsyl- 
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vania, and H. W. Conner, traffic manager, Transcontinental Ajr 
Transport. 





An elaborate program of speaking and entertainment marked 
the first dinner-meeting of the season of the Worcester Traffic 
Association at the Bancroft Hotel September 23. Col. Samuel] 
E. Winslow, chairman of the Board of Mediation, addressed the 
meeting. Other speakers were Congressman George R. Stobbs, 
Mayor O’Hara, and Postmaster James F. Healy. Charles Firth, 
general agent of the Boston & Albany, president of the club, 
presided. Moving pictures of Glacier National Park and the 
Pacific northwest were displayed, through the courtesy of John 
H. Kenny, New England passenger agent of the Great Northern. 
The following nominating committee was appointed: Joseph 
H. Ward (chairman), George Hathorne, Arsene A. Roy, William 
F. Sheehan and James E. Sweeny. 





The Transportation Club of Des Moines has appointed Phil 7 


Schorr, district freight agent, Wabash, and Frank Emmke, traffic 
manager, F. W. Fitch Company, delegates to the meeting of the 
Associated Traffic Clubs of America at St. Louis. 





L. C. Bundy, general agent, Illinois Terminal Railroad, and ~ 
R. Z. Eaton, traffic manager, Keystone Steel and Wire Company, © 
have been appointed delegates to the meeting of the Associated ~ 7 
Louis by the Transportation © 
E. C. Meyer, general agent, C. & A., and J. F. © 
Hobin, traffic manager, American Milling Company, have been © 


Traffic Clubs of America at St. 


Club of Peoria. 


appointed alternates. 





The Transportation Club of Decatur will be represented at ~ 
St. Louis at the semi-annual meeting of the Associated Traffic ~ 


Clubs of America by F. O. Goodwell and A. S. Crabb, delegates, 
J. Stoudt and S. F. Coay have been appointed alternates. 





October 31 has been set by the Transportation Club of 
Louisville as the date for its annual banquet at the Brown 
Hotel. “Municipal Bridge” will be dedicated that afternoon, 
the club having been appointed as official host in the evening. 
A splendid program, including speakers of national prominence, 
is promised. 

The Junior Traffic Club of Chicago will be represented at 
the meeting of the Associated Traffic Clubs of America at St. 
Louis by D. W. C. Becker, director of the traffic management 
department of La Salle Eextension University, who has been 
appointed delegate. 





Delegates to the meeting of the Associated Traffic Clubs 
of America at St. Louis appointed by the Cincinnati Traffic Club 
are J. W. Flannery, traffic manager, Kroger Grocery Company, 
and R. L. Galleher, assistant genéral freight agent, B. & 0. 


n 


Theo. Davis, secretary-manager, Lumber Traffic Association, and ~ 


George W. Doll, general agent, Texas & Pacific, have been ap- 
pointed alternates. 

At a recent meeting of the board of directors of the Los © 
Angeles Transportation Club a resolution was adopted author: 





izing its officers to make application for membership in the ~ 
The application will be ~ 


Associated Traffic Clubs of America. 


een Soe kee 


presented at the semi-annual meeting of the national organiza © 


tion at St. Louis by Mrs. Grace Dewey, president of the Women’s ~ 


Traffic Club of Los Angeles. 3 





The annual meeting of the Co-Operative Traffic Association a 
of New York will be held at the 69th Regiment Armory October ~ 


10. Officers will be elected. 
manager and president of the Hawkins Publishing Company, 
will speak on the “Organization and Personnel of the New Bar 


L. D. Hawkins, consulting trafic © 


of the Interstate Commerce Commission.” be 


———_ -_— pie 


The Transportation Club of Buffalo will hold a golf outing | 


at the Meadowbrook Golf and Country Club October 15. 
will be awarded and a steak dinner served. 

A meeting of the Toledo Transportation Club set for Oct 7 
ber 7 is dedicated to Raymond J. Wood, retiring vice-president. ~ 
who has been transferred to Cleveland. Dinner will be servel 7 
and there will be a program of entertainment. 4 





George Bolender, traffic manager of the Western Paper 
makers’ Chemical Company, and Charles Winslow, traffic mal 
ager of the Kalamazoo Chamber of Commerce, have been elected 
delegate and alternate to represent the Traffic Club of Kalam@ 
zoo at the semi-annual meeting of the Associated Traffic Clubs 
of America at St. Louis. 





At the weekly luncheon of the Transportation Club of St 7 


makes 


Prizes 
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Paul at the Union Depot dining room October 1, S. M. Williams, 
editor of the St. Paul Pioneer Press and Dispatch, spoke on 
“Mergers and Consolidations.” 


A “fall get-together’—boxing and smoker—is scheduled 
for October 7 by the Traffic Club of Philadelphia at the Bellevue- 
Stratford Hotel. 


The Traffic Club of Baltimore held its monthly meeting at 
the Hotel Rennert October 1. “Field Day” will be held at the 
Green Spring Valley Country Club October 5, with an elaborate 
program of sports events, including golf, quoits, indoor base- 
ball, and a tug-of-war between the shippers and carriers, races 
and other contests. Dinner will be served in the evening, to 
be followed by a bridge tournament. 





The Traffic Club of St. Louis will hold its weekly luncheon 
at the New Jefferson Hotel October 7. There will be no lunch- 
eon October 14. 








Personal Notes 


oo 





Phil G. Safford, who resigned from the traffic department of 
the St. L. S. W., at St. Louis, recently, has been appointed 
assistant to the president of the Mississippi Valley Barge Line 
Company. This company was incorporated in July, and is 
building four 2,000 horsepower towboats and fifty 300 ton 
barges for operation between Cincinnati and New Orleans. 
Equipment is to be delivered about June 15, and bi-weekly 
service is contemplated. 

W. G. Ferstel, former district passenger agent, Illinois 
Central, at Chicago, has been appointed general traffic manager 
of Continental Air Services, Inc., which soon will put into 
operation a commercial air line between Chicago and New 
Orleans, in conjunction with the Illinois Central. 

Joseph Quinn has been appointed city passenger and ticket 
agent, Delaware and Hudson, at New York. 

W. A. Budlong has been appointed general agent, Winston- 
Salem Southbound Railway, with headquarters at Jacksonville, 
Fla., succeeding W. E. Gore, Jr., who died. L. B. Newman 
has been appointed commercial agent at Orlando, Fla. The 
positions. of commercial agent at Tampa, Fla., and traveling 
freight agent at Jacksonville, Fla., have been abolished. 

E. W. Button has been cppointed traveling freight agent, 
Kansas City Southern and Texarkana and Fort Smith, at 
Houston, Tex., succeeding A. G. Tufts, transferred. J. B. Dickey 
has been appointed soliciting freight agent at Kansas City, 
succeeding Mr. Button. 

Frank R. Abbott has been appointed claims attorney of 
the Lehigh and Hudson River Railway, with offices at New York, 
in place of William R. Stevens, resigned. 

At the annual meeting of the Alkali Traffic Association at 
French Lick, Ind., September 23, Harry M. Mabey, general 
traffic manager, Mathieson Alkali Works, N. Y., was reelected 
chairman. J. H. Wilharm, traffic manager, Diamond Alkali 
Company, Pittsburgh, was elected secretary. 

G. R. Wheeler has been appointed assistant to freight 
traffic manager, Erie, at New York. W. H. Stadelmen has been 
appointed general eastern freight agent, with heacquarters at 
New York, succeeding Mr. Wheeler. J. T. McEntee has been 
appointed assistant general eastern freight agent at New York, 
succeeding Mr. Stadelman. C. A. Stoeber succeeds Mr. McEntee 
as city freight agent at New York. L. A. Burritt has been ap- 
pointed assistant to general eastern freight agent at New York. 
J. J. Macey has been appointed commercial agent at New York, 
and C. B. Courtright has been appointed traveling freight agent 
at Jersey City, N. J. 

F. R. Yealland has been appointed general agent of the 
Cheaspeake and Ohio, Hocking Valley, and Pere Marquette, at 
Toronto, Ont. The following additional appointments have been 
made: C. L. Brown, general agent at San Francisco; E. D. 
Lamiman, general agent at Seattle, and D. R. Evans, commercial 
agent at Los Angeles. 

George C. Richie has been appointed fuel engineer, traffic 
department, Chesapeake and Ohio, with headquarters at Rich- 
mond, Va. He was formerly chief fuel inspector. 

W. H. Kelly has been appointed superintendent St. Louis 
terminals, C. B. & Q., succeeding N. H. Young, who has re- 
quested retirement after 42 years of service. 


WINTER FREIGHT SCHEDULE 
The Delaware, Lackawanna & Western Railroad announces 
that it will protect present summer freight schedules throughout 
the coming winter. 
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Digest of New Complaints 





No. 


No. 


No, 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 22626. 


No. 


No. 


. 22615. Bladen Lumber Co. et al., Bladen, Neb., vs. Santa Fe eta 

Unreasonable rates, coal and coke, points in gas belt district ~ 
of Kansas, Scotts Spur and other Missouri points, Bernice and 
other points in Arkansas, and from Henryetta and other points 7 


21864. Supplemental complaint. The Battle Creek Food Co., Battle 
Creek, Mich., vs. C. C. C. & St. L. et al. 


Unreasonable rate and charges, shelled peanuts, Albany, Ga., to © 


Battle Creek, Mich. Asks rates for future and reparation. 


- 22118. Sub. No. 2. Community Lumber & Supply Co. et al, 
Arnold, Neb., vs. Arkansas Valley Interurban et al. ; 
Rates in violation sections 1, 3 and 15 of act, salt, Lyons, 


Hutchinson, Kanapolis and other Kansas points to points in Ne. 7 


braska, 
reparation. 

22474. Sub. No. 2. 
Santa Fe et al. 


J. V. Daul Lumber Co., Overton, Neb., ys. 


Colorado and South Dakota. Ask rates for future an 7 


By 


Unreasonable rates and charges, coal, points in Colorado ani © 
New Mexico to Overton, Neb. Asks rates for future and repara. ~ 


tion. 


22481. Sub. No. 1. Old Ben Coal Corporation et al., Chicago, Il, 


vs. L. & N. et al. 

Rates and charges in violation of sections 1 
bituminous coal, Mortons Gap, Ky., to Quincy, III. 
future and reparation. 

22596. Sub. No. 1. Duquesne Slag Products Co., Pittsburgh, Pa, 
vs. B. & O. et al. 


Unreasonable and prejudicial rates, slag, Birdsboro, Catasauqua, ae 
to points in 7 
Asks rates 7 


Coatesville, Easton, Pottstown and Topton, Pa., 
Pennsylvania, New York, Maryland and other states. 
for future. 


and 3 of act, @ 
Ask rates for 





anes. Hayes Pump & Planter Co., Inc., Galva, Ill., vs. Santa Fe 3 


et al. 


Charges in violation sections 1, 3 and 13 of act, agricultural im. F 


plements and farm tools, Galva, Ill., to points in Iowa. Competi- 


tors at Davenport, Ia., and Rock Island, Moline and East Moline, Be 


Ill., preferred. Asks rates for future and reparation. 





in Oklahoma to points in Nebraska. Ask rates for future. 


22616. Johnson Randall Industries, Chicago, Ill., vs. A. & R. etal > 








Rates in violation sections 1 and 4 of act, merchandise, from, 7 


to and between Festus, Mo., and southeastern territory. Asks 
same rates as apply from, to and between St. Louis, Mo., anid 
southeastern territory. 


. 22617. Durr Drug Co. et al., Montgomery, Ala., vs. Illinois Ter- 


minal et al. ? 
Unreasonable rates and charges, glass bottles, Alton, 
Montgomery, Ala. Asks rates for future and reparation. 


Ill., to 


. 22617. Sub. No. 1. Durr Drug Co., Montgomery, Ala., vs. Pa. et al. 





Unreasonable rates and charges, glass bottles, Gas City, Ind, | 


to Montgomery, Ala. Asks rates for future and reparation. 


. 22618. R. A. Watson Orchards, Inc., Chicago, IIl., vs. B. & O. et al. 


Unreasonable rates and charges, cider apples, culls and wind. 
falls, Keyser, W. Va., to Valley City, Ill. Asks rates for future. 


. 22619. Perrine Armstrong Co., Ft. Wayne, Ind., vs. Pennsylvania 


et al. 
Rates in violation first four sections of act, lumber, Red Key, 
Ind., to Detroit and Grand Rapids, Mich. Competitors at Chicago, 
Ill., Cincinnati, O., other Indiana points preferred. Asks rates for 
future and reparation. 
22620. Pearce-Young-Angel Co., Inc., Asheville, N. C., vs. Illinois 
Central et al. 
Miss., 


Unreasonable rates, Hazelhurst, 
burg: Ss 
22621. Amicon Fruit Co., Williamson, W. Va., vs. L. & N. 


tomatoes, 
. C. Asks reparation. 


et al. 


Se ide fa Naa 
Ba uNge tee 


to Spartan- q 


Rates in violation sections 1 and 4 of act, tomatoes, Atwood, = 


Tenn., to Bluefield, W. Va. Asks rates for future and reparation 


22621. Sub. No. 1. Same vs. Same et al. 
Same complaint and prayer, tomatoes, Gibson, Tenn., to Blue- ~ 
field, W. Va. 


A. & R. et al 


Rates in violation first three sections of act, paper and _paper 4 


products, Camas, Wash., West Linn, Lebanon and St. Helens, 


. 22622. Hawley Pulp & Paper Co. et al., Oregon City, Ore., vs 


Ore., and Floriston, Calif., to various points of United States of 


America, Competitors alleged to be preferred because they have 
transit privilege not accorded complainants. Ask stop in transit 
privilege to complete loading at specified points. 

22623. 
mont et al. 


Rates in violation of sections 2 and 3 of the act, cottonseed © 
§ 


hull fibre or shavings, Montville, Conn., to Rochester, N. Y. Ask 
reparation. 


. 22624. Harlan Fruit Co., Harlan, Ky., vs. Illinois Central et al. 
Unreasonable charges, sweet potatoes, Martin, Tenn., to Harlan, — 


Ky. Asks reparation, 


Eastman Kodak Co., Rochester, N. Y., vs. Central Ver © 


22625. Waterloo, Cedar Falls & Northern Railway Co., Waterlo0, a 


ia., va. C. & N.. W. C Gl. 

Alleges that 
Minneapolis & Omaha by ss 
cision of I. C. C. in I. & S. No. 3125, and section 208 of the trans- 


portation act. Asks cease and desist order. 


Central et al. 


T. L. Smith and J. K. Smith, doing business under nam 7 
of Louisiana Southern Lumber Co., New Orleans, La., vs. Illinos | 


Chicago & North Western and Chicago, St. Paul, a 
restrictions, have violated de ~ 


Charges in violation of sections 1 and 6 of the act, lumber | 


Durant, Miss., to Helena, Ark. Asks reparation. 
cago & Alton et al. 


Rates and charges in violation of sections 1 and 6 of the act, | 


waste and scrap materials, including scrap iron and scrap steel 


between various loading and delivering points, within the Kansa | 


City, Missouri-Kansas, switching district, on interstate shipment 
Asks rates for future and reparation. 
| mw ee Co., Minneapolis, Minn., vs. C. & 

._ I. et al. 

Unreasonable charges, linseed oil, Chicago, Ill., to destinatiom 
in Alabama and Tennessee. Asks rates for future and reparatio? 
ey a Co., Minneapolis, Minn., vs. B & 

. et al. 


Unreasonable charges, linseed oil, Buffalo, N. Y., to destination | 


. 22627. Sonken-Galamba Corporation, Kansas City, Kan., vs. Chi 3 
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More and Faster Trains 


The Widest Range of Service 


ever offered 


A frequency and convenience of service that has 
never before been equaled is provided by North 
Western’s great fleet of splendid trains led by 


The two finest trains in the world 


Corn Kine LIMITED 


CHICAGO—OMAHA—SIOUX CITY 


Lv. Chicago 6:05p.m. Lv. Oak Park . 6:21 p.m. 
Ar.Omaha 7:25a.m._ Ar. Sioux City. 8:15 a. m. 


NorRTHWESTERN 
LIMITED 


CHICAGO—ST. PAUL—MINNEAPOLIS 


Ly. Chicago 6:30 p. m. 
Ar. St. Paul 7:00 a. m. 


9 DAILY TRAINS TO OMAHA 
THE COLUMBINE SAN FRANCISCO LIMITED 
Lv. 10:30 a. m. Lv. 8:20 p. m. 
ae ee Fare) PORTLAND LIMITED 
= Lv. 8:30 p. m. 


GOLD COAST LIMITED 
Ly. 2:30 p. m. CONTINENTAL LIMITED 
Lv. 11:20 p. m. 


CORN KING LIMITED 
COLORADO EXPRESS 


Lv. 6:05 p. m. 
LOS ANGELES LIMITED 
Lv. 11:59 p. m. 


Lv. 8:10 p. m. 


Ly. Evanston . 6:49 p. m. 
Ar. Minneapolis 7:35 a. m. 


3 DAILY TRAINS TO ST. PAUL- MINNEAPOLIS 
THE VIKING 
Lv. 10:30 a. m. 


NORTH WESTERN LIMITED 
Lv. 6:30 p. m. 


NORTH AMERICAN 
Lv. 10:00 p. m. 


For full information, write 


Cc. A. CAIRNS 
Passenger Traffic Manager 
400 W. Madison St. 
Chicago, III. 


CHICAGO & 837 


NORTH WESTERN 


The Best of Everything in the Best of the West RAILWAY 


<\\ 


PWQas> »>as 


The Traffic World 
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Vol. XLIV, No. 14 


in Georgia, Alabama and Tennessee. Asks rates for future ang 
reparation. 

No. re eal Co., Marinette, Wis., vs. C. M. St. P. 
. Ot al, 

Rates and charges in violation of sections 1, 2 and 3 of act, 
lumber, between Marinette, Wis., and Sagola, Mich., and Streator, 
Ill. Asks rates for future and reparation. 

No. = ~ errneee Walton & Co., Inc., Philadelphia, Pa., vs. South- 
ern et al. 

Unreasonable rates and charges, fleshings, between Hazelwood, 
N. C., Newport and Walland, Tenn., and Gowanda, N. Y. Agks 
rates for future and reparation. 

No. 22632. Rutledge & Taylor Coal Co., St. Louis, Mo., vs. Kentucky 
& Tennessee et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
bituminous coal, Cooperative, Ky., to Chicago, Ill., reconsigned to 
Waukegan, Ill. Asks rates for future and reparation. 

No. 22633. G. H. Schartzer, Dayton, O., vs. C. C. C. & St. L. et al. 

Rates in violation of sections 1 and 4 of the act, brick, Bedford, 
Ind., to Springfield, O. Asks reparation. 

No. 22634. Hall Lumber Co., Atlanta, Ga., vs. S. A. L. et al. 

Rates and charges in violation of sections 1, 3 and 4 of the 
act, lumber, Littman, Fla., to Atlanta, Ga., as compared with 
rates from other nearby shipping points to Atlanta, and also from 
and to other points in same general territory. Asks reparation. 

No. 22635. Ed. Barnett, doing business as the Ed. Barnett Mule Co. 
et al., National Stock Yards, Ill., vs. A. & W. et al. 

Rates in violation of sections 1, 3 and 4 of the act, horses and 
mules, between points in Missouri, Kansas, Iowa, Nebraska, North 
Dakota, South Dakota, Minnesota, Montana, Wisconsin, Wyoming 
and National Stock Yards, Ill. Asks rates for future and repara- 
tion of $25,000. 

No. 22636. Miller Bros. Furniture Co., Chicago, Ill., vs. Erie et al. 

Unreasonable rates, furniture, Jamestown, N. Y., to Chicago, 
Ill. Asks rates for future and reparation. 

aa! ys eed Malleable Iron Co. et al., Decatur, Ill., vs. B. & 

. 6t al. 

Rates in violation sections 1 and 3 of act, malleable iron cast- 
ings, Decatur, Ill., to Detroit, Mich. Competitors at Erie and 
Pittsburgh, Pa., Cleveland, Columbus, Dayton, Maumee and 
Toledo, O., Evansville, Hammond, Kokomo, Muncie, Terre Haute, 
Ind., Chicago, Danville, Rockford, Ill., Albion, Benton Harbor, 
Muskegon and St. Joseph, Mich., preferred. Ask rates for future 
and reparation. 

No. _— Davidson Grocery Co., Boise, Ida., vs. Oregon Short Line 
et al. 


Rate in violation first three sections of act, canned corn, Water- ; 


town, Minn., to Boise, Ida. Distributors in states of Utah, Mon- 
tana, Oregon and/or Washington preferred. Asks waiver of col- 
lection of further charges and refund. 

No. 22639. Wiswell Creamery Co., La Junta, Colo., vs. Railway Ex- 
press Agency, Inc. 


Charges in violation sections 1, 3 and 6 of oct, ice cream in dry | 


containers, La Junta, Colo., to points in New Mexico, Arizona and 
Texas, as compared with rates on other containers. Asks relief 
for future and reparation. 
No. 22640. Frederick W. Kruse et al., receivers, Acme Glass Co., New 
York, N. Y., vs. Pennsylvania et al. 
Unreasonable rates, agricultural limestone, Gibsonburg, O., to 
Olean, N. Y. Ask rates for future and reparation. 
No. 22641. National Broom Mfg. Co., Pueblo, Colo., vs. Santa Fe et al. 
Rates in violation sections 1 and 3 of act, broom corn brooms, 
Pueblo, Colo., to points in California, Oregon and Washington. 
Competitors at Deshler and Lincoln, Neb., Wichita, Kan., and 
a City, Okla., preferred. Asks rates for future and rep- 
aration. 
No. 22642. Fitger Co., Duluth, Minn., vs. Northern Pacific. 
Rates in violation sections 1, 3 and 6 of act, syrup, Glenwood, 
Minn., to Duluth, Minn. Asks reparation. 
No. 22643. Edward Widmayer, trading as Robt. 
Washington, D. C., vs. A. C. Ih. et al. 
Unreasonable rates, vegetables, points 
Washington, D. C. Asks reparation. 
No. 22644. Wilson Supply Co., Houston, Tex., vs. Santa Fe et al. | 
Rates and charges in violation sections 1 and 3 of act, pipe 
tongs and pipe or tubing elevators, and parts of such articles, 
Los Angeles, Calif., to Beaumont, Houston and Luling, Tex. Asks 
rates for future and reparation. 
No. 22645. W. L. Brogden Co. et al., Raleigh, N. C., vs. Southern et al. 


in South Carolina to 


Rates in violation of sections 1 and 4 of act, bananas, Charles- ~ 


ton, S. C., to Raleigh and Salisbury, N. C. Ask reparation. 
No. 22646. Nutrena Feed Mills Co., Kansas City, Kans., vs. Mo. Pac. 


Alleges overcharge on prepared feed, Kansas City, to Arma, 


Kans. Asks reparation. 
No. ow  eeneen Metals Corporation, New York, N. Y., vs. B. & 

- et al. 

Charges in violation, sections 1 and 6 of act, scrap lead and 
zinc, Taylorville, Ill., to St. Louis, Mo. Asks rates for future and 
reparation. 

No. 22648. Traffic Bureau Chamber of Commerce, Lynchburg, Va., VS. 
Cc. & ©. e al. 

Charges in violation of sections 1 and 6 of act, miniature cedar 
chests, Swanton, O., to Lynchburg, Va. 
order and rates for future. 

No. 22649. Atlantic Paving Co., Statesville, N. C., vs. R. F. & P. et al. 

Rates in violation of sections 1, 3 and 4 of act, sand, Massa- 
pomax, Va., to Paschall, N. C. Asks rate for future and rep- 
aration. 

No. _ eae Freight Bureau et al., Memphis, Tenn., vs. M0. 
ac. et al. 

Rates and charges in violation C 
= salted hides, points in Louisiana and Kansas to Memphis, 

enn. Alleges St. Louis, Kansas City and Chicago and othe! 
northern points preferred. Ask rates for future and reparation. 
. 22651. N. B. Baroody, Florence, S. C., vs. A. C. L. 

Rates in violation of section 6 of act, tropical fruit, south At- 
lantic coast points to Florence, S. C., and other interior south- 
eastern and southern points. Asks reparation. 


22652. The Procter & Gamble Co. et al., 
Apalachicola Northern et al. , 

Unreasonable rates, fish oil, points in Florida, Georgia and North 
Carolina, to Ivorydale and St. Bernard, O., and Port Ivory, N. 
Ask rates for future and reparation. : 
. ams. Pine Glass Corporation, Okmulgee, Okla., vs. Georgia R. RB 
et al. 
Rates in violation of sections 1 and 4 of act, glass fruit Jars, jelly 
glasses and jar caps, Okmulgee, Okla., to Augusta, a. Asks 
reparation. 
. 22653. Sub. No. 1. Same vs. K. O. & G. et al. 

Same complaint and prayer as to glass fruit jars, Okmulgeé 
Okla., to Cornelia, Ga. 


Cincinnati, O., V® 
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A MISSING 
TARIFF 
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ed to 
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can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 


over until tomorrow to take 
advantage of a reduction. It may 
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our firm 
doesn't need 
more help; 
it needs 
more fame 


One sure way to gain time is 
to provide instant dictation 
service. Put an Ediphone at 
a dictator’s desk and see his 
time for other duties increase 


from 10 to 20%. 


The Ediphone and the tele- 
phone, for written and oral 
messages, take the lost motion 
out of communications, with 
a time gain... like adding 
more help. 


Let us prove this at your desk. Tele- 
phone “The Ediphone,” your City, and 
ask for the book, “An Easy Way to Chart 


Your Correspondence.” 
“ 


Ask for Travel Service 


THOMAS A. EDISON, Ine. 


ORANGE, N. J. 


adio Program Monda _Evenin 
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No. Pay yey | American Refractories Co. et al., Farber, Mo., ¥5 
Unreasonable rates, bituminous coal, mines in Illinois to Farber 
Mo. Asks rates for future and reparation. ' 
No. 22655. The Rome Co., Inc., Rome, N. Y., vs. A. & S. et al. 
Rates and charges in violation of sections 1 and 3 of act, 
beds, metal day beds, metal couches, metal cots, metal couch ham. 
mocks, bed springs, mattresses, and pads, Rome, N. Y., Chicago 
Ill., Baltimore, Md., Boston, Mass., Long Island City, N. Y., ang 
San Francisco, Calif., to points in Texas, New York, North 
lina, Georgia, Maine, Idaho, Ohio, Colorado, Nebraska, Wash. 
ington, Utah and other states. Alleges competitors at New 
leans, La., Atlanta, Ga., Memphis, Tenn., and other points ay 
preferred. Asks rates for future and reparation of $50,000. 


DEPARTMENT OF JUSTICE CALLED IN 


As the result of the report of Comptroller-General Mc(Cy 
on the Fleet Corporation, President Hoover has asked the 
partment of Justice to consider it with a view to ascertaining 
whether any federal statute has been violated. The Presidey 
said it was his understanding that the report did not involy 
any charge or intimation of misfeasance and that the invy 
tigation by the Department of Justice would proceed, not only 
as a matter of protection of government interests, but also th 
interests of the employes involved. It was pointed out thy 
the subject matter of the report had to do with acts antedatin: 
the present administration. (See page 829.) : 


GRAIN TARIFFS STAND 


The Commission October 4 voted against suspending thi™ 
tariffs effective October 10 and later making reductions f 
rates on grain and grain products to the Louisiana and Texy! 
ports. Division 2, which handles such matters, decided on thi 
day that it would dispose of the matter without waiting fe) 
any more advice from interested shippers and carriers. (Se) 
page 806.) . 





TRAIN PIPE CONNECTOR TESTS 


As the result of an agreement reached by representatives 0 ie 
the American Railway Association, the railroad train srevic 
brotherhoods and the Bureau of Safety of the Commission, tests’ 
are to be made at Purdue University of automatic train pix7 
connectors. The railroad brotherhoods complained to the Com 
mission, according to W. P. Borland, director of the Bureau ¢ 
Safety, about the connectors. The American Railway Associ 
tion, said he, had appropriated $100,000 for the tests that wil 
be made at Purdue in cooperation with the Bureau of Safety 
and the brotherhoods. Improvements, it is hoped, will be effectet” 
in the connectors as the result of the tests. sy 














RECORD FREIGHT MOVEMENT 


“Class I railroads handled without car shortage or othe 
transportation difficulty the greatest volume of freight in th 7 
first seven months this year ever offered to them in any cr > 
responding period,” says the Bureau of Railway Economics. | 

“Freight traffic for the first seven months in 1929 totaled 
280,439,978,000 net ton miles, an increase of 8,066,690,000 née) 
ton miles, or three per cent over the previous high record f0 
any corresponding period, established in the first seven month 
of 1927. It also was an increase of 17,296,229,000 net ton mile, 
or 6.6 per cent above the same period in 1928. 

“Railroads in the eastern district for the first seven month! 
period this year reported an increase of 8.6 per cent in tl 
volume of freight traffic handled, compared with the sam 
period in 1928, while the southern district reported an increas 
of 1.2 per cent. The western district reported an increase @ 
5.8 per cent. 

“Freight traffic in July amounted to 41,991,315,000 net to) 
miles, an increase of 2,838,387,000 net ton miles, or 7.2 per cell 
over the same month last year. It also was an increase @ 
3,622,054,000 net ton miles, or 9.4 per cent, above that for Jul. 
1927. 

“In the eastern district there was an increase in the volt 
of freight handled of 8.3 per cent in July, 1929, compared will 
the same month in 1928, while the southern district reported! 
reduction of 1.4 per cent. The western district reported # 
increase of 8.7 per cent.” 





CANADIAN COLD STORAGE PLANTS 

The cold storage plant of the Victoria Cold Storage ani 
Terminal Warehouse Company, Limited, at Ogden Point dock 
was formally opened by Premier F. S. Tolmie, and the first 
unit of the Pacific Coast Terminals, Limited, located on tidey 
water at New Westminster, was opened by Senator Hevil 
Bostock, Speaker of the Canadian Senate. 

In the Victoria plant, special provision has been made fot 
the handling of fish caught along the coast of Vancouver [slat 
which will be loaded direct from the boats into the plant 
there be frozen and stored until shipped. The plant has at 
storage capacity of 750,000 cubic feet, of which 500,000 cubit 
feet are freezing space. It was built at a cost of $550, 000. 
addition to that for fish, it has special equipment for 
storing of berries, fruits and eggs. 4 

The plant at New Westminster is the first unit in a proje 
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With six high density presses 
and capacity of warehouses 
over 400,000 bales of cotton, 
we are in position to make 
















of[Shipping Costs 


Let us prove it! 


Many manufacturers are saving an average o 
quar cost, freight bills, damage a pe Re 


























Ling tol Sint Burtpping About “ree Guth ve incur thoes" iveri 
tions he Let us check up with you. wt will not aul Jens ek nor prompt deliv es at a mo- 


incur the slightest obligation. 


d Texas ie | Write now for Signode Shipper or ask for Catalog No. 16. ment’s notice 
a tha rg Signode Steel Strapping Co. ' 
ting foray 2613 N. Western Ave., Chicago, iL, U. S. A. 






















Canadian Steel Strapping Co., Ltd., Montreal, Quebec 
Offices in Principal Cities 


SIGNODE 


s. (Se 


COTTON CONCENTRATION COMPANY 


The Home of Satisfied Shippers 








on, test ‘ GALVESTON, TEXAS 

ain ox The Sealed Steel Strapping d | cco seuy . qe 
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or other 7 
t in th > 




























any cor bd 

ics. [am 

Sal ate History— 

000 nee 

cord fo ag) 

- month § 

“ell Its | rtance 

—_ mpo 

t in the 

1e salt 

— 

en _ In rate cases perhaps the most important feature getting at the substance is called divining the “leg- 

net tot is the exhibits, especially those showing rate com-  islative intent” and can be done only by delving 

per 7 parisons. The witness uses them as the basis of his deeply into the history of the statute. The Supreme 

7 testimony and the attorney relies heavily on them in Court has held that tariffs and rates have the force 
"T preparing his brief and argument. Exhibits, how- of statutes. It is well, therefore, to get at the 
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rates for comparative purposes, therefore, it is well records and decisions of the Commission. We spe- 
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“y Sadi might act like boomerangs. logical statements of rates, classification ratings, 
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TRANSMARINE LINES 


Direct Service 


LOS ANGELES (Wilmington—Berth 188) 
SAN FRANCISCO (Pier 39) 
OAKLAND (Grove Street Pier) 

a Intercoastal 

PORT NEWARK, N. J. (New York Harbor) 
Served by: 
Pennsylvania Railroad 


Central Railroad ef New Jersey 





Lehigh Valley Railroad Steamer 
Gateher &.......ccscscewes SULANIERCO 
ke eee SUNEWCO 


AND ALTERNATE WEDNESDAYS THEREAFTER 





From Gulf-Intercoastal 

MOBILE, ALA. ({ithama State Docks) Steamer 
gg SUGILLENCO 
ID ctv eccnesreeensakea cou SURICO 


TRANSMARINE LINES 


Port Newark Terminal General Offices: , 
Telephone Mulberry 4300 5 Nassau St., New York City 


Telephene Rector 0020 
Agencies: Buffalo, Los Angeles, Mobile, Oakland, 
Pittsburgh, San Francisco, Seattle 


ALWAYS 
AT YOUR 
SERVICE 


Not only in taking admirable care of your 
shipments to and from the Orient, but also 
in placing at your disposal a thoroughly 
trained traffic department to cooperate with 
you in solving traffic problems. Any of our 
agents in 22 countries will gladly advise 
with you. 


In meeting and coping with modern compe- 

tition consider the advantage of shipping your 

cargo via American Mail Line. This regular, 

dependable service is available at no greater 
cost. No shipment too large—none too small 
to receive every consideration. “President Lin- 
ers” are always on time. There’s a sailing 
from Seattle over the short route every other 
Saturday at 11 a. m.; arrivals at Seattle every 
other Monday at 3 p. m. 


Also express “Cargo Liners” with frequent sail- 
ings to serve you between Puget Sound and 
the Orient. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
W.G. ROCHE, Inc., Gen. Agt. R. W. Bruce, Gen. Agt. 
1714 Dime Bank Bidg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, II. 
L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washington 


76 offices in 22 countries at your service 


American Mail Line 
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that will require twenty acres for its buildings and yards. The 
cost of construction and equipment was $1,300,000. This yj 
is four stories high and covers half an acre, giving 1,800, 
feet of storage space. In addition to the fish handling depar. 
ment, where the fish are received, cleaned and salted, arrang, 
ments have been made for the storage of fresh meats, poultry 
eggs, butter, vegetables and fruits. 7 

The Pacific Coast Terminals, Limited, and its subsidiay 
the Fraser River Dock and Stevedoring Company, Limite 
owns, also, three dry storage warehouses and controls 3,000 fx 
of fresh water dockage. 





TWIN CITY LOCK AND DAM 


Secretary of War Good has made an allotmént of $800 (j 
for the reconstruction of a lock at the Twin City lock and day 
on the Mississippi River. 

“On August 9, 1929, the lower lock gates at the Twin (jp 
lock and dam collapsed completely, stopping navigation ay 
rendering an entire reconstruction of the lock necessary,” sai 
the War Department. “A thorough consideration of all pert 
nent conditions led to the conclusion that in order to provide tg 
dependable navigation two locks are necessary in this dap) 
Two locks each 56 feet in width in place of the present one i) 
80 feet in width will be built. The construction of the fil) 
lock will be commenced at once. Its estimated cost is $800,)j 7 
for which the above allotment has been made.” Es 


CANADIAN BARGE PLAN 


Development of a grain terminal at Kingston, Canada, hal 
presented the problem of carrying grain from that terminal 
ocean steamers at Montreal and it is the present intention of th! 
Canada Steamship Lines to construct a fleet of light steel bargul” 
equipped with Diesel engines, according to a report from Geom)” 
Gregg Fuller, consul at Kingston, made public by the Depar) 
ment of Commerce. The first barge will soon be launched : 
Lauzon, Que. 















RIVER TRAFFIC MANAGEMENT 


The War Department has submitted to the House of R 
sentatives a second supplementary report prepared for the chi 
of engineers of the army by the board on experimental towbozt) 
for the Mississippi and its tributaries. The chief of engineen) 
in transmitting the report, said it dealt largely with the ew 
nomics of towing on the Mississippi and Ohio rivers and applid 
the findings of previous boards to the design and operation (7 
towboats and barge fleets engaged in commercial servic?” 
Results obtained from tests made with plants similar to tho 
mentioned in the prior reports, made by both the governmer? 
and private interests, were included in the report. o 

Barges to be towed singly and barges to be towed in fleet) 
are described as to shape and dimensions, the geenral recor 
mendation being that barges should be as large as trade, rivey 
and structual conditions permitted. Fleets of barges, the repor® 
said, should be arranged in long narrow formations, with th? 
barges loaded to within one foot of the controlling depth 
the channel. The greater the draft the greater the econo) 
of power for a given fleet is laid down in the report as # 
established fact. A further declaration is that the draft 
the towboat fully loaded should be one foot less than the draf 
of its barges and should not have more than 33 per cent 
reserve power 


BOARD VESSEL SAVES CREW 


Word was received at the Shipping Board September ' 
that the captain, one passenger and the entire crew of 28 me 
of the Wisconsin Bridge, Nelson Line, had been rescued by tl 
Shipping Board freighter Carlton after their vessel had be 
blown ashore on the eastern coast of the island of Abako, Bi 
hama Islands. The Carlton, commanded by Capt. J. E. Fis 
is one of eight vessels of the Gulf West Mediterranean Lilt 
operated for Shipping Board account by the Tampa-Inter-Ocei! 
Steamship Company of New Orleans. 


RAILWAY BUSINESS ASSOCIATION 


L. A. Downs, president of the Illinois Central, is announcé 
to speak at the Railway Business Association dinner, Chica?! 
November 21. The program will conclude with an address l 
Hans V. Kaltenborn, associate editor of the Brooklyn Dail 
Eagle. At the business conference that day railway budgetl 
will be discussed by Elmer T. Howson. western editor of | 
Railway Age, outlining the budgeting status and prospects ° 
the roads as a whole. 


POSITIONS WANTED OR OPEN 


WANTED—Position in export department of a reliable concert 
six years in charge of export shipping department of one of the larée 
automobile concerns. Address W. H. S., care Traffic World, Chic# 
Illinois. 
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DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisce 
and would suggest that you complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


Ship by Water 
WILLIAMS LINE 


San Diego, Los niealinn San Francisco 
Oakland, Seattle, Tacoma and Portland 


FROM 


BALTIMORE AND NORFOLK 


FAST FREIGHT SERVICE 


SAILING FROM 
BALTIMORE| NORFOLK 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York, Telephones: Whitehall 10398-9 


BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
39 South St. Oliver Bldg. Law Bldg. 
Phone: PLAZA 7377 Phone: ATLANTIC 1432 Phone: NORFOLK 21265 


And at our Branch Offices at ports of call, etc. 


The Traffic World 


PANAMA MAIL S.8.CO. 


Fast Freight and Passenger Service 
Regular Fortnightly Sailings Direct to 
CARTAGENA, CRISTOBAL, COLON, BALBOA, PANAMA 
CITY, CORINTO, LA LIBERTAD, ACAJUTLA, 
CHAMPERICO and MAZATLAN 


With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 


Next Sailing from New York . . . . October 17 


Intercoastal freight accepted both West and Eastbound, frem New York 
to — — Harbor and San Francisco and from California perts 
to New Yer 


140 S. Dearborn St., Chicago, Ill. 
10 Hanover Sq., New York, N. Y. 


2 Pine Street, San Francisce, Cal. 
548 S. Spring St., Los Angeles, Cal. 


POKER FLEET 
SHIPS 


AIL every other day from Buffalo, 
Detroit and Duluth offering fast 
freight service between the east and 
west at rates lower than all rail. * * The 
difference in rates is surprising. * * * A 
folder on request. 


MINNESOTA-ATLANTIC TRANSIT CO. 
1174 FIRST NATIONAL BUILDING 
DETROIT, MICHIGAN 


to Mexico 


By Steamer 


Executive 
Offices 


Ship 


FAST WEEKLY SERVICE 
NEW YORK TO 


Vera Cruz ana Tampico 


Through Bills of Lading to all points on the Mexican 
Railways or National Railways of Mexico 


Regular Service from New York 
to Progreso and Puerto Mexico 


New York AND Cusa Matz S. S. Co. 


WARD LINE 


Pier 13, E. R., Foot of Wall St. New York City 
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Do You Kno 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS.STOCKTON TRANSFER CO. 


Established 1857 1020 South‘Canal_Street, Chicago 








That we 


: RICHMOND, VA. 
Storers, Distributors and Forwarders 


sa of General Merchandise 
y < 175,000 Square Feet Floor Space 
vo ZA Southern R. R. Siding. 25c Ins. Rate 
“28 Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only“modern Merchandise Warehouse fully equipped and centrally 
Flocated in the City of Rochester 
E'Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester & Pittsburgh Railway, 
enjoying switching at flat Rochester rate with all steam roads. 


B. R. & P. WAREHOUSE, Inc., Rochester, N. Y. 











Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


SERVE THE GROWING SOUTHWEST 
MARKET FROM DALLAS 
—THE CENTER! 


Dallas 


thwestern ns ty 4 
American Business—1,90 
national and sectional eo 

intain branches in Dallas. 


Write for Literature to: 


INDUSTRIAL DALLAS, Inc. 


1531 Chamber of Commerce Bldg., Dallas 
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Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel. 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 7—Washington, D. C.—Examiner Pes: 

Finance No. 7753—Application N. Y. C. R. R. for authority to con. 
struct a changed or altered line in the Borough of Manhattan, 
City of New York. 

at er 7—Washington, D. C.—Examiner Stiles: 
. & S. 3234—Fresh meats and packing house products, to, from and 
* between points in southern territory. 

21994—-White Provision Co. et al. vs. L. & N. by R. et al. 

22004—-Wilson & Co., et al. vs. A. G. S. R. R. al. 

Fourth Section Application No. 13910. Filed by * E. Tilford. 

22658—John Morrell & Co. et al. vs. A. & R. R. et al. 

(In connection with I. & S. 3234, fresh “meats and packing 
—— products, to, from and between points in southern ter. 
ritory.) 

October 7—San Antonio, Tex.—Examiner Disque: 

22159—-Texas Industrial Traffic League vs. A. & S. Ry. et al. 

= De 1 1 and 2)—Abe Rosenblum Corp. et al. vs. A. G. §,. 
ee ee 

13535—-Consolidated Southwestern Cases (on four questions stated 
in Commission’s order entered herein on Jan. 7, 1929). 

October 9—San Francisco, Calif.—Examiner Davis: 

Finance No. 7775—Application of Yreka R. R. for authority to issue 

and sell securities. 


Finance No. 7742—Joint Application of Public Utilities Consolidated 
Corp. and Public Utilities California Corporation for a certificate 
that the acquisition by them of the telephone properties of the 
Arizona, California & Nevada Telephone Co. will be of advantage 
to persons to whom service is to be rendered and in the public 
interest. 

Finance No. 7780—Application Yreka R. R. for authority to construct 
an extension of its railroad in Siskiyou county, Calif. 


October 9—Pittsburgh, Pa.—Public Service Commission of Penna.: 
Finance No. 7734—Application Sharpsville R. R. and its receivers, 
for authority to abandon the railroad of said company in Mercer 
and Lawrence counties, Pa. 


October 9—Argument at Washington, D. C.: 
20277—Rates on bituminous coal from points in Missouri to Kansas 
City and St. Joseph, Mo. 


October 10—Washington, D. C.—Examiner Sullivan: 

* Finance No. 7750—Application Green Brief, Cheat & Elk R. R. for 
authority to acquire certain lines of railroad and to issue certain 
securities. 

* Finance No. 7751—Application Western Maryland Ry. for authority 
to acquire control by lease of certain lines of railroad to be 
acquired by the Greenbrief, Cheat & Elk R. R. and to assume 
certain obligations and liabilities. 

October 10—Duluth, Minn.—Commissioner Campbell: 

Finance No. 7690—A pplication D. M. & N. Ry. for optesty to 
acquire control by lease of the railroad of the D. & I. R. R. R. 

October 10—Albany, Ore.—Public Service Commission of Oregon: 
Finance No. 7512—Application of Southern Pacific Co. for authority 
to abondon a portion of its Mill City Branch in Lynn county, Ore. 

October 10—San Francisco, Calif.—Examiner Davis: 

Finance No. 7302—Application N. W. Pac. R. R. for authority to 
abandon its Point Reyes Monte Rio Line in Marin and Sonoma 
counties, Calif. 


‘October 10-11—Argument at Washington, D. C.: 
i. & 


S. 3006 (and Ist and 2nd sups. j—Grain and grain products 
from western points to C. F. A. territory. 
15037—Southwestern Millers’ League et al. vs. A. T. & S. F. Ry. et al. 


October 12—Argument at Washington, D. C.: 

* Finance No. 7624—Application of C. R. I. & P. Ry. Co. for authority 
to acquire control of the Beaver Meade & Englewood R. R. Co. 
by stock purchase. 

* Finance No. 7680—Application of the Missouri-Kansas-Texas R. R. 
Co. for authority to acquire control of the Beaver, Meade & Engle- 
wood R. R. Co. by purchase of capital stock and bonds. 


October 14—Washington, D. C.—Examiner Sullivan: 

* Finance No. 7825—Application St. L.-S. F. Ry. for authority to 
acquire control by lease of railroad and properties of Miami 
Mineral Belt R. R. 


October 14—San Francisco, Calif.—Examiner Davis: 
Finance No. 7516—Application Idaho Pacific R. R. for authority to 
construct a railroad from Nyssa, Ore., to Winnemucca, Nev. 


October 14—Washington, D. C.—Examiner Macomber: 
22416—Virginia Livestock Growers and Shippers et al. 
Ry. et al. (Adjourned hearing.) 
one 14—Aitkin, Minn.—Railroad and Warehouse Commission of 
Minn. 

Finance No. 7724—Application M. St. P. & S. S. M. Ry. for authority 

os, abandon lines of railroad in Aitkin and Crow Wing counties, 
inn. 
October 15—Miami, Fla.—Examiner Molster: 

Finance No. 7000—Application City of Miami. 

Finance No. 7021—Application Seabord-All Florida Ry. 

Finance No. 7022—Application S. A. L. Ry. (further hearing for sole 
purpose of receiving evidence respecting any existing contract, 
or contracts, covering operation of municipal tracks, cancellation 
of any such contract, or contracts, and negotiations respecting 
entering into trackage’ right contract for operation by S. A. L. Ry. 
we) the municipal tracks and facilities of F. E. C. Ry. at Miami, 

a.). 
October 15—Waukesha County, Wis.—Railroad Commission of Wis.: 

Finance No. 7704—Application C. M. St. P. & P. R. R. for authority 
to abanon its line between Eagle and Troy Center, Wis. 

October 15—Washington, D. C.—Examiner Boat: 

Fourth Section App. No. 13871, filed by Agents Fox and Burt, In re 
extra fares on fast trains between points in N. Y., N. a Del., 
Pa., Md., Ohio, Mich., Ill., Ind., Mo., and Canada, etc. 

* Fourth Section Application ’No. 18920 et al. 


vs. N. & W. 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


Patents and Trade Marks! 


Protect your most valuable assets. 
Expert service. Prompt attention. 


LESTER L. SARGENT 
Registered Patent Attorney 
1115-K St., N. W., Washington, D. C. 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


H. D. DRISCOLL 
ATTORNEY AT LAW 
F. J. WRIGHT and H. R. CONLEY, Rate Specialists 


502-3 Petroleum ss 
OKLAHOMA CITY, OK 


Washington Office, 714 Recenaiitine Bldg. 


Cc. R. HILLYER, 
Centinental Illinois Building, Chicage, [Illinois 


F. C. HILLYER, 


New Chamber of Commerce Bldg., Jacksonville, Fla. 
COMMERCE COUNSEL 


Fermerly Attorney-Examiners of the Interstate 
Cemmerce Commission 


Frank A. Leffingwell Dick Dixon 


LEFFINGWELL & DIXON 
ATTORNEYS AT LAW 


SPECIALIZING IN RATE, CLASSIFICATION 
AND VALUATION CASES 


Nineteenth Fleer, Santa Fe Bldg., Dallas, Texas 


WARREN H. WAGNER 
ATTORNEY AT LAW 
Investment Building, Washington, D. C. 
Fermerly Assistant Chief Examiner 
Interstate Commerce Commission 


DIRECTORY OF TRAFFIC MANAGERS, 
COMMERCE EXPERTS AND 


AND 


CHARLES E. BELL 
TRAFFIC ANALYST 


Freight Rate Analyses 
an 
Preparation of Rate Complaints 


Transportation Building Washington, D. C. 


YOUR ANNOUNCEMENT You can reach Traffic World 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


EDWARD A. HAID 


Especial attention to rate and railroad 
matters generally. 
1704-6 Boatmen’s Bank Bldg. 
St. Louis, Mo. 


You can reach Traffic World 
readers each week 


Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 


THOMAS M. WOODWARD 


ATTORNEY AT LAW 


Formerly Attorney for the Director General 
of Railroads and Attorney and Examiner 
for the Interstate Commerce Commission. 


Transportation Building, WASHINGTON, D.C. 


Moultrie Hitt Ben B. Cain, Jr. 
Clarence A. Miller G. Kibby Munsen 


HITT, MILLER, CAIN & MUNSON 


Attorneys at Law 


Interstate Commerce and Federal 
Tax Matters a Specialty 


Union Trust Building WASHINGTON, D. C. 


J. K. MOORE 


Attorney at Law 
and 5 
Rate Specialist 
Specializing in Cemmerce Practice 


OKLAH OMA CITY, OKLA 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 
Especial attention to matters before Inter- 
state Commerce and Federal Trade Commis- 
sions, rates, price fixing and valuation. 


PRACTICE IN ALL COURTS 
Liberty Central Trust Co. Bldg., ST. LOUIS, MO. 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and Transportation Matters 
Interstate Commerce and State Commission Cases 


E. W. HOLLINGSWORTH 
Cemmerce Attorney 
1006 Fifth —— deesemante Calif. 
Fourteenth Stree 369 Pine Street 
Oakland, Calif. San Francisce, Calif. 


readers each week 


Through the use of an advertise- 

ment in this space at the small 

expense of about one-fortieth of 
a cent per subscriber. 


PAYSOFF TINKOFF 


ATTORNEY AT LAW 
—AND— 
CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
SPECIALIZING 


INTERSTATE COMMERCE CLAIMS 
—A 


FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 


JOS. C. COLQUITT 


ATTORNEY AT LAW 


Freight Classification Matters 
Interstate Commerce and 
Departmental Practice 


816 Eighteenth St.. WASHINGTON, D. C. 


HARLEIGH H. HARTMAN 
ATTORNEY AT LAW 


Formerly Rate and Finance Examiner 
and Valuation Attorney for 
Interstate Commerce Commission 


610-614 Mills Building WASHINGTON, D. C. 


HENRY C. KEENE 


ATTORNEY AT LAW 


Fifteen Years With Interstate Commerce Com- 
mission as Accountant, Atterney and Examiner 


Interstate Commerce Litigation a Specialty 
Transportation Bldg., WASHINGTON, D. C. 


MANGHUM, MANGHUM & SHANDS 


COMMERCE ATTORNEYS 
Transpertation Building, Washington, D. C. 
State-Planters Building, Richmend, Va. 


Mason Manghum, formerly with Interstate Com- 
merce Commissien and Virginia Commission. 


H. E. Manghum, formerly Commerce Counsel, 
United States Shipping Board. 


JOHN ANDREW RONAN 


LAWYER AND COMMERCE ATTORNEY 
11 South La Salle Street, Chicago, Illinois 


Twenty Years’ Practical Experience in 
Transportation and Traffic Matters 


Telephone Randolph 0844 


TRAFFIC 
SPECIALISTS 


T. D. GEOGHEGAN 
COMMERCE SPECIALIST 
Matters Before State and Federal 
Commissions and Departments 


TRANSPORTATION BUILDING 
WASHINGTON, D. C. 


RATE CASE ACCOUNTANT 
Statistical and Cost Compilations 


Facilities and mass of material at hand enable 
us to furnish essential statistics in even minor 
cases at a price within the reach of any litigant. 


DANIEL D. CONTARSY, C. P. A. 
160 North La Salle St., Chicago, Illinois 
Telephone Central 0037 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 
LOCATED TO RENDER 
DISTRIBUTORS 
DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


NEW ORLEANS 


In the heart of the Commercial District 
we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 

The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES oihthii 


201 Iberville 


Chicago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise 
Storage W 
SERMINAY con 


ww0- 


2000 Carload 
Capacity 


PITTSBURGH DISTRIBUTION 


Cold and dry storage distribution can be most successfully ac- 
complished to the 5,000,000 Pittsburgh District population through 
the Terminal system. Direct connections of all railroads into the 
group of buildings eliminates all trucking and hauling, except for city 
deliveries. Lowest obtainable insurance rates. Every modern facility 
for doing business. 

ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 


Terminal Way and Carson Sts. Pittsburgh, Pa. 


Pooi Car 


cRO o0ke 
Distribution 


gicas? 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Rai'road District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


185 N. Clark St., Chicago 18 E. 26th St., New York 


arke 


WAREHOUSES 


A COMPLETE SERVICE 
for the warehousing and 
distribution of merchandise 
to Illinois ports. 


ILLINOIS 
petatn 


We Bind The Traffic World 


ees TS EE ste, oe 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and ality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 
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October 15—Chicago, Ill.—Examiner Disque: 
15234—In the Matter of Division of Freight Rates in Western ang 
Mountain Pacific Territories. 
(In so far as it pertains to trans-continental and trans-Missoup 
divisions as described at last hearing, trans-continental divisions 
to be dealt with first.) 


October 16—Lauderdale, Fla.—Examiner Molster: 
Finance No. 7702—A pplication Broward County Port Authority for 
authority to construct a line of railroad in Broward county, Fl 


October 16—Argument at Washington, D. C.: 

|. & S. No. 3283—Lumber and forest products from the Pacific north. 
2 to destinations in Texas and Waurika, Okla. 
- & S. 3284 (and 1st supplement)—Iron and steel articles from points 
in Illinois, Iowa, Wisconsin and Missouri to points in Iowa ang 
Missouri. 

—— No. 7464—Construction of line by Quanah, Acme & Pacific 

y 

Finance No. 7465—Abandonment of operation by Quanah, Acme & 

Pacific Ry. 


October 17—Argument at Washington, D. C.: 
1. & S. No. 3285—Switching at St. Paul, 
Bridge & Terminal Ry. Co. 
Finance No. 7528—Proposed rerouting of Grand Trunk car ferries, 
se No. 7319—Operation by Detroit, Grand Haven & Milwaukee 
y 


October 18—Tallahassee, Fla.—Examiner Molster: 
Finance No. 7714—Application A. C. L. R. R. for authority to aban- 
don a line of railroad between Yuste and Monticello, Fla. 


October 18—Washington, D. C.—Examiner Davis: 

Finance No, 7539—Joint application of Nor. Pac. Ry. and Ore.-Wash, 
R. R. & Navi. Co. for authority to construct a branch line of 
railroad in Gray’s Harbor and Jefferson counties, Wash. 

Finance No. 7610—Application Port Angeles Western R. R. for au- 
thority to construct an extension of its railroad in Clallam and 
Jefferson counties, Wash. 


October 18—Argument at Washington, D. C.: 
18183—-Intrastate rates on coal to East St. Louis, Ill. 


Minn., by the St. Paul 


ae —_— Sub. No. 1)—Perry Coal Co. et al. vs. Alton & Southern \ 


18368 St. Louis Chamber of Commerce vs. A. & S. R. R. 
20613—Anchor Coal Co. et al. vs. A. & S. R. R. et al. 
21047 (and Sub. Nos. 1 and 2)—Allhoff Brothers, Inc., 
A. & E. R. R. et al. 
21155—Maguire Coal Co. vs. A. & S. R. R. et al. 
October 21-22-23-24-25—Argument at Washington, D. C.: 
17000—Part 2, Western Trunk Line Class Rates (and cases con- 
solidated therewith). 
October 22—Washington, D. C.—Examiner Boat: 

Fourth Section Application Nos. 4309, 600, 542 et al.—Commodity 
rates from, to and between points in southern territory. 

Fourth Section Application Nos. 1563, 1572, 936 et al.—Commodity 
rates from, to and between points in southern territory. 

October 22—Washington, D. C.—Examiner Glenn: 
1. & S. 3323—Classification of paints, varnishes and related articles, 
October 25—Boston, Mass.—Examiner Sullivan: 
* Fourth Section Application No. 1481 et al. 
October 25—Chicago, IIl.—Examiner Smith: 
* 22587—Armour & Co. et al. vs. A. & R. R. R. et al. 
October 25—Washington, D. C.—Examiner Rogers: 

21997—G. W. Laughlin, Assist. Grand Chief Engineer and National 
Legislative Representative of Brotherhood of Locomotive En- 
gineers et al. vs. A. & R. R. R. et al. 

October 25—Sikeston, Mo.—Examiner Marshall: 

* 22613 (and Sub. 1 to 5, incl.)—J. B. Gutzwiller Coal Co. vs. M. P. 
R. R. et al. 

October 26—Boston, Mass.—Examiner Sullivan: 

* 22395—Percy Sweetser et al. vs. D. & H. Co. et al. 

October 28—Boston, Mass.—Examiner Sullivan: 

* ~ + Cotton Waste & Linter Exchange vs. 
R. et al. 

October 28—Chicago, Ill.—Examiner Smith: 

* 22529—Allied Packers, Incorporated, et al. vs. 


October 28—Argument at Washington, D. C.: 
17517—Rates on chert, clay, sand and gravel within state of Georgia. 
17763—Roguemore Gravel Co. et al. vs. A. B. & A. Ry. et al. 


October 29—Columbus, O.— Public Utilities Commission of Ohio: 

* Finance No. 6072—Amended application of F. P. & E. R. R. for 
authority to construct an extension of its line in Lake and Ashta- 
bula counties, O. 


October 29—Washington, D. C.—Examiner Glover: 
Fourth Section Applications Nos. 19 et al. 


October 29—Argument at Washington, D. C.: 
19028—Clarkston Chamber of Commerce vs. Nor. Pac. Ry. et al. 
19324—Lewiston Commercial Club vs. Nor. Pac. Ry. et al. 
19700—Public Utilities Commission of the state of Idaho et al. vs. 
Un. Pac. R. R. et al. 


October 29—Chicago, Ill—Examiner Smith: 
* 1, & S. 3335—Silica sand from points in Illinois to destinations in 
Ohio and Indiana. 
October 30—Lincoln, Neb.—Examiner Bardwell: 
* 22235 (Sub. 2)—Nash Finch Co. vs. A. T. & S. F. Ry. et al. 
October 30—Houston, Tex.—Examiner Marshall: 
* 22496—Garsons Iron & Steel Co. vs. G. & S. R. R. R. et al. 
October 30—Albany, N. Y.—Examiner Sullivan: 
* 22666—Schroon River Pulp & Paper Co. vs. D. & H. Co. 
October 30—Argument at Washington, D. C.: 
—— Service Commission of Oregon vs. Central Pacific Ry. 
et a 
October 31—Argument at Washington, D. C.: 
17801 (and consolidated cases)—Rules for car-hire settlement. 
October 31—Houston, Tex.—Examiner Marshall: 
* 22644—Wilson Supply Co. vs. A. T. & S. F. Ry. et al. 
October 31—Columbus, O.—Examiner Gwynn: 
* 22312—Ohio Farm Bureau Federation et al. vs. Erie R. R. et al. 
November 1—Butte, Mont.—Examiner Cheseldine: 
* 22316—Russell Oil Co., Inc., vs. A. T. & S. F. Ry. et al. 


et al. 


et al. vs, 


B. & O. R 


B. & O. R. R. et al | 
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